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Owing to delay in receiving complete copies of the annual 
reports of the Chicago & North Western and the Pere Mar- 
quette we were not able to publish the complete report in the 
same issue in which we reviewed it editorially. In another 
column we reprint the annual reports of these companies. 
The editorial comment on the Chicago & North Western was 
published in our issue of September 17, page 487, and the 
comment on the Pere Marquette report was published last 
week, page 573. 





The Canadian Pacific is planning new lines reaching out 
into northern Maine, and those plans are practically certain 
to be carried out sooner or later—and sooner rather than 
later. It means undoubtedly much closer contact with the 
New York, New Haven & Hartford, using that title now to 
include the Boston & Maine as a merged system. The Grand 
Trunk, already by its Vermont Central and New London 
Northern control, taps the New Haven-Maine combination, 
though not yet in affiliation with it. The result of such a 
situation is the creation of two Canadian rivals seeking the 
New Haven’s business. It has already been expressed in the 
traffic arrangement last year of the New Haven with the 
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Canadian Pacific, which so badly jarred the trunk line status, 
and expressed later in Grand Trunk negotiations to trade its 
New England vantage at and via New London for other van- 
tages via the New Haven’s Ontario & Western. This competi- 
tion of the Canadian railway systems for New England busi- 
ness will be by no means the least interesting phase of the 
establishment of a substantial railway monopoly in New Eng- 
land, with a man like President Mellen at its head. But the 
horoscope casts its lines farther than that and into the larger 
limits of politics and the national tariff policy. The growth 
in New England, and especially in Massachusetts, of popular 
sentiment in favor of close trade relations with Canada and 
setting the tariff bars lower has been steady and vigorous, 
and, if we are not mistaken, that sentiment is shared by 
President Mellen himself. It is a dream that ere many years 
we may see these rapid aiid waxing railway contacts of New 
England with its northern neighbor raising an acute political 
issue that may disturb the statesmen on both sides of the 
border line? And if one casts the prophetic vision to the far 
Northwest, with the Hill and Canadian lines criss-crossing 
over the border, there will be descried a situation analogous to 
that in the Northeast and joined with it in the direction of its 
forces. If things of political moment thus come to pass in a 
future not necessarily remote it will not be the first time his- 
torically that the railway has figured as a power in national 
politics and statecraft—because, unfortunately, to be too often 
severed. 





We print in another column an interesting letter from the 
traffic manager of the Oklahoma Traffic Association. He takes 
the position that the extremely low all-rail rates from New 
York to San Francisco represent cost of service; hence that 
the higher proportionate rates to interior points, such as 


: Denver, afford much more than cost of service, and he holds 


that the railways should not waste their time going after 
business which gives them no profit, and that they could prob- 
ably make more money instead of less if they were to give 
this business up entirely, thereby being enabled to reduce 
the rates to interior points. The obvious weak point in Mr. 
Johnston’s case lies in his argument that transcontinental 
rates have any definite relation to cost of service. The 
tendency of transcontinental traffic is for raw materials to 
move east and for manufactured articles to move west; raw 
materials take more space than the manufactured articles 
can fill; consequently, if some freight can be found for the idle 
cars, it is going to pay the railways to find it, and it probably 
never occurs to any of them to consider seriously whether or 
not the rate received for this service pays a cost upon which 
fixed charges are prorated; whether it pays for the coal and 
wages required to move the train that carries it, or whether 
it does not pay for any of these things. If there are cars 
moving and if the freight rate pays what might be called the 
agency cost of getting the business and the actual extra cost, 
if there be any, of loading and unloading the cars, it is 
worth doing, from the standpoint of the railway. To silppose 
that the entire business of the company could be conducted 
on this basis, however, is absurd. But Mr. Johnston’s argu- 
ment and the answer to it only serve to emphasize the un- 
workableness of the ‘cost of service” theory as applied to 
railway rates. A railway might spend time and dollars in 
figuring out its exact cost of service, based upon assumed 
quantities of business done, but nobody would pay its rates 
if he could get the business done any cheaper. Consequently, 
it must inevitably be the case that communities subject to the 
influence of deep sea ports will get certain kinds of trans- 
portation cheaper than communities which do not possess 
this advantage. It is certain that there never would have 
been any transcontinental railways if they had had to subsist 
entirely upon business at water-borne rates, and Denver would 
doubtless be a thousand miles from the nearest railway to- 
day if these rates prevailed as a maximum. 
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SHALL RATES IN THE WEST BE BASED ON DISTANCE OR ON 
INDUSTRIAL AND COMMERCIAL CONDITIONS? 


The several cases involving freight rates to inland points 
in the extreme West, which are before the Interstate Com- 
merce Commission, give the railways a good chance to present 
squarely to the commission and the public—and perhaps later 
to the courts—the great issue of basing rates on the value of 
the service—on transportation, industrial and commercial con- 
ditions—versus basing them on distance. This is especially 
true of the Salt Lake case. The Salt Lake Traffic Bureau 
complains against the rates from the East to Salt Lake as 
unduly discriminatory and unreasonable. It argues that the 
rates from the East to the Pacific coast must be reasonably 
remunerative to the carriers or they would not seek traffic to 
the coast. If the rates to the coast are remunerative, the rates 
to Salt Lake, it is argued, ought not to be more, or even the 
same, but less in, proportion as the distance from the East 
to Salt Lake is less than the distance to the coast. This 
reasoning is carried to its logical conclusion in a demand 
that mileage rates shall be fixed from the Missouri river to 
Salt Lake which shall be 66 per cent. of the rates to the coast. 

If this reasoning about the rates to Salt Lake is correct, 
all railway rates between all points in the East and all points 
west of the Missouri river should be fixed én a mileage basis. 
Owing to the conditions under which it is handled, the rail 
traffic between the East and the country west of the Missouri 
river has been regarded by railway traffic managers as pecu- 
liarly ill-adapted to bear distance rates. If mileage rates ought 
to be applied to this traffic they ought to be applied to all 
traffic. If they ought to be applied to all traffic the way in 
which rates generally are made in this country is unfair and 
pernicious. It would seem that if the railways are not ready 
to admit this, they should fight this western rate battle out 
on its merits before the commission, and, if necessary, in 
_the courts. Sooner or later it must be settled whether the 
surveyor’s transit is the only proper instrument to be used in 
fixing rates. The earlier it is settled the better it will be for 
all. 

The question involved is not merely whether rates shall be 
based on the cost of the service to the railway or on the 
value of the service to the shipper. The question is whether 
they shall be based on the former alone. Railway traffic 
managers have never denied that, other things equal, rates 
should increase with the cost of service. Ordinarily they 
should increase with distance; for distance is a rough measure 
of cost of service. But the traffic managers have thought that 
the main effort of the railways should be to adjust rates to 
best develop the natura] resources of the territory that they 
serve. They have considered this the most effective means to 
increase the traffic and earnings of the roads and to promote 
the general prosperity. In pursuance of this policy they have 
argued that while distance ought never to be lost sight of, it 
often ought to be subordinated to other considerations. Where 
the traffic would bear rates that would yield more than the 
average profit to the railway, rates higher than the average 
ought to be applied. Where the traffic, owing to its nature 
or to competitive conditions such as those met on the Pacific 
coast, would not bear rates that would yield the average 
profit, lower rates than the average ought to be applied. 

This method of making rates is not an anomaly in com- 
merce. It is analogous to the method of making prices in 
other industries. The manufacturer or merchant-does not base 
all his prices on the cost of his products or goods, or seek 
to get exactly the same percentage of profit on every article 
that he makes or sells. He wishes always to get for each 
article something more than its direct cost. But he accepts 
a smaller profit on goods that he sells where he meets severe 
competition than where competition is less keen. His profit 
on goods sold where his factory or store is located usually is 
greater than his profit on goods sold in a city or territory 
where the plant or store of a competitor is located. No one 
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questions that it is fair for manufacturers and merchants to 
thus make larger profits from sales to some customers than 
to others. No one questions that it is of public benefit for 
them to thus meet each other’s competition. Now, the proposi- 
tion that railways should be forced to base all rates on dis- 
tance—on cost of service—is analogous to the proposition that 
manufacturers and merchants ought to make their prices so 
as to get the same percentage of profit over cost from all sales. 
Suppose a manufacturer of brick wishes to sell brick both in 
the city near which his plant is located and in one 200 niiles 
distant. He makes a profit of 20 per cent. on the brick he 
sells in his home city. Then, according to the theory it is 
sought to apply to railway rates, he ought to insist on getting 
a price that will cover the cost of producing the brick, plus 
his freight charge, plus a profit of 20 per cent. for the brick 
that he ships to the city 200 miles away, or he will discrim- 
inate unfairly against his patrons at home. If, owing to com- 
petition, he cannot get a profit at the more distant place of 
more than 10 per cent. he is morally bound on this theory 
either not to sell any brick there or to lower his price at 
home so as to make a profit on all his sales of only 10 per 
cent. If there is another place where he can sell at a profit 
of only 5 per cent. he is morally bound either not to sell there 
or to accept a profit of 5 per cent. on all the brick he makes. 
Any business man who thinks it would be unreasonable to say 
that because he sells some goods at prices which net him 
only 2 or 3 or 5 per cent.—goods which he could get no more 
for—he ought to do all his business at the same prices, or for 
the same percentage of profit, should be able to see why rail- 
way managers think it would be unfair, unreasonable and 
harmful to take the low rates that they make to meet water 
competition or to foster the growth of industry and traffic 
as the measure of what all their other rates ought to be. 


The people of any section who might be temporarily bene- 
fited by the fixing of rates on a distance basis are always 
quick to see it and to complain. Those who are benefited by 
rates based on industrial and commercial conditions in more 
or less disregard of distance are apt not to see either how 
they profit by the rate scheme that they have or how they 
would be hurt by a change to a distance scheme. Tie situation 
in the West is a good example. It is alleged by the jobbers 
that because the. rates into Spokane, Boise, Salt Lake, etc., are 
relatively high, these cities and the territories surrounding 
are discriminated against and hurt. But the rates into this 
territory are not the only ones made. There are also rates out, 
which are not involved in the present proceedings. The rates 
in move chiefly goods that the jobbers of Spokane, Salt Lake, 
etc., buy in the East and sell in the surrounding country. The 
rates out move the products of the farm, the forest, the mine, 
and of the factory, to distant markets where they must be 
sold at a profit before the producers can buy the goods which 
the jobbers bring in. Now, are the 1ates in or the rates out of 
more importance? The rates in are perhaps of the more direct 
importance to the jobbers, although their testimony shows 
they are making net annual profits of 10 to 20 per cent. The 
rates in determine to some extent where the jobbers can sell 
and how much profit they can make. But the rates out are 
of more importance to the producers of all kinds, although 
they seem slow to recognize the fact. It is to the interest of 
the manufacturers of flour, canned goods, dried fruits, sugar, 
etc., in this section that the rates shall be relatively high on 
competing articles coming in and relatively low on their own 
articies going out. It is to the interest of the producers of 
potatoes, grain, live stock, salt, cement, honey, etc., to have 
the lowest practicable rates out on these things, regardless of 
distance. The interest of western railways is the same as 
that of western producers. The future of their traffic depends 
not on the future of the jobbing business, but on the futuré 
of production along their lines. ‘hey have seen this, and 
while they have maintained relatively high rates on goods 
from the East, they have made very low rates out on the 
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products of the country. These rates are actually lower on 
the average than those made to meet water competition to the 
Pacific coast. The former average about 9% mills; the latter 
only about 8% mills. Now, if, as a matter of principle, mileage 
rates ought to be applied on goods moving into this territory, 
from their great market in Texas than are the potatoes of 
Colorado, although hauled for almost the same rates. On 
mileage rates they could not reach this market, as they do 
now, and be sold at a profit in competition with those of Colo- 
rado. Similarly, on mileage rates most of the products of 
the West, owing to the long distance they must be hauled, 
would be put at a serious, or even fatal, disadvantage in com- 
peting in eastern markets against the products of other parts 
of the country. Mileage rates in might temporarily benefit 
the jobber. Mileage rates out would reduce or wipe out the 
profits of many producers and check the development of the 
country. As the market in which the jobber sells would thus 
be injured he would perhaps lose more in the long run from 
mileage rates out than he would gain by mileage rates in. 

“The proof of the pudding is in the chewing of the string.” 
It is said that the country between the Missouri river and the 
Pacific coast is being hurt by discriminatory and excessive 
rates. One of the chief complainants is Spokane. It says 
that Portland, Seattle and Tacoma are given an unfair ad- 
vantage over it. It will be instructive, thereore, to inquire 
how Spokane has been getting on. One of the first things 
we find is that the postal receipts of Spokane increased 264 
per cent. between 1900 and 1908, those of Portland only 217 
per cent., and those of Tacoma only 211 per cent. Seattle was 
the oniy city named whose postal receipts grew faster than 
Spokane’s, the increase there being 333 per cent. In 1890 
Spokane had a population of 19,222 people. In 1900 it had 
36,848. It is estimated it now has 110,000. In 1897 its bank 
clearings were $32,245,544; in 1900, $60,016,841; in 1908, $296,- 
291,983. Such commercial ruin is fearful to contemplate. The 
following table gives the bank clearings in 1900 and 1907 of a 
number of cities involved in this rate controversy and their 
percentages of increase: 


Inc. 
Bank Clearings. 1900 1907 per cent. 

BRAOHIE: G.oo.c ene cee aaes $125,926,009  $507,421,363 300 
BROMRNG od .ciscaewsueess 60,016,841 293,608,346 390 
TACOMA 6:6 5 Gwe w RRO 53,345,471 244,243,882 360 
BPOUUNAING) 76455 eraseta*ore'aichers 102,041,320 362,941,710 260 
P08 ANBCIOS: ..iscocacGes 113,586,763 623,170,919 480 
San Mrancisco® ....<<0.65. 1,017,115,942 2,189,411,062 100 
Sale hake-City ..: ...nce 121,705,417 323,476,013 166 


The bank clearings of Spokane increased proportionately 
30 per cent. more than those of Tacoma, 90 per cent. more than 
those of Seattle, and 130 per cent. more than those of Portland. 
Of the cities named in this table Spokane was the only one 
whose bank clearings in 1908 were larger than in 1907, the 
increase being $3,000,000. Other complaining inter-mountain 
cities have been rapidly growing and increasing their business. 
Salt Lake complains that its rates are unduly discriminatory 
and excessive as compared with those of San Francisco, yet 
Salt Lake’s bank clearings increased 166 per cent., while San 
Francisco’s increased 100 per cent. 

The growth of the business of these cities is, of course, an 
index of the prosperity of the surrounding country. One of 
two things must be true. Either (1) as a whole the rates of 
the western inter-mountain country are very favorable to its 
development; or (2) they exert so negligible an influence 
on it that the people in general can afford to disregard them. 
The former we believe to be the fact. The rate adjustment, 
ads a@ whole, has been one of the main causes of the rapid 
growth of the prosperity and wealth of the country. Nothing 
could hurt it more than the application to its whole rate 
scheme of the principles that its jobbers are trying to get 
applied to rates on the goods that they get from:the Fast. In 
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resisting the demands of the jobbers the railways are doing 
more for the people along their lines than they are doing for 


themselves. 





ENGLISH RAILWAY SHOPS. 





Respect for the antique, which is such.a prominent Engtish 
trait, is seen not only in the careful maintenance of magnifi- 
cent cathedrals and the protection of ruined abbeys, but also 
in the continued use of the old railway shop buildings. 

In the heart of the immense plant of the Great Western 
Railway, at Swindon, will be found the original locomotive 
repair shop which was built by Sir Daniel Gooch in 1847. 
This shop is arranged with twin transverse tracks, having a 
transfer table between them which is under roof. The plan 
is similar to the old locomotive shops at Reading, Pa., and 
is probably their prototype. The arrangement must have been 
satisfactory, for,a similar plan is used in the new shops at 
this point. 

At Crewe, on the London & North Western Railway, a sim- 
ilar condition exists, and as new shops were required they 
were built with ample space between so that the distance from 
the old erecting shop to those which were last built is about 
one mile. It is not surprising to find, therefore, at Crewe, 
a small locomotive with a low fiat car attached, constantly 
employed in distributing supplies to this long line of shops. 
The old shops at Crewe are associated with the memory of 
Ramsbottom, and the packing rings and safety valves which 
he designed are still found satisfactory for modern require- 
ments, but the water scoop for track troughs which he also 
invented has undergone some modification. The latest erect- 
ing shops built at Crewe are arranged with longitudinal tracks 
while the new ones at Swindon have transverse tracks. The 
new locomotive shops of the London & South Western, at 
Eastleigh, have longitudinal tracks with the machine tools 
directly alongside in the same room. There is thus the same 
difference in opinion as to the relative advantages of the two 
arrangements of tracks for erecting shops as is found in this 
country, and the practice seems to be determined by the plan 
of the older shops on that line. 


The tendency to keep in service as long as possible old 
equipment in England extends not only to shops and locomo- 
tives but to machine tools, and the old machines are re- 
tained much longer than they are on the larger systems in 
America. 


At a meeting of machine-tool builders held in this country 
not tong ago, the secretary received a proposed resolution to 
the effect that legislatures be petitioned to enact laws com- 
pelling the disuse of machine tools after they have been in use, 
say, 10 years; while this was evidently aimed at the railway 
shops and in jest, it is not so certain that such a law might 
prove to be a real benefit, and if the time were extended to 
20 or 25 years in England, it would find many victims in that 
country. 

It is surprising to find veiy few American machine tools in 
English railway shops, and the new equipment at Eastleigh 
thus far installed does not include a single machine made in 
this country. The traveling cranes and many of the heavier 
tools are made in Manchester and the lighter ones in Coventry. 
The latter plant has been famous for years for the manufac- 
ture of bicycles, and later for automobiles, and the require- 
ments of this business have developed a degree of skill and 
workmanship in fine machines which has supplied many tools 
which are suitable for locomotive repairs. This is especially 
true of milling machines and turret lathes. Grinding ma- 
chines also have been developed to a high point in England, 
and were in extensive use in British locomotive shops long 
before they were appreciated in the United States as they 
are now. This refers to the tighter machines, as it is un- 
doubtedly true that the heavy grinders which have been built 












































6 eS FS Bh § ae 


© 


seeteae 


o@sats 







622 RAILROAD AGE GAZETTE. 


in this country in recent years exceed in efficiency anything 
to be found in #ngland. 

There are certain kinds of tools in use at Crewe and prob- 
ably at some of the other English shops which have manifest 
advantages, but, to our knowledge, have not been introduced 
in the United States for locomotive work. These are gang 
lathes ana gang millers. Piston-rod lathes have their spindles 
and their tool posts arranged in gangs so that three piston 
rods may be roughed out at once. Other lathes have four 
spindles, each with a tool post, so that four good-sized pins 
may be roughed at one operation. This is probably a develop- 
ment due to the piece-work system, where the workman has 
grown weary of watching the long turning of a piston rod 
and has suggested that another spindle be added, and then 
another, and he has found that three rods could be turned 
almost as quickly as one, and for the three pieces he has 
obtained a larger wage. It is possible that the principle has 
been applied to millers in the United States, but not to the 
same extent as in England, where many small pieces for 
signal work and similar details are finished at the same time 
on one machine. Where the repairs for the equipment of 3,000 
locomotives are made at one central shop the number of pieces 
of the same kind become so large that gang machines are 
found very useful and economical. These conditions are 
found at some shops on the larger systems in this country, 
and they are growing more frequent on most of our larger 
lines. 

A great improvement in several of the English locomotive 
shops is to be seen in the extensive use of drop-forging ma- 
chines. These are rapidly supplanting other methods of 
forging, and the high degree of finish which is obtained in 
the dies of these machines is surprising. In our observation 
of modern railway shops in this country, the equipment of the 
forge has not shown any large number of drop-forging ma- 
chines, and it is doubtless true that many of them couid be 
used to advantage at all locomotive shops. Another feature 
of the English shops which is different from those in this 
country is the more extensive manufacture of supplies, and 
at Crewe this practice is carried out to a remarkable extent. 
Included in these are the ordinary bolts and nuts, which are 
usually bought from the bolt makers here. There is, at Crewe, 
a separate department for making chains of all sizes, and the 
complete equipment for vacuum air brakes. 

Although the English locomotive shops have been electrified 
to some extent, very few of the machine tools are motor 
driven, and the long line shafts are still used. At Eastleigh, 
however, the larger machine tools are directly driven by elec- 
tric motors. 

A brief reference can be made to recent locomotive practice 
in England, and it may be said in general that the compound 
locomotive is no longer built to any extent. The Great West- 
ern Railway, after experimenting with two of the de Glenn 
compounds, has not found their economy to be sufficient to 
warrant the adoption of that construction. Four-cylinder sim- 
ple engines have proven so satisfactory that they are now the 
standard type for all new construction. These engines are 
equipped with 8-in. plug piston valves, supplied by the Amer- 
ican Valve Company. The Great Western uses 225 lbs. work- 
ing pressure for locomotive boilers, and is having some diffi- 
culty with copper staybolts. For this reason it is experiment- 
ing with mild steel staybolts. The same road has developed 
a successful superheater for locomotives which is now used 
on about 100 engines, and careful tests have shown that it 
results in an economy of fuel of 15 to 18 per cent. 

The larger cars and heavier trains which are now being 
used in England call for a heavier rate of coal consumption 
per square foot of grate, and it has been found that some 
modification is required in the draft appliances. To meet the 
conditions of heavier steam consumption an experimental] en- 
gine is fitted with a glass disk on side of the smoke box about 
three inches in diameter, and a small box is arranged around 
it above the cylinder so that an observer can watch the motion 
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of the sparks. This is a convenient arrangement, well suited 
for use by the test departments of American roads, and it 
would doubtless prove to be a useful appliance. 





NEW YORK, NEW HAVEN & HARTFORD. 





The New York, New Haven & Hartford stands unique among 
American railways. Its peculiar geographical position, its pas- 
senger density, its high-class freight in a factory region of 
great industrial tension, its varied properties owned or con- 
trolled, its electrification progress and potentiality demarcate 
it from other railway systems. From a simple railway it 
has within a few years, comparatively speaking, grown to be 
a composite corporation. It owns, besides its steam lines, 
some 1,300 miles of trolleys in.three states; large power prop- 
erties, to a considerable degree selling power and light as 
ccmmodities; and several important boat lines used largely 
as feeders and outlets of its steam system. In the review, 
therefore, of President Mellen’s annual report it may be well 
to treat his system compositely, taking up, so far as is pos- 
sible, (1) the steam properties; (2) the trolleys; (3) the 
navigation properties and interests, and (4) most important 
of all, the question of future extension and development and, 
especially, that question as bearing on the control of the Bos- 
ton & Maine which will carry with it the substantial railway 
mecnopoly of New England. 

Panics and the consequential industrial depression are apt 
to hit factory regions earliest and hardest and be reflected 
quickly in their railway traffic; but, as offset, those regions 
are usually the quickest to recover. What may be called the 
panic and post-panic returns—symptoms of the disease and 
the recoil from it—are therefore in the case of the New Haven 
extremely suggestive and interesting. President Mellen, evi- 
dently recognizing the fact, has tabulated them by months. 
For the last two fiscal years, in terms of increase and decrease, 
gross earnings have been as follows: 


—— Increase or decrease in years———_, 
Months. 1908 as compared 1909 as compared 


| eee Ine., $347,308.90 Dec., $627,775.16 
pT ee sis 534,954.62 sig 821,931.37 
September .... 03 198,614.59 ee 181,604.19 
October ....... - 369,665.53 ‘i 261,341.98 
November ..... vs 3,146.10 sg 136,481.14 
December ..... Dec., 283,732.67 Inc., 183,042.81 
Januaty ...... a 628,965.20 ig 376,473.97 
February ..... * 389,422.27 os 466,792.61 
OS eee * 737,881.03 ee 658,323.35 
SS a ee i 451,206.22 ad 542,781.28 
BUN eee his cs : 900,482.01 a 629,202.18 
BUD? Gace cieuac. es 613,789.40 470,001.35 

For year .... Dec., $2,551,789.06 Inc., $1,297,483.71 


The swift uplift of business during the last seven months 
of the fiscal year 1908-9 will be noticed. 

Those seven months tell the story of quick recuperation in 
the earnings of the company as finally denoted in the sum- 
mary of traffic returns for the year. These show that the 
gross in 1907-8 of $53,050,147 rose to $54,347,630 in 1908-9, 
while operating expenses fell from $38,213,557 to $36,080,306 
in the same years respectively. The company, long pros- 
perous, had up to the last panic period almost never been 
forced to sharp economies. This year it showed what it could 
do in that direction. The year’s return of ratio of operating 
expense to revenue is 72.73 per cent., as compared with 72.03 
per cent. the year before. But this year the ratio includes 
taxes ($3,446,125). Excluding taxes, the ratio falls to approxi- 
mately 66.3 per cent., sharply contrasting with the 72.03 per 
cent. before the economies were enforced. They were evi- 
dently enforced, too, without impairment of the property, for 
maintenance of way and structures rose from $5,983,825 to 
$6,130,606, while a diminution of from $6,913,169 to $5,906,356 
in maintenance of equipment has small significance during 
a year when the company spent no less than $7,211,254 for 
new equipment—including 54 coaches and 5,179 box cars— 
which .while charged to capital account must have reduced 
greatly repairs on old rolling stock of which probably consid- 
erable went to the scrap heap. 
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Analysis of the traffic returns for the year brings out some 
other points of genuine interest. A rise of freight business 
from $25,281,484 to $26,595,969, while passenger traffic fell 
from $23,003,115 to $22,852,741, hints that the old equation 
of freight and passenger receipts is likely to be disturbed. 
If the panic period could only be eliminated it would also 
be instructive to study the effect on passenger receipts of the 
voluntary reduction of fares on the whole system to 2 cents 
a mile. The company carries an enormous burden of taxa- 
tion—in ratio to revenue greater, probably, than any railway 
corporation in the land. This year taxes were $3,446,125, 
rising to that sum from $3,338,305 in 1907-8. It is paying in 
taxes an equivalent of almost 3% per cent. upon its stock or 
nearly one-half its dividend requirement. The rigid econo- 
mies exercised naturally show most clearly in the item of 
transportation expenses, which fell from $23,625,503 to $22,- 
491,376 in 1908-9. 

In the summary of operations for the year it appears that 
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corresponding figures of $2,108,708 and $408,617 for the year 
before. As a railway generalization the result is a striking 
attest of what can be done when a big railway system turns 
business upon a new line. 

Notwithstanding the work has been done in the fading 
shadow of the panic period improvements have gone on apace 
and the list of them, major and minor, fills three pages of the 
report. The majors include the completion of 90 per cent. 
of the Harlem six-track construction; new tracks on the 
Naugatuck division and facilities at Waterbury; the ending 
and opening of the costly Providence tunnel; the second-track 
construction between Waterbury and Bristol, and the elimina- 
tion of 38 grade crossings in three states. 

Turning from the steam properties to the trolleys of the 
company one enters a new region of interest. The data here 
are incomplete, for the Massachusetts trolleys, controlled 
through indirect holding, do not appear at all in the account, 
presumptively because, in legal phrase, it might be ‘an act 
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New York, New Haven & Hartford and Its Controlled Line, the New York, Ontario & Western. 


the reduction of expenses, gains in revenue, in the trolley 
business, and income from other sources, notably dividends 
on stocks, not only offset an interest charge which rose nearly 
$3,000,000—from $7,556,045 to $10,424,931—but gave net over 
all for dividends $7,430,228, or nearly 714 per cent., and lack- 
ing but $453,613 of the full dividend requirement. Last year 
~-1907-8—the deficit was $2,516,692 and the company earned 
but a little over 5 per cent. Combining earnings with outside 
income the company during the last seven months of the 
fiscal year evidently earned its full dividend and a good deal 
nicre, and the uplift of business has continued since the fiscal 
year closed. There are also new sources of outside income 
Such as the initial interest payment of 4 per cent. on $6,368,123 
of Central New England income bonds, which cost the com- 
Pbany originally $4,633,731. Transfers of freight business to 
thst up-country line have resulted not only in relief of the 
New York division but in an enormous absolute increase. A 
fey years ago the gross earnings of the line were far below 
the million point. For the fiscal year just closed they were 
$2,530,218, with $931,030 net over operation as compared with 


of ownership” and prejudice Massachusetts litigation. More- 
over most of the fixed charges on the trolleys are transferred 
and merged in the general interest charge of the corporation. 
Gross trolley earnings are, therefore, the main index and re- 
sults are very impressive. The gross earnings of the Connec- 
ticut (trolley) company rise from $7,290,939 to $7,988,831 and 
the net from $2,745,758 to $3,644,314, while the Rhode Island 
trolley properties return $4,160,785 gross and $469,206 net 
as compared respectively with $4,194,503 and $178,420 in 1907-8. 
In Rhode Island the gross business, owing to the depression, 
was acutely affected in the early part of the year, but it also 
allowed economies. Taking the trolley situation as a whole, 
it is a fair inference that the street railways are already 
somewhat more than liquidating the investment notwithstand- 
ing the great volume of aqua pura that had to be purchased 
in Connecticut and Rhode Island; that they spell much profit 
in the future, along with the extinction of rivalry; and that 
a branch of investment which conservative directors of the 
company dreaded confirms President Mellen’s farsightedness. 
The withdrawal of the Boston & Maine suit probably presages — 
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the clearing up also of the trolley situation in Massachusetts. 
With the returns of the trolleys of that state in the report 
the results of the great street railway investments of the cor- 
poration can be more fully and fairly judged. In the items 
of trolley operation a rise of from $137,463 to $224,294 in the 
express business of the Connecticut electric lines is note- 
worthy. 

In view of the competition of the rival outside line between 
New York and Boston the navigation returns show up remark- 
ably well. The gross of $4,365,058 of 1907-8 rises to $4,944,825 
for the year passed and the net over operation from $481,513 
to $890,444. On a smaller scale, but in the same upward 
drift, are the non-competitive returns of the Hartford & New 
York Transportation Company, which show gross earnings in- 
creased from $702,426 to $1,087,106 and net from $100,709 to 
$279,478. 

In a corporation so rapidly expanding as the New Haven 
new financing on a considerable scale is, of course, afoot. It 
will take the form of a new issue of 400,000 shares to be 
offered the holders of shares and convertible debentures at 
$125 and bringing into the treasury of the company $50,000,- 
000. This is to be used for the payment of maturing obliga- 
tiens; for the financing of what may be called the Bronx im- 
provements, with the extension into Westchester county; the 
electrification between Stamford and New Haven; and other 
general improvements. Of these the completion of the Bronx 
improvements and extensions, with their ultimate new termi- 
nal facilities in New York City, is evidently the most im- 
perative. The company in the Millbrook purchases and rights 
of way has already “plowed in” many millions which thus 
far has made almost no return and can make little return 
until plans are carried through. With the close of litigation 
construction can now be pushed to a return on the large in- 
vestment idle for several years. As an edifying reminiscence 
it will be noted that the company reverts to its old plan of 
issuing stock at $125 as announced in its report of two years 
but which had to be modified into the convertible debenture 
plan when the panic smote stock prices. With the stock 
selling far above $125 there should now be genuine and avail- 
able “rights.” 

Apart from the general problem of the company of making 
the returns from its improvements “wash” the cost of those 
improvements, the two leading and specific problems ahead 
of President Mellen are the Bronx enterprise and the rehabili- 
iation of the Boston & Maine. 


It is upon this last that the most intense railway interest 
of the future must center. The control of the Boston & 
Maine, through the new Boston Holding Company, has been 
ratified by the Massachuseits legislature and is practically 
an accomplished fact. President Mellen refers to it in the 
statement that it will be of “large advantage” in the “build- 
ing up of a distinctively New England system devoted to the 
intercsts of that section, securing more advantageous arrange- 
ments with connecting lines and a more economical adminis- 
tration of the properties when rvn in a common interest.” 
What these words mean with practically all the New England 
railways under a single controlling head, with opportunity 
to compel readjustment of rates with outside lines, to har- 
monize, centralize and economize administration, and to route 
a vast business in profitable directions—including Canadian 
lines—only the future can tell; but it can be inferred with- 
out much stress on the imagination. It will take time and 
there will be frictions, internal as well as external; and a 
great burden will be added to that which President Mellen 
already shoulders. But in that Boston & Maine direction, with 
its “rounding up” of the railway interests of six states, the 
great future of his expanding corporation lies, and there is 
now the preface to what promises to be a dramatic chapter 
in American railway history. 

Operating and other details of President Mellen’s report are 
annexed: 


1909. 1908. 
Mileage operated ........... 4,414 4,332 
Freight revenue .......... $26, 598° '969 1 eh ere 
Passenger revenue ........ 39°852:741 23,003,115 
Total operating revenue...... 54,347,630 53, 050, 147 
Maint. way and structures. 6,130,606 5,983,825 
Maint. of equipment....... 5,906,356 6,913,169 
Transportation expenses ... 22,491,376 23, 625, 503 
Total operating expenses..... 36,080,306 38,213,557 
DRO: oe ce ons cea es seas 3,446,125 3,338,305 
Income from other sources... 4,593,488 3,862,151 
OUP DING 655 5d 55 -o wo. s0/0.808 24,273,308 19,816,956 
Deductions from income ..... 16,843,079 14,550,387 
Net income over all.......... 7,430,228 5,266,569 
BOIUMEDIMES: Sc ats Lamia t cea ee 7,883,842 yf 783,262 
ERUOE 2c ooo sani wins sees ee 433,613 2,516,692 
General balance sheet totals. .381,400,352 368,498, 235 
RIIUIR nc b dies one wae S 127999, 443 12,860,490 





LEHIGH VALLEY. 


The Lehigh Valley Railroad Company, operating a little 
over 1,400 miles, of which the main line runs from New York 
through the anthracite coal fields of Pennsylvania to Buffalo, 
had a total operating revenue of $33,100,000 in 1909 as com- 
pared with $35,500,000 in 1908. The revenue from coal freight 
yields about 45 per cent. of the total operating revenue, and 
revenue from ali classes of freight yields about 85 per cent. 
of total revenue, leaving only about 12 per cent. earned on 
passenger business and three per cent. on miscellaneous. The 
company is paying regular dividends of four per cent. and 
extra yearly dividends of two per cent., making six per cent. 
in all, on its $40,300,000 common stock. This stock has a par 
value of $50 per share and is now selling at about $100 per 
shore, or, as it would be quoted on the New York Stock Ex- 
change, at around 200. 

The stocks of most of the anthracite coal roads are at present 
selling at high prices, but to account for the extraordinarily 
high price that Lehigh Valley stock is quoted at it is neces- 
sary to see how the management has used its surplus earn- 
ings in previous years. Since June 30, 1901, the road 
earned $43,900,000 net income and has paid in dividends 
$9,900,000. This leaves a surplus of $34,000,000. Of this sum 
$19,200,000 is carried on the balance sheet as surplus; the re- 
maining $14,800,000 has been spent largely for additions and 
betterments to the property. Thus the company has been able 
to spend about $34,000,000, including the sum carried as sur- 
plus, in the past eight years on which it has not had to pay 
any interest. It is this equity of the common stock in the 
surpiuses of past years that accounts for the high value that 
investors put on the stock. 

Last year, owing to a miid winter and to the general busi- 
ness depression, earnings, as we have noted, were consider- 
ably less than in the previous year. At the same time ex- 
penses were reduced in even greater proportion. The reduc- 
tion in operating revenues was 6.68 per cent. and the reduc- 
tion in operating expenses was 7.78 per cent. 

Total operating expenses in 1909 amounted to $20,600,000, 
being $1,700,000 less than in 1908. The greater part of this 
saving was made in the cost of conducting transportation. 
As a whole, transportation expenses amounted to $9,900,000 
last year, a decrease of $1,400,000 from the previous year, and 
a comparison of transportation expenses account details 
shows that economy was secured both by a reduction in the 
total sums paid in wages and for supplies, due to a decreased 
gross business and to economies made possible by increased 
operating efficiency. In the first class, for instance, station 
supplies and expenses were reduced by $208,000, amounting to 
$98,600 last year. The pay of road enginemen was reduced 
by $145,000, amounting to $1,094,000 last year; and the pay 
of road trainmen was reduced by $190,000, amounting to $1,- 
140,000 last year. Increased operating efficiency reduced the 
cost per locomotive-mile from 37.69 cents in 1908 to 35.09 cents 
in 1909. It may appear that these two ways of reducing ex- 
penses overlap, and this is true to some extent; but President 
Thomas says that the rate of wages paid was no lower in 
1909 than in 1908, so that the saving in the total cost of fuel 
and wages is accounted for by fewer locomotive-miles run, 
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and therefore fewer crews paid wages, while the reduction in 
cost per locomotivemile is accounted for by the increased 
efficiency of operation. 

Closely connected with this increased efficiency is the re- 
duction in the number of accidents. During the year there 
were 4,900,000 passengers carried without a single fatal acci- 
dent to a@ passenger. This freedom from accidents is not, 
President Thomas thinks, the result of regulation prescribed 
by railway commissions, but is directly due to the fact that 
since labor was more plentiful in 1909 than in previous years, 
and at the same time the company was working with a re- 
duced force, it was able to make more rigid requirements in 
the selection of its men and correspondingly better main- 
tain discipline. This testimony is borne out by the experi- 
ence of other roads besides the Lehigh Valley. The accident 
records giving causes of accidents so clearly indicates that 
the great majority of wrecks occur because of negligence on 
the part of employees that it seems hardly necessary to point 
out that anything which 
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The total production of anthracite coal of this company and 
controlled companies amounted to 7,734,000 gross tons, or 
about 16.5 per cent. less than in the previous year. There 
were 288,000 gross tons of bituminous coal mined from the 
Snow Shoe property owned by the company, an increase of 
about 12,000 tons over the production of 1908. The mild 
winter accounted for the reduction in the number of: tons 
mined, and the uncertainty of the labor situation, together 
with a curtailment of commercial activity and a very dry 
summer and fall in 1908, made the expenses of operating the 
mines extraordinarily high. The labor situation has been 
adjusted, and a three years’ agreement has been made between 
the operators and the employees dating from April 1, 1909, 
making the wage scale about the same as in the preceding 
three years. The coal company had current assets of $f,600,- 
000, with current liabilities of $4,600,000. Included in the 
current assets are $4,800,000 coal on hand and $4,000,000 due 
from individuals and the companies. 





tends to improve discipline 
and raise the standard of 
work of railway employees 
directly contributes toward a 
reduction in train accidents. 
Moreover, it is certain that 
no multiplication of orders 
by railway commissions—at 
least any orders that state 
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States are likely to issue—can raise the standard of discipline 
for railway employees. 

Expenses others than for conducting transportation show, 
in general, decreases. Maintenance of way cost $3,300,000 as 
against $3,400,000 in 1908; maintenance of equipment cost 
$5,800,000 as against $6,100,000. The following table shows 
the unit cost of maintenance: 


1909 1908. 

*Maintenance Of WAY... 6 0iccekn eee $1,223 $1,271 
+Repairs per locomotive............. 2,258 2,622 
26 passenger-train car a 519 64 

= freight-train car ....... 48 48 


‘Per mile of first, second, third. etc., track operated, two miles of 
siding and switch tracks being counted equal to one mile of main track. 

‘Does not include renewals, depreciation or superintendence. 

The details of maintenance of equipment show that the de- 
preciation charged by order of the Interstate Commerce Com- 
mission on freight cars was $704,000 last year and $654,000 the 
year before. This is an increase of $50,000 during a year in 
which there was a large surplus of cars over the entire coun- 
try, and during a year in which the gross business of the Lehigh 
Valley itself was considerably smaller than jin the two or 
three years previous. This is an absurdity on the face of it. 
An idle car or locomotive does not depreciate as rapidly in 
value as does one that is being used in service. Speaking of 
this charge for depreciation President Thomas says: “Basing, 
as it does, charges upon theory and not on facts, churges 
which are as great when equipment is idle as when in con- 
stant service, it produces confusion in arriving at the actual 
cost of operation. It is hoped, in this connection, that the 
commission will at an early date so modify its order that 
charges will be based on actual conditions and not on an 
arbitrary or theoretical rate of depreciation which may or 
may not exist.’ 

The company’s cash position is excellent. It had on June 
30, 1909, current liabilities of $3,850,000 and current assets 
of $17,900,000. It had on hand, included in these current as- 
Sets, cash amounting to $7,000,000, comparing with $6,000,000 
on hand at the close of the previous fiscal year, and in 1909 
it had in addition a cash -fund derived from the sale of bonds 
aiid reserved for capital and special expenditures of $2,600,000. 

Che Lehigh Valley Coal Company, all of whose capital stock 
is owned by the Lehigh Valley Railroad Company, had a net 
income of $375,000 in 1909, about $13,000 less than in 1908. 
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Lehigh Valley. 


The following table compares the results of operation of 
the railway company during 1909 and 1908: 





1909. 1908. 
Mileage operated ........... 1,44 1,446 
Coal freight revenue ...... $14,831,671 $16,175,280 
Merchandise fr’t revenue... 13,291,83 14,011,302 
Passenger revenue ........ 5,905,063 4,159,890 
Total operating revenue ..... 33,187,832 35,910,154 
MIGUNe, OF WEY. sk cs occas 3,273,339 3,398,642 
Maint. of equipment ....... 5,832,430 6,158,874 
Cys Ee ee irre ee 810,292 778,653 
TTANSPOTtAtION: .....0 2 eee oe 9,949,910 11,342.927 
Total operating expenses ..... 20,575,736 22,312,036 
MON sg ig ca se oka a) a-ak < waaiwidince 1,079,376 1,122,867 
Operating income ........... 11,482,720 12,075.250 
Gross corporate ineome...... 12,187,300 13.704,.600 
Net corporate income ........ 5,843,803 T.370.574 
Oe NON Fars) 6 arehd-S niacin’ «ium be 2,480,718 2,430,718 
Additions and betterments.... 582,648 1.775,264 
PU a seared as See ne elwiele 2,830,442 3,164,592 





ATCHISON, TOPEKA & SANTA FE. 


There was an increase last year in the mileage operated by 
the Atchison system; which includes not only the Atchison, 
Topeka & Santa Fe Railway but also subsidiary lines operated, 
of 362 miles. This brings the total mileage operated up to 
9,793 miles, the greater part of which lies in the region gen- 
erally spoken of as the Southwest. The panic of 1907-1908 
caught the Atchison at a time when it was in the midst of 
very extensive and important improvements and additions to 
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its mileage, and at a time when it would have been inexpedient 
to abandon work on new lines. The management recognized 
this early, and while making as great an effort to cut down 
on all classes of expenses as was consistent with the proper 
up-keep of the road and rolling stock, new construction work 
was carried on in general without a break. In order to do 
this the company reduced its dividends from 6 per cent. to 5 
per cent. on the common stock and sold convertible bonds at a 
comparatively good price at a time when the bond market 
was in a wretched condition. The 6 per cent. dividend rate 
has just been restored. 

The fiscal year ended June 30, 1909, marked the turn in the 
affairs of the company, and for about the first time it was pos- 
sible to use newly constructed line, so that instead of increas- 
ing the cost of transportation, as has been the case in the year 
or two previous, these new lines became a source of economies. 
While being built the new lines not only did not yield any 
return to speak of on the construction cost but. made the 
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and the average trainload (revenue and company freight) 
was 366 tons last year, as against 355 tons the year before. 
Passenger revenue amounted to $22,700,000 in 1909 and to’ 
$21,600,000 in 1908, the number of passengers carried one mile 
being 1,100,000,000 in 1909 and 1,000,000,000 in 1908. The aver- 
age distance each passenger was carried was 88 miles in 1909 
and 92 miles in 1908, with an average revenue per passenger 
per mile of 2.052 cents in 1909 and 2.104 cents in 1908. The 
shorter average haul both for freight and passenger per unit 
bears out statements made at various times during the past 
year by officers of the company in which they were quoied as 
saying that while the business originating on the lines of the 
Santa Fe showed a great improvement, the through business 
received from other roads did not show proportional increases. 
Expenses as a whole decreased, as has been mentioned, by 
over $3,000,000, the decrease being fairly evenly divided be- 
tween transportation expenses on one side and maintenance 
expenses on the other. Transportation expenses amounted to 
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Atchison, Topeka & Santa Fe. 


operation of the rest of the system more expensive. With 
the completion of the new Transcontinental Short Line the 
company found it advantageous to transfer nearly the entire 
transcontinental freight traffic to this line, greatly to the 
relief of the New Mexico, Arkansas River and Western 
divisions. 

The property is now in condition to handle a much larger 
gross business than it is doing, and both the record of the 
operations of the company in 1909 and the general business 
conditions and crop outlook in the Southwest promise this 
increase in gross in the next year. Total operating revenue 
amounted to $94,300,000 in 1909, as against $90,600,000 in 1908. 
Operating expenses amounted to $57,500,000 in 1909 and $60,- 
600,000 in 1908. This gave the Atchison an operating income 
of $36,800,000 in 1909, the largest in its history. 

The revenue from 6,260,000,000 tons of freight carried one 
mile was $64,200,000. This compares with a revenue in 1908 
of $61,800,000 derived from 6,300,000,000 tons of freight car- 
ried one mile. Thus the revenue per ton per mile was 1.026 
cents in 1909 and 0.987 cents in 1908. The average length of 
haul was 364 miles last year and 377 miles the year before, 


$26,700,000 in 1909, a decrease from 1908 of $1,700,000. The 
saving was in general evenly distributed among the various 
accounts under transportation. Yard expenses, including labor 
and supplies, showed a marked decrease, and loss and damage 
to freight, which amounted to $1,600,000 in 1908, was reduced 
last year to $1,200,000. The cost per locomotive per mile run 
was 36.13 cents last year, as against 38.76 cents the year 
before. A rather interesting comparison between the use 
of oil and coal as fuel is afforded in the figures showing the 
cost per locomotive mile. When coal and wood are used for 
fuel the average cost fuel per mile run was 11.78 cents, and 
when oil was used the average fuel cost was 16.63 cents. These 
figures are for 1909. In 1908 coal and wood cost 12.11 cents; 
oil, 16.48 cents. The following table shows the unit costs of 


maintenance: 
1909. 1908. 
*Maintenance Of way ........eeeee0e $1,092 $1,266 
yRepairs per locomotive............ 2,541 ,083 
xe “*  passenger-train car .... 903 839 
se ‘“* freight-train car ...... 91 75 





*Per mile of first, second, third, etc., track operated (two miles of 
sidings and switch tracks being counted equal to one mile of main 
track), 

+Does not include renewals, depreciation or superintendence. 
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The reductions shown in the first two unit costs of main- 
tenance are the result of the lowering of the high costs in the 
1908 year, and the sums spent in 1909 are very evidently ample. 

The loaded freight car mileage on the Atchison is unusually 
evenly divided between movements east or north and west or 
south. In 1909 the figure for the east or north mileage was 
205,000,000, and for west or south, 214,000,000. This 
compares with 199,000,000 east or north and 216,000,000 
west or south in 1908. The increase in the move- 
ment of freight eastward is accounted tor by a very large 
citrus fruit crop in California and a much improved coiton 
crop in Texas. Of the total tonnage, 8.387 per cent. was the 
ionnage of grain, 23.08 per cent. products of agriculture, 8.24 
per cent. products ot animals, 28.39 per cent. products ot 
mines, 13.67 per cent. products of forests and 19.81 per cent. 
manufactures. In 1908 the tonnage of products of mines fur- 
nished 32 per cent. of the total tonnage, and manufactures, 18 
per cent. The increase in the proportion of manufactures and 
the decrease in the low-grade tonnage furnished by the prod- 
ucts of mines probably accounts for the increase in the revenue 
per ton per mile that was noted above. 


The financial arrangements making possible the rapid and 
great expansion of the Atchison system in recent years have 
been admirable. The policy of the company has been to amply 
provide funds in advance of its actual needs, and these funds 
have been provided in general at a comparatively low cost. 
Like the Harriman Pacifics, the Atchison has had marked 
success with its issues of convertible bonds. These convertible 
bonds, of which part bear interest at 4 per cent. and part at 
5 per cent., are convertible into common stock at par, and 
with the rise in the market quotation of Atchison common dur- 
ing the past year the price of the bonds has risen correspond- 
ingly. During the year $18,600,000 bonds were converted into com- 
mon stock. This was probably a larger sum than would have 
been converted if the company had not offered to holders of 
common and preferred stock of record June 16, 1909, the 
privilege of subscribing at 104 to the extent of 12 per cent. 
of their holdings to a new issue of 4 per cent. convertible 
bonds. These new convertible bonds sold since the close 
of the fiscal year amounted to $28,258,000. During the fiscal 
year there were sold $17,000,000 Transcontinental Short Line 
first mortgage 4 per cent. bonds. The balance sheet of June 
30 gives information as to the disposition of the proceeds of 
the Short Line bonds. 

Cash on hand in 1909 amounted to $30,000,000, as against 
$9,400,000 in 1908. There was charged to capital account for 
additions and betterments $4,600,000, and there was appro- 
priated from income account $9,000,000, of which $4,000,000 
was spent during the year and $5,000,000 reserved for future 
additions and betterments. Accounts payable amounted to 
$8,960,000 in 1909, as against $8,000,000 in 1908. 

There is a prospect of saner legislation dealing with railways 
in the Southwest, especially in Texas, which, as President 
Ripley points out in this report, as well as in previous ones, 
is a state which might be benefited more than any other by a 
policy which will encourage instead of discouraging new rail- 
way construction. ‘There appears to be a reaction in popular 
opinion, and last year there were no drastic laws passed 
detrimental to railways. The Santa Fe felt confidence enough 
in the good sense of the people of Texas to authorize the build- 
ing of a main line connecting the Gulf, Colorado & Santa Fe 
at Coleman with the Eastern Railway of New Mexico at 
Texico, with a number of branches, a total of about 500 miles. 
This line will develop a large section of the state of Texas 
which has heretofore been badly in need of railway facilities. 
The conditions in Oklahoma are not so favorable. The Texas 
& Gulf during the year was extended 21 miles, and it was the 
intention of the company to build this line as far as the Red 
‘ver, running it through Oklahoma to a connection with the 
existing Santa Fe lines in that state, but it is impossible, 
President Ripley says, to carry out this work because such 
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railway building in Oklahoma is rendered impossible by the 
present laws of the state. 

The following table compares the results of operation in 1908 
and 1909: 


1909. 
Mileage operated 9,793 
Freight revenue ..........$64,212,638 
Passenger revenue ........ 22,734,505 
Total operating revenue . 94,265,717 
Maintenance of way....... 12,884,407 


1908. 
9.451 
$61,848,639 
21,643,427 
90,617,796 
14,120,828 


Maint. of equipment ...... 13,903,897 14,246,621 

OMEN a. 010 Gra Gl's. 0 49d 9 S54 160% 1,904,822 1,796,264 

Transportation .. i. 6.6.56. 26,674,864 28,395,590 
Total operating expenses..... 57,495,195 60,629,915 
DRM ais) ara (solace aig ain leet sneeca Se 3,015,219 3,244,596 
Operating income .......... 33,755,303 26,549,237 
Gross corporate income ...... 34,913,678 27,221,147 
Net corporate income ....... 20,417,991 13,678,886 
ENB NMINOE 5.6.6 sre qcace 4c eeidreiere 10,861,240 11,371,298 
Additions and betterments... 9,000,000 $40,332 
i: | ae Aes een eee 398,521 1,885,879 


*This is after the deduction of $158,230, appropriated for fuel re 
serve in 1909, and $81,378 in 1908. 





NEW PUBLICATIONS. 





The Conquest of the Isthmus. By Hugh C. Weir. Published by G. P. 
Putnam’s Sons & Co., New York and London, 1909. 238 pages; 
5x8in.; cloth; fully illustrated. Price, $2. 

This book, written in a popular style, is intended to describe 

the human features of the building of the Panama canal. 

Railroad Promotion and Capitalization. 


and Fred W. Powell, A.M. Published by Longmans, Green & Co., 
New York, 1909. 3868 pages; cloth; 5x8 in. 


Dr. Cleveland calls attention in his preface to the fact that 
this rather extraordinary work was begun by him eight years. 
ago, and that four years ago Mr. Powell undertook to assist 
in the collection of scattered materials from the many 
libraries where early periodicals and documents might be 
found, since which time he has been almost continuousiy in 
collaboration. The cost of this part of the work and of pre- 
paring an exhaustive bibliography has been largely borne 
by the Carnegie Institution. Dr. Cleveland announces that 
the subjects pertaining to the financing of construction and 
equipment, financial management, bankruptcy, receivership, 
reorganization and consolidation will be presented later. 

The title of the book does not indicate whether the subject 
matter is historical or theoretical. As a matter of fact it is 
entirely historical and covers the first era of transportation 
development in the United States, showing the arguments used 
by the original promoters and the saving effected cy railways 
as compared with wagon journeys; the effect of embargo 
and war; the beginning of the railway; state funding of 
transportation; rivalry between trade centers; promotion of 
private companies; legislation as an element in promotion; 
individual and local subsidies and the reaction against them; 
state and national aid to private companies; transcontinental 
railways; and financial institutions and syndicates. The book 
is supplemented by a bibliography of 68 pages. 

There can be no question that Dr: Cleveland and Mr. Powell 
have contributed a book of great importance to the student 
of transportation history in the United States, and it will 
probably remain permanently as a leading reference book 
on the subject. It is to be hoped that the other volumes which 
the authors promise will show the same thoroughness of 
research. , 


By Frederick Cleveland, Ph.D., 


Law and Business of Engineering and Contracting. 
Fowler. New York: McGraw Publishing Co. 
by 9-in.: cloth. Price, $2.50. 

lt should be understood at the outset that this is not a book 

in which every man is taught the art of being his own lawyer, 

but a clear statement in outline of the general principles 
governing contracts and the laws relating thereto that every- 
one should know who is interested, in any way, in the making 
and execution of contracts. It is the elaboration of a s2iies 
of lectures that were delivered to the engineering students 


By Charles Evan 
162 pages, 514 in 
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of the University of Washington, with some additional matter 
in the way of forms to be used and the like. 

Stiff and dry as the subjects is apt to be considered, it is 
presented in a decidedly interesting manner, and one that 
will hold the attention of even the lay reader, because of the 
style and method of putting things. It opens with a fair 
statement and some very good advice on that old subject, the 
relation of the engineer to the contractor, and shows that 
there should be a feeling of square dealing between the two. 
The engineer can crowd the contractor to the wall by an in- 
sistence upon an ultra-refinement in his work that was not 
contemplated by either parties to the contract and which is 
not essential to what can be styied first-class workmanship, 
while the contractor, if so disposed, can deceive almost any 
inspector. 

The author takes up the ordinary forms ot contracts and 
analyzes them in detail, showing what they mean and the 
reasons for their several provisions. This is accompanied by 
forms that can be used as a base for contracts to be drawn, 
though, of course, it is not recommended that they be slav- 
ishly copied. Specifications are taken up and treated in the 
same manner, both in their ordinary form and for special 
eases. Then, in Chapter V, special contracts are analyzed. 

While the suggestions and rules laid down apply to any 
form of contract for the construction of large works, it is 
evident that it is bridge work that the writer has especially 
in mind. This is brought out very particularily in the chapter 
on inspection, where not only are the duties and qualifications 
of the inspector emphasized, but there is a general outline of 
the usual methods of doing bridge work. In Chapter IX there 
is a very complete statement of the methods of organization 
for contract work that all contractors must be familiar with, 
though, of course, the details vary with each firm engaged 
in the business. Such information cannot fail to be of value, 
nevertheless, to any young engineer who is to take service 
with a contracting firm, or who is to act as an inspector, and 
it will post him at once as to the general methods that will 
be pursued by the parties with whom he is thrown in contact. 

The book closes with a full and useful chapter on the essen- 
tials of contract law. 


Letters to the Cditor. 


BASING RATES ON WATER COMPETITION. 














Oklahoma City, Okla., Sept. 7, 1909. 
To THE Epiror oF THE RAILROAD AGE GAZETTE: 

I have noticed your editorial in the issue of Augusi 20, 
under the heading, “Transcontinental Freight Rates Again.” 

There does not seem to be really so very much difference 
between us in the matter of railways meeting water competi- 
tion, because from the latter portion of your editorial 1 take 
it that you see clearly many of the unjust discriminations 
resulting from such a policy. 

Let us take a few concrete examples, and as such coffee and 
cotton piece goods, both ordinary articles of commerce, well 
illustrate the point which I wish to bring out, though hundreds 
of others might be cited with equal applicability. The rate on 
green coffee, carloads, from New York to San Francisco is 75 
cents per 100 lbs., which rate applies over the Pennsylvania 
System, Chicago & North Western, Union Pacific, the Southern 
Pacific lines, a distance of 3,183 miles, or approximately .047 
cent per ton per mile. As practically all railway officers 


admit on the stand that they have no right to and do not 
intend to make rates less than the cost of service, we May 
take for grantea that this rate is not less than cost in this 
instance, and it may be assumed also that it is not more than 
cost. 

Giving the carriers the benefit of the doubt, we may consider 
that this figure represents cost of service, including both in- 
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terest on fixed charges and operating expense, and thus we 
are afforded a basis upon which to figure the profit which the 
carriers are making upon similar hauls to interior points. 
Though much more odious comparisons might be made with 
rates to points in western Colorado, New Mexico, Utah or 
eastern California, as same might be considered unfair com- 
parisons I will take all-rail rates to Denver, Colo., one of the 
most progressive of our western cities. The rate from New 
York to Denver is 93 cents, the distance via the same route 
used on the San Francisco shipment being 1,966 miles. If 
made upon the basis per ton per mile earned upon the New 
York-San Fiancisco shipment, the rate to Denver would be 
46.2 cents per 100 lbs. 

The difference, therefore, between rate made on what was 
fairly assumed to be a cost of service basis, 46.2 cents, and 
that actually charged, 93 cents, is 46.8 per 100 lbs., showing 
a profit to the carriers of a little more than 100 per cent. over 
and above the cost of service, which you will remember in- 
cluded fixed charges as well as operation cost alone. 

Now take cotton piece goods, less than carloads, upon which 
the rate New York to San Francisco is $1.45 per 100 lbs., or 
.091 cent per ton per mile. Applying the same comparative 
basis on a shipment from New York to Denver, we find that 
the cost of service may be assumed to be 8914 cents per 100 
Ibs., whereas the actual rate charged is $1.80 per 100 lbs., 
leaving a difference of 9015 cents as profit to the carriers 
of the Denver shipment, or over 100 per cent. again. 

Of course it can be said, and it is cheerfully admitted, that 
the rate per ton per mile to Denver ought to be higher than 
to San Francisco, but I think that you should equally readily 
admit that it ought not to be anywhere near 100 per cent. 
greater. Even if we admit that the increase because of the 
shorter haul should be as much as 25 per cent., it would still 
make a rate from New York to Denver of 58 cents on the 
coffee, compared with actual rate of 93 cents; and of $1.12 
on cotton piece goods, compared with existing figure of $1.80. 

Your editorial proceeds to say that “The effect of for- 
bidding railways to meet water competition rates would be 
revolutionary, and there would be no important advantage 
even to towns having no water transportation. Having raised 
these rates and lost the traffic, the roads would have to get 
more out of the raffic to inland points, or at least the tendency 
would be to prevent reductions of the rates to inland points 
while not affecting water rates.” You are reciting the tendency 
which exists to-day, rather than that which would result 
from discontinuation of some of the so-called water competi- 
tion rates, for you must remember that conditions would not 
be nearly as bad as they are to-day if the railways confined 
themselves to actually meeting water competition, but it is 
a well-known fact that where even fancied competition by 
water exists from some one direction the general practice 
is to make lower rates from every direction, even where no 
pretense of water competition exists. If, as I surmise, some 
of the rates which are excused by the water-competition theory 
are actually less than cost of service, it would be a blessing 
in disguise to the carriers to lose such traffic, as it would 
enable them to devote their equipment and energies to more 
remunerative and more permanent business, because it does 
not look like a good policy to be wasting their time doing 
all they can to build up all the large commercial institutions 
of the country at a few centers, at each of which the carriers 
can always be coerced into making low, unremunerative rates 
by real or fancied water competition. In other lines of com- 
mercial activity, the usual aim is to put a business upon a 
solid foundation with permanence and ultimate profit as the 
main considerations, instead of choosing to foster location 
at points where destructive competition need always be feared, 
and why would it not be good policy for railways to do like- 
wise? The man who goes after a volume of business without 
regard to profit usually cuts a wide swath for a time, but. 
ultimately ends in the bankruptcy court. 
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Your article proceeds to state that there is a good illustra- 
tion of your theory to be found in present rate conditions on 
traffic from Atlantic seaboard to points in Oklahoma, Kansas 
and Colorado, caused by steamship rate war from New York to 
Texas City and Galveston, adding that “the receivers of 
freight in the southwestern states and the Kansas Railway 
Commission are demanding that the all-rail lines shall make 
rates to the Southwest to meet the competition of the water 
and rail routes through the Gulf ports.” In this you are 
entirely misintormed, as it is a combination of rail carriers 
to prevent our obtaining any benefit of the steamship rate 
war referred to that we object to. In all cases by refusing to 
establish reasonable rates from the Gulf ports into the in- 
terior, and in some cases, as in that of Colorado, by actually 
advancing present rates, the rail carriers from the Gulf have 
prevented shippers from obtaining practically any benefit of 
the low rates existing from New York to the Gulf ports, and 
it is to obtain such reasonable rates into the interior that the 


Southwestern Shippers’ Traffic Association has been formed. | 


Even after this object has been attained and through rates 
from Atlantic seaboard to the Southwest via Gulf routes on 
a reasonable basis secured, I doubt 1f there will be any com- 
munity west of the Missouri river which will expect the all- 
rail lines to meet such rates. 

Only to Texas, because of the control exercised by the rail- 
way commission of that state, have reasonable rates been 
secured northward from Galveston, and as above stated, on 
Colorado traffic the rail lines have not even been content with 
the high rates heretofore prevailing, and have advanced rates 
out of all reason with no other apparent purpose than to 
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I do not think that I can cite you a better instance than 
that already mentioned, Galveston to Ft. Smith, for that rate 
is 30 cents per 100 lbs. less than rate to Oklahoma City, 
although the distance is greater and there are few available 
rail routes in existence, but it is made so, not by reason of 
water competition from Galveston to Ft. Smith, but because 
of the existence of a practically unused waterway from New 
Orleans to Ft. Smith. 

Wheu the change comes, and railway rates are made more 
nearly upon the basis of the railway service, | do not appre- 
hend such disaster to the commerce and industry of the 
country as you seem to fear, and if one of its results is to 
enable the carriers to explain the making of their rates in a 
way intelligible to the shipping public, it will certainly be a 
long step in the right direction, and as it will be right and 
just, it will probably not take the public long to “formulaie its 
philosophy.” J. H. JOHNSTON, 

Traffic Manager, Oklahoma Traffic Association. 





COAL CAR DISTRIBUTION. 





Pittsburgh, Pa., September 21, 1909. 
To THE Epiror OF THE RAILROAD AGE GAZETTE: 

The article in your issue of September 17 by Arthur Hale, 
on the subject of “Coal Car Distribution,” is so full of inac- 
curacies and misstatements that we desire to make correction 
of same relative to those made by him on the subject of coal 
mining and shipping. His knowledge is evidently gained from 
local conditions prevalent to a limited extent only in the 
northern part of Illinois, where the coal operatois find their 


| 
| prevent the people of Colorado from obtaining any benefit of winter trade among the consumers of the Northwest.* Even 
‘ actually existing water rates from New York to Galveston and 9, Ioeal conditions in Illinois, where coal is mined at depths 
thence to Colorado. For example, the first-class rate Galveston 6 from 80 to 1,000 ft., he shows lack of knowledge on the sub- 
: to Denver has been $1.80 for years, but is now $2.05 per ject. It costs a great deal of money to not only open but to 
Pe 100 lbs., the distance being only 1,126 miles. On the other operate a coal mine under such a condition. 
a hand, the southbound rate from Denver to Galveston is but The conditions which surround the production and shipment 


$1.47 per 100 lbs., and this notwithstanding that the general 
trend of empty car movement is unquestionably northbound 
from the Gulf ports. Contrast this $2.05 rate for 1,126 miles 
haul with the rate from New York to St. Louis, 88 cents, a 
distance of approximately 1,050 miles. Also the rate from 
Galveston to Oklahoma City, 526 miles, is $1.30 per 100 lbs., 
whereas from New York to Dayton is 63 cents, 702 miles. 
And here is a case where so-called water competition, though 
it can be discerned only by careful scrutiny, is evident, for 
the rate from Galveston to Ft. Smith, Ark., a greater distance 
than to Oklahoma City, is $1 per 100 lbs. This rate is due 
to the claim that water competition exists from New Orleans 
to Ft. Smith, but it is to Galveston and not New Orleans that 
the cut water rates from New York exist. 

In my judgment, while railways may never be able entirely 
to overlook water competition where it actually exists, and 
may in some cases actually have to carry some business 
really susceptible of water transportation at actual cost of 
service, there must be a readjustment of conditions so that 
the whole rate situation of the country will be placed upon 
& more logical and stable basis, in order to prevent the un- 
warranted discriminations which undoubtedly exist as a result 
of continuing present policies of basing rates on water com- 
petition. Granted for the sake of argument that water com- 
petition exists between St. Louis and Kansas City, to the ad- 
vantage of the latter point as compared with interior towns 
iike Wichita and Hutchinson, Kas., wherein lies the logic of 
adding insult to injury by making this same water competition 
rate based upon water service on the Missouri river, from 
interior eastern Iowa points to Kansas City, though no water 
‘ransportation can ever be available from such points? Yet 
‘housands of such rates exist to the benefit of the point having 
water competition from some one direction to the commercial 
‘etriment of the cities and communities having no such 
excuse. 


of coal in the bituminous coal fields of Pennsylvania, Ohio, 
Indiana, Illinois and West Virginia are not of such a nature 
as to allow the operator to mine ‘coal every fall much as he 
shoots birds.” The coal operator, also, who produces and 
ships “two or three cars a day during the winter months” 
is a very small factor in the sum total of all the coal produced 
in the United States. It is the most absurd of statements and 
one which condemns itself in the making to suppose that such 
operators would. be in a position to upset existing transporta- 
tion facilities were they founded upon a proper basis. 

The bituminous and anthracite coal production of the United 
States for 1907 was 399,421,195 tons of 2,000 lbs. In the five 
states named, 239,487,231 tons of bituminous coal was pro- 
duced, of which Pennsylvania produced 110,009,673 tons ot 
bituminous and 75,553,835 tons additional of anthracite coal. 
There were 680,492 miners in the United States, working each 
an average of 209 days, and in the five states named, 355,760 
miners each worked an average of 219 days during 1907, all 
of which plainly proves the incorrectness of the statement 
made by Mr. Hale on this subject. 

It is the large shipper, having as high a yearly production 
as 10,000,000 tons and with a capital of $60,000,000, down to 
the smaller operator whose mine is capable of producing 
50,000 to 100,000 tons yearly, that is directly and increasirgly 
interested in the lack of facilities furnished by the railways 
to transport his prcduct. Thes eshippers are in the business 
to stay, and their necessities are well known to the railways 
over which they ship their product. The lack of cars with 
which to take care of the yearly increase in coal production 
is therefore the question that should be solved by the rail- 
ways themselves, and not make it an obligation on the part 





*The secretary of the Individual Car Owners’ Association ought to 
know that Mr. Hale was superintendent of transportation of the Balti- 
more & Ohio for six years, and that, as head of three of the American 
Railway Association’s committees, he is unquestionably better informed 
on car distribution than anybody else in America.—EpIrTor. 
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of such shipper to furnish the capital with which to supple- 
ment the lack of business forethought and sense on the part 
of railway presidents and managers. 

There were in January, 1909, a total of 449,263 coal cars 
in the United States on 60 of the largest roads. These roads 
were those having a total of 10,000 or more of passenger, 
freight and all other class of equipment. The total o/ freight 
cars in freight service of these 60 roads was 1,837,029 cars, 
which makes the number of coal cars equal to about 25 per 
cent. of the total. 


The late E. H. Harriman, in an open letter to the American 
Mining Congress, last December, said: ‘The total tonnage 
reported by the Interstate Commerce Commission as originat- 
ing on American railways in 1906 was 820,000,000 tons. Of 
this the crude products of the mine aggregated more than 
435,000,000 tons, or 53 per cent. of the total tonnage. Add to 
this 89,000,000 tons of manufactured mineral products, such 
as cement, lime, steel, etc., and we have a total mineral produc- 
tion transported by the railways of approximately 525,000,000 
tons, or 64 per cent. of the entire freight business of the coun- 
try. In addition to this the railways hauled for their own use 
about 100,000,000 tons of coal during the year, or 275,000 tons 
each day.” 

The production of bituminous and anthracite coal in the 
United States for the year 1906 was 406,519,877 tons, or equal 
to over 49 per cent. of the total tonnage of the railways of the 
United States for the same year, as quoted by Mr. Harriman. 
We thus have in a nutshell the only logical solution of the 
question of the proper distribution of coal cars. How is it 
possible for the railways of the United States to furnish 
proper facilities to transport 49 per cent. of the tonnage pro- 
duced with only 25 per cent. of their toétal equipment? It is 
at the same time a reasonable assumption that other classes 
of fieight are properly taken care of, because, as Mr. Hale 
asserts, no other shippers have appealed to the courts on the 
question of car distribution. To supplement such a lack of 
proper facilities, some coal shippers have been compelled to 
invest capital in coal cars, which are, as Mr. Hale truthfully 
says, not even self-supporting. In its wisdom on all subjects 
pertaining to this sphere, the Interstate Commerce Commis- 
sion decides that the car owner is not the car owner; that the 
car is the joint property of the railway, the investor in the 
capital necessary to purchase the car, and all other coal ship- 
pers located on the same line of road as the investor. Perish 
the shades of the framers of the constitution of the United 
States if such law be good law and the present law of the land! 

It is noted with satisfaction that lacking the decision of 
the Supreme Court on the question at issue, Mr. Hale very 
wisely does not venture an opinion as to what he considers the 
proper solution. 

If coal ear distribution is the only present question requiling 
a solution, it is plain to be seen where the cattle car owner, 
the refrigerator, the tank and ail the other various classes 
of car owners will land, providing the private coal car owner 
receives his quietus. The good general makes the most suc- 
cessful campaign who absorbs the opposing forces in sections. 
Their final capitulation at his terms is only a question of time. 

ROBERT J. BAILEY, 
Secretary, Individual Car Owners’ Association of the U. 8. 





THE IMPORTANCE OF THE STATION AGENT. 





To THE EpIrorR OF THE RAILROAD AGE GAZETTE: 

Your invitation [September 24, page 535] to discuss the 
proper supervision of station agents has interesting sugges- 
tions. From the point of view of a trainmaster who is con- 
fronted with the practical solution of this problem, stripped 
of all fanciful theories, the issue is very clear. 

At least one point must be assumed: although individually 
many agencies are small and apparently unimportant, col- 
lectively they are a mighty power for the well-being of a 


road. Their economical and efficient management is an im- 
portant factor in producing revenue. As it is only those 
who come into actual and continual contact with the station 
agent who realize the important part he plays, and, as none of 
the higher officials have this advantage, his importance is 
never a prominent subject for discussion. 

Let no one miss the point that the methods now usually 
employed are certain to be always inefficient. The usual 
mode of supervising station agents is through the superin- 
tendent’s chief clerk and the trainmaster. The former is 
miles away, getting rid of an accumulation of routine mail 
as fast as he consistently can without writing nonsense. He 
can hardiy be expected to be in complete sympathy with the 
handling of small details at some insignificant agency, the 
head of which he barely knows by sight, if he has even met 
him. The trainmaster is by far the more valuable super- 
visor, as he sees conditions as they actually exist at each 
agency. He talks with the agent, advises him and explains 
instructions; he sees that the surroundings are made as favor- 
able as possible and that the agency is properly conducted. 
In short, there should be someone to personally supervise 
each agency, as only the poorest results can ever be obtained 
by correspondence. The trainmaster, however, if he de- 
votes a considerable portion of his time, when going over the 
road on a local freight train, to agency work, loses just so 
much valuable supervision over the train service. One of 
the greatest sources of loss to a railway is the improper 
checking of freight out of a local car, and one of the most 
important services a trainmaster can render is to improve 
this feature; but, if he is inspecting the agent’s office, it is 
scarcely reasonable to expect him to be doing the other job. 
He should also be watching the shifting, handling of seal 
records, and other matters which he cannot do when other- 
wise engaged. If the trainmaster, therefore, raises the sta- 
tion service to a high standard he can only do so at the sac- 
rifice of efficiency elsewhere. And his supervision from the 
local freight train, although beneficial, is really superficial 
after all, as his visits are for the most part of short duration. 

The inspector of station service should have that as his 
chief, if not his only business. He should take up and en- 
large the duties which a conscientious trainmaster wou'd 
take upon himself relative to station service. The inspector 
should, of course, be thoroughly posted as to all features of 
the agent’s work. He should spend as much time as is neces- 
sary at each agency to know that, broadly speaking, every 
detail of that particular agency is being maintained at the 
standard required by the department to which the station 
agent reports concerning that detail. In addition, he can 
help the trainmaster reduce a large drain existing in train 
service, previously referred to; namely, the mishandling of 
package freight. He can see that it is properly checked 
out of cars set off on account of containing more than a maxi- 
mum to be unloaded by the trainmen. Freight that is trucked 
out of such a car unchecked by the agent is free to anyone; 
whereas, when it has been known to have reached the ware- 
house some one is apt to be punished for its loss when the 
special agent arrives on the scene after the loss has been 
discovered. 

Finally, and what is most important of all, the inspector, 
while doing all of these things, can get to know the station 
agent himself, the “human equation.” This is the feature 
that means so much in influencing public opinion. The in- 
spector can take time to observe his dealings with the pa- 
trons and how he conducts himself toward them. If he were 
of no other service, the inspector could pay for himself many 
times over by the use of a little common sense and knowledge 
of human nature in judiciously curbing any tendency on 
the part of the agent toward habits which are known to 
offend customers; in short, the inspector should be of great 
value in preventing all avoidable irritation of the public. 

: TRAIN MASTER. 
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NEW SIGNALS AT PROVIDENCE. 





The opening of the new tunnel of the New York, New 
Haven & Hartford under College Hill at Providence, R. l., 
has brought about marked changes in the track layout at East 
Providence and at the north end of the Providence Union 
station. 

Formerly the electrified line to Warren, Bristol and Fall 
River terminated at Fox Point Wharf, but since the com- 
pletion of the tunnel the electric trains have entered the 
union passenger station. The new line through the tunnel 
also opens up a short connection for freight between the main 
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Farmer interlocking machines, crank shaft leadout; and all! 
signals, both high and dwarf, are pipe connected and mounted 
on concrete foundations. The rocker shaft leadout at these 
interlocking stations is shown in Fig. 2. These shafts have 
weather shields. Each shield consists of two galvanized iron 
strips, one rising from the floor to the center line of the 
rocker shaft and one suspended from the side of the cabin to 
meet the lower one. Half circles are cut out of each strip, the 
center of the circle corresponding with the center of the 
rocker shafts. On each rocker shaft is closely fitted a gal- 
vanized iron disk large enough to cover the hole formed by 
the meeting of the two main shields and through which the 
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Fig. 1—Tunnel Connections, Providence, R. I. 


line of the New Haven road on the west side of Narragansett 


jay and points to the east and southeast and Cape Cod. 


Figure 1 shows diagrammaticaliy the plan of the rearranged 
tracks about the union station, through the tunnel and at 
The tracks from the union station through 
the tunnel and toward Fall River are electrified, using 600 


East Providence. 


volts direct current for propulsion purposes. The electr 


current is used only for passenger service, all freight being 


moved by steam locomotives. 


At the various junction points the signaling embraces some 
interesting features, especially at Providence station and at 
The junctions at Water street and at 
The cabins are 


Seekonk river cabin. 
Red Bridge have mechanical interlocking. 
built of wood, on concrete foundations, and have Saxby 








These disks turn with the rocker shaft 
iron 


rocker shaft extends. 
and are held close to the main shields by strips of 
fastened at the top and bottom. 

To meet the physical conditions at Red Bridge a cabin of 
unusual design was necessary. Figure 3 is a photograph of 
the cabin, which shows the overhang of the second story and 
ic also a trench underneath. The interlocking machine is placed 
so that the leverman stands in the front of the cabin, back to 
the track, and his room extends far enough out over the 
tracks to give him a view of the signals on the farther side 
of the highway bridge. 

Figure 4 is a photograph of the signal cabin and roller lift 
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Fig. 2—Rocker Shaft Leadout. 


Fig. 3—Red Bridge Signal Cabin, East Providence. 
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bridge at Seekonk river, looking east. The line is electrified 
at this point, the trolley wires being shown in the 
photograph, made prominent by the _ retoucher’s pencil. 
From the trolley support is suspended at the right, a New 
Haven standard two-arm suspended signal. At the farther 
end of this lift bridge the tracks diverge as is seen by Fig. 1. 
The junction switches, derails, bridge locks and signals are all 
operated from the cabin by an all-electric interlocking equip- 
ment. Power for this signal plant is furnished by a storage 


battery at 110 volts, which also furnishes current for lighting 
The batteries are charged by a motor generator 
600 volts from the trolley 


the signals. 


which is driven by current at 











Fig. 4—Seekonk River Roller Lift Bridge and Signal Cabin. 


system. Derails are installed on all tracks on each side of the 
lift bridge and are locked closed by the presence of a car 
upon the section of tracks between them by means of track 
circuits. As the rails of these tracks serve as a return for 
the propulsion current of the electric cars it was necessary 
to use alternating current for the signal track circuits. The 
‘New Haven’s regular 60-cycle alternating current apparatus 
was installed and in such manner that, if desired, alternating 
eurrent at 25 cycles frequency may be used for traction pur- 
poses. 

Figure 5 is an interior view of the tunnel looking west; the 
wes ern portal is not visible, there being a sharp curve at the 


extreme end of the tunnel. The white spot shown is the 
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reflection of light on the wall from the western portal and 
was 5,000 ft. from the camera. The trolley wires can be dis- 
cerned in the photographs as well as some arched openings 
at the sides of the tunnel for splicing chambers. These 
chambers are connected to each other by conduit in the walls 
of the tunnel, through which the power and signal cables are 
drawn. 

The switches and signals at the north end of the union 
passenger station, shown at the left in Fig. 1, are worked by 
an all-electric interlocking machine in Promenade street tower. 
The Union Switch & Signal Co.’s equipment was used; the 
interlocking machine being of the alternating current indica- 





Fig. 5—Providence Tunnel, Looking West. 


tion type and having seventy-one working levers. For con- 
venience of operation the interlocking machine was designed 
with the levers for the control of signaling functions of each 
leg of the junction assembled in close proximity, so that with 
two levermen working, each man handling the traffic of one 
line only, their movements in manipulating the levers would 
not interfere. In connection with this there are two operating 
room switchboards, each for its respective set of levers. 

The tower for this interlocking station is illustrated by 
Fig. 6, the photograph being taken from the elevated tracks 
leading to the tunnel. The main tracks are all elevated over 
the city streets and the interlocked switches controlled from 
this cabin are on the elevated sections. The photograph shows 
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the elevated main tracks on the level with the second story 
and a car on the team track at the level of the street. The 
tower is built of reinforced concrete with red tile roofing. 
The top story is used as an operating room, it being 
equipped with the interlocking machine, a telegraph table 
and the block instruments for the manual controlled block 
system, through the tunnel. The second story of the build- 
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Fig. 6—Promenade Street Signal Tower. 


ing is used as a power room; also upon this floor is a lavatory 
and a heater room, the building being heated by hot water. 
The lower floor or semi-basement is used for storage batteries. 
The section of tracks through the tunnel is worked by the 
manual controlled block system, with continuous track circuit. 
All of the block system instruments are designed to operate 
on 110 volts and the energy for their operation is taken from 
the same source as is used for the all-electric interlocking 
machines at Seekonk river and Promenade street. 


_— JEEKONK Fiver 
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Figure 10 is a diagrammatic view of lock and block circuits 
in use between these two cabins. The a. c. track circuits 
through the tunnel are arranged with the transformers in 
the center and the relays at the ends. The lock and block 
functions are controlled by contacts of “stick” indivators 
which are controlled by track relays and contacts on the sig- 
nal levers in the interlocking machine, and through the con- 
tacts of these “stick” indicators the signal control wire is 
connected. Thus not only does the presence of a train on the 


track circuit section contro] the lock and block functions; it 





Fig. 7—Motor Generators for Switches and Signals. 


also breaks the connection between the interlocking machine 
and the electric signal. 

One of the interesting features shown by this diagram is 
the arrangement of the terminal connections. The arrange- 
ment is based on the same generai plan as a large telephone 
exchange cross-connecting board. Unbroken wires run from each 
binding post of each instrument to one end of a two-way 


terminal. All circuits are formed by cross-connections be- 
tween the terminals. The chief advantages of this are: re 
liability, simplicity and facility in locating trouble. The dia- 


gram also shows the resistance coils used in the circuit with 
the 110-volt battery and time fuses. The time fuses were used 
in order to obtain the best protection of the lock and block 
circuit. They are made of German silver spiral springs, of 
a wire sufficient in size to carry a predetermined current with- 
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out heating. The tips of the springs are soldered together 
with a light stress upon the spring, the idea being that if the 
current exceeds the carrying capacity of the German silver 
wire, it immediately heats and melts the solder, and the tips 
of the springs separate. 

To supply the electric energy for the operation of the all- 
electric interlocking plant, the block signal system, the a.c. 
track circuits for the train control of the block system and 
for the control of the derails in connection with the lift 
bridge over Seekonk river; and for the lighting 
of all the signals with an assured continuity of 
service it was necessary to establish (in the 
Promenade street tower) a power supply, which 
in reality is a miniature electric light and power 
system. Power is taken at 600 volts from the 
railway company’s electric traction line, and also 
as an auxiliary from the Rhode Island Com- 
pany’s street service. 

From 600 volts direct current the energy is 
transformed to 110 volts direct current by a 
motor generator, the generator capacity being 4.7 
k.w. delivered direct to the bus bars of the 
switchboard, from which it is distributed for the 
various signaling functions, including lighting. 
In parallel with the bus bars are floated duplicate storage 
batteries, each of 240 ampere hours. Current is taken from 
the bus bars at 110 volts p.c. and transformed through the 
motor generator to 110-volt, single-phase, 60-cycle alternating 
current and delivered to the a.c. bus bars on the switchboard. 
From here it goes to step up transformers, transforming it 
from 110 volts to 2,200 volts, at which potential it goes out 
over the transmission lines to feed the track circuits, it keing 
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Figure 8 illustrates the switchboard for the control of the 
entire power plant. It is made up of three panels of Monson 
slate, five ft. in height and aggregating 15 ft. in length. The 
left hand panel is for the control of the 600-volt motors and 
110-volt generators, the equipment being in duplicate. The 
right hand panel is for the control of the 110-volt p.c. motors 
and 110-volt a.c. generators, the two lower left hand handles 
on this panel are for the regulation of the speed of the 
motors so as to maintain the required frequency when operat- 








Fig. 8—Electric Power Switchboard. 


ing from the storage battery after the battery has partially 
discharged. The large meter at the left of this panel is the 
frequency meter which is in connection with the a.c. bus bars, 
giving the frequency of either machine which may be run- 
ning. Under the voltmeters and ammeters on the upper right 
hand corner there are two 2-c.p. 110-volt electric lights, and 
beneath some synchronizing plugs. These lights are used to 
synchronize the two a.c. machines when starting up the second 
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Fig. 9—Promenade Street Interlocking. 


again transformed from 2,200 volts to the required voltage for 
each track circuit. 

Figure 7 is a photograph of the motor generators, the two 
far machines being duplicate 600-volt to 110-volt p.c., and the 
two near machines being duplicate 110-volt p.c. to 110-volt a.c. 
All machines are of the four pole type and run at 1,800 r.p.m. 

The storage battery floated across the main bus bars is 
normally receiving a small amount of current from the gen- 
erator and in return carries all peak loads; and in case of loss 
of power from the traction line it carries the entire load. 


machine either to run in parallel, or to relieve the machine 
running. The center panel of the switchboard has the meters 
for each set of battery and also the main ammeter; and is 
also equipped with all switches for the distribution of current. 
The five horizontal switches are double pole double throw, 
being connected together so that it is possible to charge one 
set of battery from one of the generators and to operate ti¢ 
signal plant by the duplicate generator and duplicate battery 
or vice-versa, or to operate both batteries and both machines 
simultaneously or to operate the plant from either or both of 
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the machines without the battery or from either set or both 
sets of battery without the machines. The two right hand 
vertical switches are connected to the a.c. bus bars and cut 
in a pair of duplicate step-up transformers. The lower switch 
on the right hand side is the main light switch for lighting 
the signals throughout the entire system, above which may be 
seen a circular handle and a small lamp. The lamp is a 
pilot lamp looped back from the center of the lamp lead, and 
the circular handle is for the operation of the rheostat con- 
trolling the current to the lighting circuit. Under normal 
operation the voltage is high enough to feed the lamps through 
all the resistance of the rheostat, but in case of operating on 
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THE SIGNALS IN THE NEW TUNNELS OF THE HUDSON 
& MANHATTAN.* 


BY J. LEISENRING. 


FE. 

Standing at either of the several entrances to the Terminal 
Buildings, which constitute the downtown terminal of the 
Hudson & Manhattan Railroad in New York City, and watching 
the thousands of hurrying commuters, one wonders at the 
promptness with which the present-day American adapts him- 
self to the use of new and hitherto seemingly impossibie de- 

















Fig. 1—Automatic Block Signal in Hudson & Manhattan Tunnel, with Accessories. 


References : 1—Fuse bow ; 2—Transformer ; 8, 4—Relay ; 5—Home signal, rear view, case open; 6 


Distant signal; T—Automatic stop release ; 


S—Air strainer; 9—Cylinder for automatic stop; 10—T'ripper arm (at interlocked signals the tripper arm is duplicated, one being placed on 


cach side of the track); 11, 11—Impedance bonds. 


the storage battery without the generators running, with the 
consequent drop in voltage, the lights can be kept up to their 
proper illuminating power by cutting out resistance in the 
rheostat. The other switches of the distributing board con- 
trol the current to the all-electric interlocking plant, special 
lichting circuits, ete. 

The entire signaling installation at Providence was laid out 
aid installed by the railway company’s signal department, C. 
H. Morrison, signal engineer. The signal towers, including 
tie concrete tower'at Promenade street, were built by the rail- 
Way company’s building department, F. K. Irwin, superintend- 
evi of buildings and bridges. 


vices, perfected from time to time for the safety and con- 
venience of the traveling public. The recent developments in 
the art of signaling make possible such operation as is re- 
quired in a metropolitan subway, and the necessity of a safe 
and adequate signal system will at once be understood when 
it is realized that under normal conditions in the Hudson 
tunnels eight-car trains, running from 10 to 50 miles an hour, 
pass any given point every 90 seconds. 

That part of the tunnel system recently opened includes the 





*A sketch map of the Hudson & Manhattan lines was printed in 
the Railroad Age Gazette of September 17, page 493; and an imagi- 
nary perspective of the caissons at the junction with the old tunnel was 
shown in the issue of October 1, page 585. 
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mammoth office buildings at Church and Cortlandt streets, 
New York, from the basement of which two single-track tubes 
extend under the Hudson river to the New Jersey shore, 
where conuection is made to the up-town pair of tunnels which 
was opened early in 1908. In these new, or “down-town,” tun- 
nels the normally clear, two-block overlapping double-rail re- 
turn, electro-pneumatic system of signaling is installed; the 
all-electric system having been used in the tubes previously 
opened. The Hudson & Manhattan now has underground sta- 
tions at the terminals of the Pennsylvania, the Erie and the 
Delaware, Lackawanna & Western, as shown on the sketch 
map published Sept. 17. 

To meet the unprecedented conditions here encountered the 
Union Switch & Signal Company, using its well-known electro- 
pneumatic system, made many new designs of apparatus, and, 
for the first time in the history of the art, used alternating 
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Fig. 2—Signal in Tunnel; Two Diverging Routes. 


current exclusively for the controlling element of all inter- 
locking and automatic block* signaling apparatus, no direct 
current being employed for any signaling purpose. 

To thoroughly grasp the following description, it must be 
understood that throughout the greeter part of their length 
the tunnels are cast iron cylindrical tubes built up of seg- 
mental rings 2 ft. wide, the inside diameter of the completed 
tube being 15 ft. 3 in. An invert of concrete placed in the bot- 
tom of the tube supports the side walls, which extend to a 
height of approximately 4 ft. above the top of the rail; these 
contain the vitrified clay ducts through which ail wires and 
cables are run. The signal apparatus, as well as all air and 
discharge pipes, are placed on the right hand wall, looking 
in the direction of traffic, the various signal units being set 
either directly on the top of the wall, or on brackets bolted 
to the flanges of the iron rings. The installation consists of 
54 automatic block signals (home and distant indications being 
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SECTIONAL SIDE VIEW 


Fig. 3—Automatic Stop; Plan and Section. 
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Fig. 4—Pneumatic Relay. 





Skee: 


hid Ror 2 ee tee 




















d 
5 | 
£4 
2 
A 
% 


Sag ise eakcie 


ER 





OcTOBER 8, 1909. 


civen at each signal), governing about 5.2 miles of track; three 
interlocking plants with a total of 49 working levers, con- 
trolling 27 interlocked semi-automatic signals, 16 switches, and 
four Hayes derails. The air line, which runs the entire length 
of the tunnel, supplies air to the different pumps, as well as to 
the signals and switches. The interlocking plants are divided 
as follows: Church street terminal, 18; Pennsylvania station, 





























Fig. 5—Details of Pneumatic Relay. 


15, and Caisson No. 3, 12 working levers. At Caisson No. 3 
two independent machines are used, one for each level 
of the caisson, both being placed in the cabin in the upper 
level. Illuminated track diagrams are used at each interlock- 
ing plant, indicating to the signalman which blocks are occu- 
pied between his and adjacent cabins. 
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Current is supplied to the signal mains from the company’s 
power house at Washington and Bay streets, Jersey City, where 
two steam turbine generators with a combined output of 9,000 
kw. produce current at 11,000 volts. The feeders for the sig- 
nal system are tapped to the lighting bus-bar which is 
fed from the secondaries of two transformers through oil 
switches, the current being 25-cycle, single-phase, alter- 
nating current at 1,100 volts. Through an arrangement of 
switches the signal feeders can, in case of emergency, be 
thrown on to the power bus-bar, but this is to be avoided 
because of the wide fluctuations in the power current. 

The high-tension signal mains are four in number, being 
run from the power house north and south in either tunnel. 
Each consists of two stranded rubber-covered conductors, the 
whole taped and incased in a lead sheath, the insuiation and 
sheathing conforming to Railway Signal Association specifica- 
tions. Between the power house and the Church street ter- 
minal the conductors are of No. 5 B. & S. wire while those 
feeding the northern section are No. 2, the increase being 
due to a possibility of these mains having to carry current 
sufficient to feed all the way to 23d street and Sixth avenue 
in case of trouble in the substation usually feeding the uptown 
section. At Church street a cross-connecting switch is in- 
stalled. This switch, normally open, connects, when closed, 
the high-tension cable in the north tunnel with that in the 
south, making it possible to renew or repair a length of cable 
without cutting power off from any of the signals, the current 
in that case being fed through from both ends to the break. 

An innovation which promises to revolutionize the arrange- 
ment of the power supply for interlocking plants under sim- 
ilar conditions, is the use of alternating current throughout, 
thereby doing away with storage batteries and generator sets, 
and the subsequently high maintenance charges. The 1,100- 
voit signal mains are looped through the lower floor of the 
cabin, and a standard high-tension fuse box placed in the line. 

















Fig. 7—Interlocking Machine and Track Indicator. 
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Two commercial oil-cooled transformers, with secondary taps 
for 55, 5744 and 60 volts, supply current for the operation 
of the plant. But one transformer is used at a time, a small 
hand switch mounted on a slate panel being used to cut in 
either one or the other as desired. Otnerwise the usual ar- 
rangement exists, the switch and indication magnets being 
wound to operate on alternating current. 

The track circuits within the interlockings are of the single- 
ra.) ty ye, fed from transformers situated at convenient points, 
eacu transformer feeding several track circuits. Standard 
Union a.c. vane-type relays are used for these track circuits, 
acting as master relays to control one or more pin-valve relays, 
according to the number of contacts required. The pin valve 
relay is an adaptation to this special use of the regular motor 
type, as used for the automatic signals, an a.c. wound solenoid 
replacing the motor as a controlling force for the pin valve. 
Standard galvanometer relays are used in check locking be- 
tween cabins, and as a control for the distant signals. No 
mechanical detector bars are used. By a complete system of 
track circuit detector route locking each switch in an estab- 
lished reute is electrically locked as the train passes the 
signal governing that route, and is only released as the rear 
of the train passes its fouling point. The locking is entirely 
separate from the mechanical locking between signal and 
switch levers. This route locking is the latest development 
in track-circuit switch control, having been recently perfected, 
and used for the first time on this road. Illuminated track 
diagrams are used throughout, repeater lights being placed 
opposite each home signal on the board to indicate to the 
signalman when the signal has cleared. Pilot lights under 
each lever repeat the various track sections controlling the 
lever, lighting as soon as the section is unoccupied. 
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The general arrangement of the apparatus at an automatic 

signal location is clearly shown in Fig. 1. The wires and 
cables from the ducts to the apparatus and from unit to 
unit are run in loricated conduit, which is fastened to the 
cases with the customary check-nuts, rubber washer and T. & 
B. bushing. The pipes to the bench walls are cemented in aiter 
the wires are drawn, making an absolutely water-tight job, 
no wires being exposed in any way. 
- The two high-tension cables, one from each adjacent signal, 
are run into a high-tension fuse box, 1, Fig. 1, having three 
separate porcelain boxes inside. The boxes with the red-handled 
covers contain two dummy fuses each, the fuses being pulled 
when the cover is removed. By this arrangement either 
adjacent section can be cut out. The white-handled box con- 
tains two 2-amp. 2,500-volt fuses, enclosed in movable fiber 
jaws, which are opened or closed by turning the knobs on 
the cover, making it possible to withdraw the cover with 
both, either or neither of the fuses attached. These fuses 
protect the primary side of a small oil-cooled transformer, 
2, Fig. 1, which steps down the transmission line voltage of 
1,100 volts to either 55, 5714 or 60 volts. There are two second- 
ary windings, one for the track feed and the other to supply 
the relays, signa] lights, etc. Additional adjustment of the 
voltage can be accomplished by increasing or decreasing the 
air gap by turning a small screw on the slate supporting the 
windings. 

The relay terminal box is made up of two similar sections, 
one above the other. The lower half, 4, Fig. 1, contains four 
strips of ebonite on which are mounted 84 pairs of binding 
posts. All local wires and low-iension cables terminate at and 
are distributed from this box. The upper section (3) contains 
the motor-vane type pneumatic relay. This relay was designed 
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especially for use in the tunnels, the large number of contacts 
required making the use of the ordinary type out of the 
question. Air is admitted to a cylinder through a pin valve 
which is controlled by a 2-phase motor having as an arma- 
ture an aluminum disk, mounted in jeweled bearings. The 
revolving disk transmits motion to the pin valve through a 
sector and diaphragm. The entire mechanism is enclosed in 
a cast iron case and hermetically sealed. 

A porcelain block is attached to the piston, on which are 
mounted the movable part of the contacts, which “make” 
against heavy brass springs projecting from the terminal 
strips. The binding posts are also mounted on these strips. 
The contact springs are so adjusted that contact is made \% in. 
from the end of the stroke, the remaining travel insuring 
a positive rubbing contact. Adjustable coil springs are com- 
pressed when the relay is energized, insuring positive and 
rapid breaking when the current is withdrawn. Both motor 
and upright are mounted on an iron base which is bolted to 
lugs provided for that purpose on the interior of the box. 
In case of trouble the motor can easily be replaced by loosen- 
ing two cap screws and sliding it off its base, without disturb- 
ing the wires attached to the binding posts. 

The signal is made up of one or more units, depending upon 
existing conditions. The combination shown in Fig. 2 is at the 
Pennsylvania station, where there are two diverging routes. 
The usual combination is that shown in Fig. 1, where 5 is the 
home signal, 6 the distant, and 7 the automatic stop release 
box. This design affords a most flexible arrangement, the 
units being standard and interchangeable. The interior of 
each signal is divided into two compartments by fiber parti- 
tions which slide into place. The iron bases carrying the fuse 


blocks and sockets are also removable, sliding on pins screwed 
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into the front of the case. Two 2-c.p. 55-volt lamps are used 
for each lens. The lamps are connected in multiple, and in 
case one burns out the fact is at once distinguishable without 
destroying the indication. This installation is unique in elim- 
inating line relays for the control of the signals by the track 
circuits, as the signal lamp circuits are carried through con- 
tacts on the track relays, the clear signal circuits passing 
througk the front contacts in series, while the stop sigual 
circuits pass through the back contacts in multiple. The 
distance, center to center, of home and distant lenses, is in- 
creased by using a collar between the units as the length 
of the block towards the approaching train increases. This 
is to counteract the tendency of the lights to merge when 
viewed from a distance, 

Connection is made to the main air pipe at each location, 
the air being strained before entering any of the apparatus. 
In entering the strainer, 8, Fig. 1, at the bottom the air strikes 
a baffle plate which precipitates the larger particles of dust 
held in suspension; it is then passed through a conical wire 
screen of fine copper wire 40 mesh to the inch. Provision is 
made for conveniently removing the screen fur cleaning. A 
pet cock is also provided at the bottom of the strainer for 
blowing out the collected sediment. 

The automatic stop release box, which is attached te the 
lower part of the signal (7, Fig. 1) contains the magnet con- 
trolling admission of air to the cylinder operating the tripper 
arms, 10, Fig. 1. There is also a spring arrangement which 
can be operated from outside the case by using a special 
key, which depresses the pin, admitting air and clearing the 
stop. It is intended that upon stopping at a signal indicating 
stop, other than an interlocked signal, after waiting one 
minute, as prescribed in the rules, the conductor of the train 
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may, by using the key, allow his train to pass into the block, 
proceeding under control to the next signal. It is necessary 
to hold the spring depressed only until the first pair of wheels 
has shunted the relay; current will then be supplied to the 
magnet over a back contact, holding the stop clear until the 
train enters the second block in advance. 

The shaft on which the tripper arms of the stop are mounted 
is heavily counterweighted, so that in case of failure the stop 
will always assume the danger position. A circuit controller, 
mounted in the stop box (9), is directiy connected to the mov- 
able shaft, and the possibility of a clear signal indication with 
the stop at danger is prevented by breaking the energy for the 
signal lights through this controller. In order to prevent the 
delay involved in keying by a signal at danger when the fail- 
ure is local, the stop already being clear, a small light is placed 
under a lens in the cover of the stop box, to repeat the posi- 
tion of the stop to the motorman. This light is shielded so 
that the lens is discernible only at a very short distance. 
Otherwise a motorman upon seeing a red signal but knowing 
that the stop was clear might proceed without obeying the 
signal indication. Impedance bonds (11) of usual type are 
used, filled with transformer oil to prevent overheating by ex- 
cessive flow of direct current. In consequence of the use of 
manganese steel rails on the outer side of curves special bonds 
were required with a larger number or turns in one side of the 
circuit than the other. This was necessary on account of the 
high resistance of manganese steel and the consequent un- 
balancing of the track circuit. The track wires are run in 
trunking, and are attached to the rails in the customary 
manner. At points where, because of the use of manganese 
steel, the rails could not be drilled, a special copper terminal 
was sweated to the base of the rail, the surface being first 
polished with a high-speed air-driven emery wheel and tinned. 

The signal system was laid out and installed under the 
supervisicn of the writer, reporting to J. Vipond Davies, 
Deputy Chief Engineer, and T. B. Whitney, Jr., Engineer of 
Design. 

(To be continued.) 


THE HUDSON AND MANHATTAN TUNNEL SYSTEM. 








BY J. VIPOND DAVIES. 
IV. 
STATIONS. 

The stations along the lines of the tunnels involve very 
diverse conditions, and each one, apart from the group of sta- 
tions on the Sixth avenue extension from Fourteenth street to 
Twenty-third street, inclusive, required separate studies to 
meet the varying conditions. The controlling questions in con- 
sidering the subject of stations have been governed in a large 
measure by the franchise rights in the city of New York and 
the interchange of business with the railways in New Jersey. 
In New York City the franchise throughout required that these 
tunnels, excepting on Sixth avenue, should be constructed at 
such depths as to permit any future municipal subways being 
constructed on intersecting streets at a level above the same. 
This applied to the downtown terminal as well as to the 
uptown lines, and necessitated the construction of the tubes, 
and in large measure also the stations, with no part of the 
construction nearer the surface than some 20 ft. 

Christopher street station.—This station was considered to 
serve only a limited volume of transportation; that is to say, 
the interchange with the Ninth avenue elevated line and the 
trolley lines at that point, there being comparatively little 
business originating in that neighborhood which would accrue 
to the tunnels. In consequence of this a station at that point 
of any magnitude was not necessary and the very narrow 
width of Christopher street also precluded the construction of 
a large station. In this case, the two tunnel shields, driven 
side by side, were set as far apart as the width of Christopher 
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street would permit and the shields were driven continuously 
through the length laid out for the station. At the same 
time the lining was installed with the key segment put in 
place at the horizontal side axis and in each tunnel the key 
was placed nearest to the adjacent tunnel; that is to say, the 
lines of the keys faced each other. After the tunnel had been 
driven through to a point beyond the length of the station 
some of the side plates were taken out of each tunnel. and a 
roof shield installed running on the external surface of the 
finished tubes and with this roof shield there was constructed a 
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central arch springing off the lining of the two adjacent 
tunnels. As the roof shield was advanced and the lining for 
the roof was put in place, the sides were taken out and steel 
girders run longitudinally carrying the abutting arches so as 
to take the vertical loads and a concrete arch was also placed 
in the invert, between the girders, taking the thrust at the 
bottom. As the side plates of the two adjacent tunnels 
were removed, a series of columns supporting the top 
and bottom girders were installed, these columns in turn 


ela Ske Sete io eae 











Se Tai his kil Bix 














§ 


Dish lL etl ces ie 


eas 


waned ESS sleet ac 2k, 








OcTOBER 8, 1909. 


carrying the loads of the arches. The whole of this 
work was executed under air pressure and the construction 
of this station provided a satisfactory and capacious structure 
and involved no disturbance to the street surface, and, there- 
fore, a similar method was adopted for the construction of the 
station under Christopher street at the intersection of Green- 
wich avenue, which is now known as Ninth street station, the 
only change in the construction of this station being, that in 
place of using the roof shield, ordinary mining methods were 
employed and the center arch of the island platform was con- 
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structed of reinforced concrete. This was adopted on account 
of the difficulty experienced in water-proofing the arch of the 
Christopher street station, due to the fact that the water found 
its way through the joints between the steel girders and con- 
crete butting against the girders, and the construction of the 
center arch at Ninth street station enabled a monolithic con- 
struction to be carried out with very satisfactory results. In 
both of these cases the type of construction enabled the station 
to be built without carrying the head room occupied appre- 
ciably higher than the lining of the tunnel itself, and, conse- 
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quently, enabled the tunnels to be brought as near to the 
surface of the street as the conditions of the franchise per- 
mitted. 

At the Christopher street station the entrance is through 
the private property of the company, upon which is constructed 
a sub-station for the transformation of power for operation of 
the railway, and at Ninth street station the entrance is from 
private property of the company at the corner of Ninth street 
and Sixth avenue. 

The stations on Sixth avenue were all constructed by the 
usual open cut methods, and in every case the construction was 
as near the surface of the street as the grades would permit 
and, excepting for the arrangement of the show windows on 
the platforms of the stations giving facilities to the adjacent 
business properties for the display of their wares, there is 
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ficient space available to design this station for two operating 
tracks with a central loading platform and two external un- 
loading platforms, and, in addition, to put in a third track tor 
car repairs and inspection purposes. This third track is con- 
structed over a pit and the rails are carried on pedestals, 
which enables a man to stand erect underneath the motors 
of the cars. The location of this station gives close connec- 
tion at the extreme easterly end to the station of the D., L. 
& W., and by stairways at about the center of the platforms 
for interchange of passengers with the trolley terminus of the 
Public Service Corporation. The work of construction of this 
station was carried on entirely in the open. The side retaining 
walls were constructed in trenches, sheathed and thoroughly 
braced, and the columns also were put in place in holes dug 
for the same, and as the work of excavation of the columns 
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East End of Ninth Street Station. 


nothing unusual in the construction of these stations, excepting 
that the arch form of roof construction was carried out in 
every case. ° 

Hoboken terminal.—This station is beneath the property of 
the Public Service Corporation and during the construction of 
this station it was necessary to maintain uninterruptedly the 
trolley car tracks of that company above the station. The car 
repair shop of the Hudson & Manhattan was to be situated on 
the surface of a portion of this land leased from the Public 
Service Corporation at the extreme westerly end of this prop- 
erty at the corner of Hudson place and Hudson street, and to 
get access to the tunnels for cars it was necessary to install 
a car elevator 60 ft. long from the tunnels below to the ground 
floor of the repair shop, and this had to be taken into con- 
sideration in the design of the station. There was only suf- 


and sidewalls proceeded the main excavation was carried out 
in benches and the bracing carried across. As there was direct 
water pressure on the outside of the foundations and side- 
walls throughout, the invert construction of this station was 
made in precisely the same way as the roof, by groined arches 
transmitting the loads to the columns, and the invert construc- 
tion was waterproofed throughout with fabric and pitch, 
this waterprovfing was carried right up over the .side- 
walls and roof so as to enclose the entire structure in a 
waterproofing envelope. The arrangement of inverted arches 
also gave the strength necessary to avoid a very heavy 
slab of base concrete which would otherwise have been 
necessary to resist the pressure. The tracks were placed deep 
enough to permit of the construction of a distributing con- 
course immediately above the tracks for the proper distribu- 
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tion and sorting of passengers to and from the street and 
trolley cars, and the ticket offices, chopping boxes and barriers 
were placed on this floor. The entire arch construction both 
in the roof and the invert, as well as the sidewalls, is rein- 
forced with twisted rods of high carbon steel. The car elevator 
installed operates from the track level to the surface into the 
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Stage No.4. 
Ith. Street Station. 
Ninth Street Station Construction. 





enclosed portion of the property equipped as a repair shop. 
This shop has a small but modern and compact outfit of ma- 
chinery necessary for carrying on efficient car repairs. 


(To be continued.) 





FOREIGN RAILWAY NOTES. 





The Chinese Administration of Customs publishes a list of 
the new railways opened in 1908, making a total of 660 miles, 
in 10 different lines, the longest being the 205 miles between 
Shanghai and Nanking, and 200 miles of the French line in 
Yun-nan, the extreme south. Besides these work is reported 
in progress on 2,095 miles, in nine different lines, the longest 
being the 600 miles of the line from Tientsin to Pukow, oppo- 
site Nanking. 





Recently contracts were let for ties by the Austrian State 
Railway; with the proviso that only ties grown in the Empire 
would be accepted, and that any substitution of foreign ties 
vould invalidate the whole contract. Very soon afterwards 
the Prussian State Railways asked for bids for 696,000 ties. 
The great stocks of Russian ties which had accumulated, with 
expectation of marketing part of them in Austria, brought 
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down the prices bid some 10 per cent. below those bid a year 
ago, foreign first-class ties being offered in great quantities 
at about 65 cents, delivered in the extreme southeastern corner 
of Prussia, on the border of both Russia and Austria. 





Surveys are to be begun soon for a railway along the 
Black Sea from Touapse, Russia, via Soukhoum to Novosenaki, 
225 miles. 





There is a picturesque spot about 31%4 miles from the city 
of Pressburg, Hungary, close to the Austrian linc, reached 
by a good road with 7 per cent. grades in places. To make 
this accessible, a company has established two overhead con- 
ductors but no railway, the current driving automobiles, of 
which there are six, each with seats for 24 passengers. This 
is said to work perfectly well and noiselessly. 





LOCOMOTIVE COUNTERBALANCING.* 





BY H. H. VAUGHAN, 
Assistant to Vice-President, Canadian Pacific Railway. 





FY. 


In a paper read before the Northwestern Railway Club, in 
1893, I suggested that four-fifths of the weight of the back 
end should be taken at the crank pin, and the weight of the 
front end and one-fifth of the back end at the cross-head, 
figures that were obtained by calculations from two or three 
types of rod; this question was, however, treated in an ex- 
ceedingly ingenious and scientific way in a paper read before 
the New York Railway Club by R. A. Parke. 

He developed an accurate method for obtaining the exact 
division of weights for any rod, and his results showed for 
modern types of rod that five-sixths of the weight of the back 
end of the rod should be considered as concentrated at the 
crank pin with reasonable accuracy. I would refer anyone 
interested in this subject to his paper, as it is a most inter- 
esting example of the application of a really difficult mathe- 
maticai analysis, by which an absolutely simple method is 
deduced for obtaining correct results. I consider, however, 
for practical purposes, that five-sixths of the weight of the 
back end is sufficiently accurate, and that figure is used on 
the Canadian Pacific. 

There is one more elementary statement to make, namely, 
that a weight of W lbs. at a radius 2r has the same effect 
as a weight of 2W lbs. at a radius r; this follows immedi- 

72 
ately from the value of the centrifugal force = 


On. 


for with 


the same number of revolutions V is proportional to r, so 
that for equal forces Mr must be a constant. For simplicity, 
therefore, all balance weights will be assumed to be placed at 
the same distance from the center as the crank pin. 

With these facts in mind, let Fig. 3 represent an ordinary 
engine, and let all the rotating weights be concentrated at 
the crank pin W, say 1,000 lbs.; let the reciprocating weights 
be concentrated at the crosshead at P, say 1,500 lbs. The 
rotating weight can be balanced by a weight of 1,000 lbs. 
placed at C, diametrically opposite W on the other side of 
the center; evidently, whatever be the position of the crank, 
the forces caused by the two weights are equal and opposite, 
and there is no resulting force to disturb the axle at O. 

When, however, attempting to balance the 1,500 lbs. at P, 
by placing 1,500 lbs. at C, the condition is entirely different; 
the horizontal forces caused by the movement of P are exactly 
equal and opposite to those caused by the 1,500 lbs. at 
C, but as no vertical forces are caused by P’s movement, 
the vertical forces caused by the movement of the 1,500 Ibs. 
at C are left entirely unbalanced, and the effect is the same 


~ *A paper “presented “before ‘the September meeting ot the Canadian 
Railway Club. 
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as though a weight of 1,500 lbs. at C were entirely unbalanced 
vertically. 

Whatever weight then is introduced at C to balance the 
horizontal forces caused by P causes vertical forces equal 
in amount to the extent by which those due to P are reduced; 
there is no possible combination by which this can be avoided, 
except by using crank pins that are not at right angles to 
each other. 

For instance, if there were a crank pin at C and a connect- 
ing rod as shown by the dotted line C L, then if the weights 
at L and P were in substantially the same plane and equal, 
they would practically balance each other, as is the case with 
four-cylinder engines, which can be almost perfectly balanced 
without introducing any vertical forces, while three-cylinder 
engines can be balanced longitudinally, but are, with respect 
to nosing, almost in the same class as two-cylinder engines. 
The latter are the engines now under consideration, and in 
their case the question of counterbalancing is a compromise. 








Fig. 3. 


If P is left unbalanced the engine is said to be badly 
balanced, if P is completely balanced the engine is said to 
be well balanced, but vertical forces are introduced which 
certainly may be injurious to track or bridges. 

The extent of the force due to any unbalanced weight 
may be calculated at any speed, but is usually taken at 40 
times the weight when the speed in miles per hour is equal 
to the diameter of drivers in inches; it really varies with 
the stroke, and the exact figures are 38.5 for a 24-in. stroke, 
41.7 for a 26-in., and 44.9 for a 28-in.; taking 40 for an ap- 
proximate figure, 500 lbs. at C above that required to balance 
the rotating weights, or, as it is termed, “as overbalance,” 
means a force of 20.000 lbs. acting upwards and downwards at 
each revolution, and while this seems a high figure, it is occa- 
sionally found. 

The speed of 69 miles per hour is high for a 69-in. wheel, 
but it represents a possible condition, and it must be remem- 
bered that while the factor of 40 is not reached until that 
speed for that size of wheel, it increases with the square 
of the speed, so that it is not advisable to consider a lower 
speed. 

Evidently, then, it is desirable to keep the overhalance as 
small as possible, and yet on the other hand the reciprocating 
parts must be partially balanced for the comfort of the men, 
and the various rules of counterbalancing have really indi- 
cated the nature of the compromise. 

The rule most commonly used in America has been that 
recommended by the committee on the subject at the M.M. 
Convention in 1882, in which two-thirds of the reciprocating 
parts are balanced; this compromise has, on the whole, given 
very satisfactory results, and constituted a great advance on 
one of the methods given as an answer to the inquiry made 
by the committee, which was “to figure a little and then 
guess at it.” 

The two-thirds rule, however, is not necessarily satisfac- 
tory; it proves so in the majority of cases, because the re- 
lations between the weight on drivers, weight of engine, 
and reciprocating parts do not vary greatly in engines of 
ordinary types, but the first great advance was made when 
G. R. Henderson, in a report made to the Norfolk & Western 
Railway, in 1895, pointed out that the allowable weight of 
unbalanced reciprocating parts was a factor of the weight of 
the engine. 
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Assuming only, that the maximum speed is proportional 
to the diameter of the drivers, and that it is desired to con- 
struct engines that will be reasonably comfortable for the 
men at that speed—in other words, that will vibrate to the 
same amount—then evidently the disturbing forces, or the 
weights of the unbalanced parts, may vary in direct propor- 
tion to the weight of the engine. 

Mr. Henderson showed that engines in which 1/400 of the 
weight of the engine was unbalanced rode satisfactorily, and 
that 1/360 can be left unbalanced without objectionable vibra- 
tion; we have then in this rule a scientific method of determin. 
ing the weight of reciprocating parts that may be left unbal- 
anced and yet allow the engine to ride reasonably well, which 
is applicable to engines of widely varying types; for instance, 
if two engines were of the same weight, but one had recipro- 
cating parts weighing twice as much as those on the other, 
this rule would allow the same weight, but one had recipro- 
cating parts weighing twice as much as those on the other, 
this rule would allow the same weight to remain unbalanced; 
in other words, both engines would ride equally well, whereas 
with the old two-thirds rule one engine would have twice as 
much unbalanced weight as the other. 

So far as the action of the engine is concerned, there is, I 
consider, no criticism possible that can be made of this rule; 
in other words, an engine balanced by it is certain to ride 
satisfactorily, but in balancing an engine there is another 
and very important aspect of the matter which it ignores, 
namely, the effect of the overbalance on the track. This 
side of the question has often been referred to, and its effect 
discussed in a general way, but so far as I am aware, loco- 
motive builders have never really established any rule limiting 
its amount, although they have recommended balanced com- 
pound engines or the utilization of the weight of the tender, 
which I shall refer to later. On the other hand, no main- 
tenance of way engineer has, I believe, defined the limit of 
overbalance which he considers permissible, although he will 
cheerfully advocate none being used; neither is he able, except 














Fig. 4. 


in extreme cases, to show any definite evidence of damage 
from this cause. 

Taking, however, the maximum speed before referred to, 
an overbalance of 500 lbs. in a wheel carrying 20,000 Ibs. 
causes the pressure between that wheel and the rail to vary 
from 40,000 lbs. when the overbalance is down, to nothing 
when it is up, and any greater overbalance would tend to lift 
the wheel from the rail. 

Testing plant experiments show that when the calculated 
effect of the overbalance exceeds the weight on the wheel 
that it does actually leave the rail, and that there is a definite 
blow when it strikes it again. 

I have analyzed this action (see American Engineer for 
February, 1909), and have shown that this blow may, in 
extreme cases, be severe and sufficient to account for the 
damage that is occasionally met with; on the other hand, I 
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do not believe that any case of repeated bending of rails 
has occurred in which the vertical effect of the overbalance 
did not considerably exceed the weight on the wheel. It is, 
however, only reasonable to acknowledge that a wheel that 
presses alternately nothing, and 40,000 lbs. on the rail, is 
going to affect the track more than one which presses down 
continuously with 20,000 lbs. 

It will damage more defective rails, cause more injury to 
tracks, and may, in weather when the rail is unevenly sup- 
ported, be the cause of rail breakages. From the track point 
of view, therefore, the less the overbalance the better, and 
the problem of the locomotive engineer is to determine to 
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what extent it can possibly be reduced. To discuss this I 
must refer more in detail to the action of the unbalanced 
weights on the engine. 

In Fig. 4 let P,, P., be the right and left crossheads respec- 
tively, C,, C,, the crank pins, and O,, O., the over-balances; 
as C, and O, are in the middle of the stroke they have no 
horizontal effect, and there is a longitudinal force equal to 
P,—O, tending to drive the right side of the engine backward; 
as P, comes to the end of its backward stroke there is a similar 
force tending to draw the left side of the engine backward, 
and at that time the effect of P and O is nothing, 

This action is repeated at the other end of the stroke, so 
that the action of the unbalanced weight is to drive the 
engine backwards and forwards as a whole, and also to cause 
the ends of it to vibrate transversely; or, as it is usually 
called, “make it nose.” 

There are then two dictinct actions of the unbalanced weight 
in an engine, which I will call the longitudinal and trans- 
verse movements; the latter you will agree, I believe, is not 
generally very noticeable, but on small 8-wheel engines it is 
objectionable when running at a high rate of speed. 

Some years ago, when working on this subject, I noticed, 
as I dare say you have, that on the longer, heavier engines, 
the nosing from unbalanced weights was not noticeable, and 
in a paper before the Northwestern Railway Club, in 1896, I 
advocated a rule in which the unbalanced weight was in- 
creased in proportion to the length of the engine as well 
as to its weight. This rule was defective, as it increased the 
longitudinal vibrations on a long engine as compared to a 
shorter one of equal weight, and as the longitudinal vibra- 
tions are those which render an engine rough riding, it could 
not, and no rule could increase the unbalanced weight beyond 
a certain amount without being objectionable. 

{t is true that engines balanced by it rode satisfactorily, 
but that was because it started with a short engine with 1/400 
0: the weight unbalanced, and on the longest engines it was 
applied to, did not increase the unbalanced weight beyond 
1°60, which is an amount that does not, as a rule, lead to 
criticism by the men. 
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Although this rule was not of much practical value, it 
recognized one point, namely, that the nosing motion was not 
as important as the longitudinal, and when investigating the 
counterbalancing of some engines on the Canadian Pacific, 
in which the counterbalances were offset so as to increase 
the longitudinal, and decrease the nosing movement, it oc- 
curred to me that by allowing an increase in the nosing 
movement, a decrease in the amount of overbalance could be 
obtained without increasing the longitudinal movements, 

This can be done by means of offset counterbalance weights, 
but as they have a serious objection, the same result can be 
obtained by means of supplementary counterbalance weights 
placed at right angles to the cranks. This arrangement is 
shown on Fig. 5, S,, S., indicating the supplementary counter- 
balances and the arrows the direction of the forces. 

Neglecting the difference in the distances, center to center, 
of the balance weights and the pistons, which it is not neces- 
sary to consider here, it will be seen that the forces at 0, 
and S, both tend to drive the engine forward as against 
that of P, driving it backward; in place of a force P,—O, 
driving it backward as in Fig. 4, the force is, therefore, re- 
duced to P,—(0.+S,) on the other hand, the force P,—O, still 
tends to throw the front of the engine to the right, and it is 
assisted by §S,. 

The net result therefore is, an engine that is balanced 
longitudinally as an engine would be with an overbalance 
O.+S,, and balanced transversely as though its overbalance 
were O.—S,. To put this into figures, suppose the engine 
weighs 160,000 lbs., and the reciprocating parts weigh 1,300 
lbs. a side; the permissible unbalanced weight at 1/400 of the 
weight is 400 lbs., leaving 900 lbs. to be balanced, or 300 Ibs. 
per wheel, if the engine has six drivers; if the weight per 
wheel is 20,000 lbs., this overbalance is 1.5 per cent. of the 
weight on the wheel, and the variation in pressure at the 
maximum speed is 12,000 lbs., or 60 per cent. 

This would not be an unusual case, in fact it would be an 
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Fig. 6. 


ordinarily well-balanced engine. Now, if we place a supple 
mentary balance weight of 100 lbs. on the opposite wheel, 
and reduce the overbalance to 200 lbs., this 200 lbs., and the 
100 lbs. from the other wheel, make up the 300 Ibs. to balance 
the engine longitudinally, but for transverse balance the 100 
Ibs. has to be deducted from the 200 lbs. overbalance, so 
that only 100 lbs. is balanced in each wheel, or 300 Ibs. 
altogether. , 

Taking 300 from 1,300, leaves 1,000 lbs. unbalanced trans- 
versely, or 1/160 of the weight, and we, therefore, have an 
engine that longitudinally has 1/400 of its weight unbalanced, 
but transversely 1/160 unbalanced. The overbalance has been 
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reduced from 300 to 200, but the reduction in the effect on 
the track is not quite as great as this; the greatest effect 


of S, and O, is not when O, is vertical, but it equals v(0?+8°) 


or, for the two weights in question 222 lbs., a reduction of 78 
lbs., or 3,120 lbs. at the maximum speed. 

I am not entirely prepared to say how far this system can 
be carried, but from the experiments so far, it would appear 
that an engine having 1/400 of its weight unbalanced longitu- 
dinally, and entirely unbalanced transversely, is entirely 
satisfactory as far as its riding qualities are concerned. This 
would mean that the supplementary balance was equal to 
the overbalance, and in that case the effect on the track 
would be 71 per cent. of that of an ordinary overbalance giving 
the same longitudinal effect, and this reduction can be accom- 
plished without detriment to the ordinary qualities of the 
engine, or without introducing any objectionable troubles. 


It is true that the nosing must be prevented by the pressure 
on the hubs of the wheels, but against this, it must be remem- 
bered, that when balance weights are distributed among 
three or four wheels that the effect of the overbalance on the 
boxes of all except the main wheels is just the same as it is 
on the track, and that the steadying effect on the engine is 
obtained at the expense of wear in the boxes. The wheel 
base on an engine is so long, compared to the distance from 
the center of the engine to the center of the cylinder, that 
a very small pressure on the hub is able to overcome a nosing 
motion much better than a balance weight, and probably with 
less wear. 


We are not, however, leaving engines entirely unbalanced 
transversely except as an experiment, but are leaving from 
1/100 to 1/150 of the weight unbalanced transversely, and 
1/400 unbalanced longitudinally with extremely satisfactory 
results; one passenger engine has been entirely balanced 
longitudinally and entirely unbalanced transversely. It is 
reported to be a “perfect riding engine,” and its balance is 
exactly the same as a 3-cylinder engine having two outside 
cranks each at right angles to the inside crank, and otherwise 
unbalanced, so that it has been shown that an engine of this 
kind would be entirely satisfactory as far as the balancing is 
concerned. 

We are, however, using the system of balancing to reduce 
the action of the overbalance on the rail, and have adopted 
a rule to balance the engine so that the overbalance in any 
one wheel shall not, if possible, exceed 1 per cent. of .the 
weight on that wheel, and is limited to 114 per cent. 

The latter figure causes a variation of 50 per cent. of the 
weight on the wheel at the maximum speed, and while I have, 
of course, no accurate information to show that this is the 
proper limit, it is so much better than on many existing 
engines, that I feel that it is a sound limit to work to, and 
we are certain that under no conditions can any hammer blow 
occur from wheels balanced in this way. So far, no engine 
has been met with in which it is not possible, by using supple- 
mentary balances, to obtain satisfactory results without in- 
creasing the overbalance above this amount. 


There are also one or two practical advantages in the 
system of allowing a greater unbalanced weight transversely. 
It is possible to properly counterbalance consolidations, as 
the supplementary weights can be placed in the wheels at 
right angles to the crank, thus overcoming the difficulty ex- 
perienced of not being able to get sufficient balance opposite 
the crank without an excessive overbalance in the leaders and 
trailers. 

It makes the adjustment of the balance very easy. It is 
only necessary to cast the main balances 75 or 100 lbs. light, 
and then place 75, 100, or 125 lbs. in the supplementary 
balance, as is necessary to keep the longitudinal unbalanced 
weight down to 1/400 of the weight of the engine. Extreme 
accuracy is entirely unnecessary, any engine that has less 
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than 1/400 unbalanced longitudinally will ride well, and 
apparently, the transverse balancing is very unimportant. 

The weights should be checked up to see that the effect of 
the overbalance and supplementary balance is less than 14 
per cent. of the weight on the wheel, but this is fairly well 
known from corresponding engines, and in the types so far 
gone into, there has been no case where this figure had to be 
exceeded. 

These advantages are, of course, incidental; the chief in- 
terest is, I consider, the fact that an engine may be unbalanced 
transversely to a far greater extent than longitudinally with. 
out causing its riding qualities to be objectionable; conse- 
quently, the overbalance can be reduced, and its effect on the 
track maintained within reasonable limits. 

I have referred to the utilization of the weight of the tender. 
This has been done on the Prussian State Railways by 
coupling the engine with tender so firmly that the weight of 
the tender assisted in absorbing the longitudinal vibrations. 
If this could be done the factor of 1/400 could, of course, be 
applied to the total weight of the engine and tender, and I 
understand that engines have run with the reciprocating parts 
entirely unbalanced with satisfactory resulis. 

We have always found here that when less than 1/360 was 
unbalanced, trouble has developed in keeping up the con- 
nection between engine and tender, and lost motion has oc- 
curred very quickly. I feel: that, with our heavy reciprocat- 
ing parts and hard service, this method is hardly practicable, 
and it does not afford any hope of being able to avoid some 
system of balancing for two-cylinder engines. 

Before closing, I wish to refer to offset counterbalances, 
as it is obvious that the combination of main and supple- 
mentary balances, I have described is the same as an offset 
balance weight; the trouble with the latter is that it cannot. 
be weighed, and must be calculated. 

Some very serious errors have been introduced by depend- 
ing on weighing it, especially where it is offset, to reduce 
the nosing movement; in Fig. 6 let C,, C., be the crank pins, 
O,, O., the counterbalance (not only the overbalances); when 
weights are placed on the crank pins at C,, they do not 
show the weight of the overbalance at O,, as is the case with 
an ordinary balance opposite the crank; suppose the crank 
pin radius be 12 in. and the counterbalance O, is set 4 in. 
off the center line; evidently the weight at C, acting at 12 in. 
is helped by that at O, acting at 4 in., and the mistake has. 
been made of thinking this weight the counterbalance at O,; 
it does not begin to. 

O, in addition to balancing the weights at C,, is balancing 
the entire weight of the crank pin and hub, and a numerical 
example will show what happens. Suppose O, is also 12 in. 
from the center, and that the weight of the crank pin and 
hub at C, is 500 lbs., and that the counterbalance desired is 
400 lbs. Neglecting the fact that O, is not quite 12 in. from 
the vertical line, it would require 900 lbs. at O, to give a 
counterbalance of 400 lbs. in addition to balancing the weight 
of the hub; this 900 lbs. would also act at O, at a distance 
of 4 in. from the center line, and consequently the weight 
900 X 12—900 Xx 4 





required at C, to balance would be or 600 
12 

lbs., of which 500 lbs. is supplied by the crank pins and hub, 

leaving only 100 lbs. actually necessary to balance an over- 

balance of 400 Ibs. 

Evidently, this might easily be very misleading, and the 
difficulty is that, from the weight on the crank pin the actual 
overbalance cannot be calculated. except by estimating the 
weight of the crank pin and hub, and knowing the. exact 
offset of the center of gravity of the counterbalance. 

For this reason the arrangement of counterbalance weights 
directly opposite the pin is far better, as they can accurately 
be weighed and the supplementary balances of known weight 
afterwards added. 
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General News Section. 


An increase of one cent an hour in the pay of the shop em- 
ployees of the Chicago, Burlington & Quincy and the Great 
Northern has been announced. 


The Chicago, Milwaukee & St. Paul has added its name 
to the list of those roads which did not kill a passenger in the 
year ended June 30, 1909. The total number of passengers 
carried was 15,261,551. 


At Norwich, N. Y., October 4, the grand jury reported three 
indictments against the Delaware, Lackawanna & Western 
for violation of the state law requiring railways to pay their 
employees twice a month. 


According to a note in the Equipment Register, a joint car 
interchange bureau has been established at Cincinnati. The 
articles of agreement printed refer only to interchange 
records and say nothing about inspection of cars. 


On Sept. 28 the Spokane & Inland Empire Railroad enter- 
tained President Taft and his party at a game dinner at its 
dayden lake resort, which is located in the national forest 
reserve in Idaho. The president wag taken from Spokane in 
a special three-car train. The bill of fare included Hayden 
lake bass, grouse, venison and cub bear. 


In her voyage ending Thursday, September 30, the Cunard 
steamship “Mauretania” again shortened the record from Ire- 
land to America, making the trip from Daunt’s Rock to the 
Ambrose channel lightship in 4 days, 10 hours, 51 minutes; 
this in spite of two days of rough weather. The average speed 
was 26.06 knots an hour. The “Mauretania” landed her pas- 
sengers in New York at 6:30 p.m., and letters were delivered 
in New York at 9 p.m. to business places that were open at 
that hour. 





A Posm on a Railway. 


liow dear to our heart is the Hudson Bay Railway 
That Liberals promised in August last year— 
But when will they build it and make the West happy? 
The answer forthcoming is “Never,” we fear. 
The Leader supported that policy madly, 
And “On to the Bay!” was its boisterous yell, 
But now that its party has won the election, 
The old H. B. railway may go plump to—well. 
That Hudson Bay Railway— 
That oft promised railway— 
That never built railway 
We all know so well!! 
—From an unidentified Canadian Paper. 





A. J. Earling on the Chicago, Milwaukee & Puget Sound. 

A. J. Harling, president of the Chicago, Milwaukee & St. 
laul, is quoted as follows in the Seattle Post-Intelligencer re- 
carding the Chicago, Milwaukee & Puget Sound: 

“Our line is in superb condition, so much better than I had 
cxpected that it hag been an agreeable surprise to me. We 
began ballasting once the rails were laid and did not draw 

is work along, completing it at once. We have been more 

an recompensed by the heavy traffic we are already enjoying 

id the present condition of the line. 

“We intend io build branch lines as quickly as possible, and 
on the completion of surveys that are now under way will 
vild a line both north and south of Othello, reaching wheat 

lds already yielding and districts that will be developed 

ith transportation facilities. It is cur intention te build 

o the Moses Lake district. 

“The, line to the coal and timber near Enumclaw will be 

irted next week, and we shall have it completed as quickly 

possible. Our surveys north of Grays harbor have been 


completed, and next season shall see our line started toward 
the straits. 

“While the Tacoma & Eastern is being extended some 20 
miles to new timber districts, that must not be taken as a 
move toward Portland. We have a number of branch lines 
in contemplation, but it is mere guess work to say whether 
there will anything come of the surveys we have made. When 
the business warrants it we shall build. Our road is in such 
splendid condition that we could start a fast mail service to- 
day, but the passenger service will not begin until July, next 
season. The hundreds of cars and the engines required, icing 
houses and the many other things to insure perfect service 
compel us to be slow. Our Oriental traffic connections have 
secured much more tonnage than we first expected.” 





Pensions on the Rock Island Lines. 


t is announced that pensions will probably be paid on the 
Rock Island Lines by next January. Edward S. Moore, second 
assistant to the president, has forwarded blanks to all heads 
of departments asking for facts concerning officers and em- 
ployees whose entire time has been given to this company’s 
service and who have attained the age of 70 years or will 
attain it by June 30, 1910; also those who have been in con- 
tinuous service 25 years or more and have become perma- 
nently incapacitated, regardless of age. The term of service 
is to be considered as dating from the day since which officers 
or employees have been continuously employed upon any of 
the roads now known as the Rock Island Lines, whether prior 
or subsequent to the control or acquisition of these roads by 
the Chicago, Rock Island & Pacific Railway. The rules of the 
proposed pension system have not all been worked out. 





Enginemen as Passenger Agents. 


Enginemen may become traffic solicitors by adopting ad- 
vanced methods of handling engines, so as not to jolt pas- 
sengers in starting or stopping their trains, avoiding reckless 
running, and by firing lightly, so as to prevent black smoke. 

Some exceptionally good fuel records, equal to the average 
European railweys, have recently been made by our engines— 
and if the average consumption of coal could be reduced to 
these special records the electrification of railways would be 
indefinitely postponed, because there would be no smoke nuis- 
ance, and the cost of operation by steam would be so low that 
the advantages of the electric railway would be removed. 

There is no trick in it. All that is necessary is to 
take full advantage of your knowledge of the district over 
which you are running, and of your engine. 

First—Shut off steam when it is not required. 

Second—Regulate the feed water, so that the supply will be 
just equal to the evaporation. 

Third—Fire lightly, scattering the coal well over the grate 
bars, so that the dust and gases from each particle of green 
coal will be arrested and consumed instead of being thrown 
out of the stack in black smoke when the engine is fired heav- 
ily, or fed more than it can comfortably digest.—Circular 
issued by J. Osborne, Supt. Canadian Pacific. 





Our Literary Department. 


A conductor and a brakeman on a Montana* railway differ 
as to the proper pronunciation of the name Eurelia. Pas- 
sengers are often startled upon arrival at this station to hear 
the conductor yell, “You’re a liar! You’re a liar!” And then 
from the brakeman at the other end of the car, “You really 
are! You really are!” 


*This paragraph is copied from an exchange published in the East. 
Western papers in copying will, of course, insert, in place of Montana, 
some Eastern state. 
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Association of Car Lighting Engineers. 





The second annual convention of the Association of Car 
Lighting Engineers was held at the La Salle Hotel, Chicago, 
October 4 to 7. The convention opened Monday morning with 
President A. J. Farrelly, electrical engineer of the Chicago 
& North Western, presiding. In a short address the presi- 
dent reviewed the history of the organization from its forma- 
tion in May, 1908. He advocated the maintenance of the con- 
servatism and high ideals which have thus far characterized 
its proceedings, to the end that it may be recognized by all 
railway officers as an organization of men accomplishing defi- 
nite results. As an evidence of the high esteem in which the 
association is already held by railway officers he mentioned 
the number of men who have already accepted associate mem- 
berships and have expressed their desire to do all possible 
to further its interests. 


The sessions Monday afternoon and all day Tuesday and 
Wednesday were devoted to committee reports and the read- 
ing of papers. Papers were presented by J. H. Klinck, of the 
Westinghouse Electric & Manufacturing Company, on the 
“Application of Electricity to Railway Shops’; by Dr. Max 
Bettner, chief engineer of the Gesellschaft fiir Elektrische 
Zugbeleuchting, on “Train Lighting on European Railways,” 
and by H.:M. Beck, of the Electric Storage Battery Company, 
on “Storage Batteries as Applied to Train Lighting.” 


Two reports by standing committees on “Standards” and 
on “Improvements,” and two by special committees on “Axle 
Generators” and on “Lamps” were presented and opened for 
discussion. The committee on “Standards” made 14 recom- 
mendations, which will be recommended to the M. C. B. Asso- 
ciation for adoption as standard practice. The recommenda- 
tions cover voltages to be adopted for train lighting, train 
line connections, battery box construction, clearance of axle 
generators and arrangement of axle pulleys. 


The committee on “Improvements,” before taking up the 
detailed improvements in lighting appliances, approved of the 
recent tendency to improve the mechanical and electrical de- 
tails of existing apparatus rather than to alter the main fea- 
tures, and especially mentioned the progress made in main- 
taining apparatus due to concise “Maintenance and Operation 
Instructions” issued by various manufacturers. The report 
was divided into five parts, taking up the apparatus used in 
axle lighting, the head end system and simple storage, with 
two divisions given to storage batteries and interior car-light- 
ing equipment. The committee on “Axle Generators’ made 
its report, first, on the design and construction of the axle 
generator and its auxiliary apparatus, making recommenda- 
tions which cover most of the details; second, on the opera- 
tion of the battery in connection with the axle generator, dis- 
cussing the four ways of charging the battery and recom- 
mending the method termed “floating,” and, third, on the 
operation of the lamps, recommending that voltage at lamps 
be controlled within 1% per cent. plus and minus and closer 
if practicable. 

The committee on “Lamps” offered resolutions to standard- 
ize specified types of carbon, tantalum and tungsten lamps 
for train lighting, thereby greatly reducing the number of 
types to be used. Only two voltages were recommended, 32 
and 64 volts. 


Dr. Max Bettner drew comparisons between the use of elec- 
tricity on the Continent and in the United States, pointing 
out with discrimination the good and bad features of the 
different systems as determined by European experience. In 
discussing the head end system he took up five arrangements 
which are in use on the Continent and which do not include 
the arrangement most frequently used in this country, that 
of driving a generator in the baggage car by a turbine taking 
steam from the locomotive. Under the straight battery sys- 
tem he showed the superiority of the short time charge com- 
mon in Europe, which avoids the necessity of holding coaches 
out of service as long as is common in American practice. 
A large variety of axle lighting systems is in use on the 
continent and the advantages and disadvantages of different 
ones were shown. He closed his paper with an appeal for 
standardization of equipment on all roads to allow interchange 
of cars and increase the efficiency of the force in charge of 
car-lighting. 
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The paper by J. H. Klinck on the “Application of Electricity 
to Railway Shops” was based on his experience both in rail- 
way service and in the supply trade. He showed that since 
no alternating current motor is in use which will furnish the 
necessary speed adjustment the only application for shop 
work to be considered is the alternating current generator 
with rotary converters or motor generator sets to furnish the 
direct current power to the motors. He condemned the selec- 
tion, of motors by name-plate rating and advocated using the 
heating properties and commutation in selecting the motor 
for a given service. He took up the main arguments in favor 
of electrical drive, dwelling on the decrease in unit cost in 
spite of increased initial cost and possibly increased operating 
expenses, the advantage of locating the plant in any part of 
the shop, the facility with which the plant can be enlarged 
to take up increased load, the ability to use portable tools 
and overhead cranes and the possibility of operating portions 
of the plant without using the entire power equipment. Dur- 
ing the reading of the paper Mr. Klinck passed out booklets 
containing valuable data worked up by the Westinghouse Elec- 
tric & Manufacturing Company on the application of motors 
to machine tools. 


The aim of the paper by H. W. Beck on “Storage Batteries 
as Applied to Train Lighting’ was to cover the important 
points in the operation of batteries which do not seem to be 
clearly understood from the instruction books which manu- 
facturers furnish. He impressed the necessity of cleanliness, 
constant inspection, replacing of evaporation, removal of sedi- 
ment and restoring of lowered specific gravity. He recom- 
mended the abandonment of the cadmium test for ordinary 
service and touched on the initial charge, charging and dis- 
charge, readings and low cells. The two great faults in ordi- 
nary battery operation which he emphasized were the incom- 
plete charging and the replacing of evaporation with electro- 
lyte instead of water. In his conclusion he summed up in 
six rules for operating: (1) Give a battery regular. atten. 
tion. (2) Aim to charge properly. If in doubt cut off regular 
charge too soon and continue maximum charge too long. (3) 
Do not discharge too far. (4) Prevent short circuits either 
from sediment or material between the plates. (5) Keep 
plates covered with eiectrolyte but always replace evaporation 
with pure rain water. (6) Never allow strength of electrolyte 
to get above standard. 


Perhaps the most important item of business transacted at 
the convention was the changing of the name of the organiza- 
tion from the “Association of Car Lighting Engineers” to the 
“Association of Railway Electrical Engineers.” The main 
reason for the change is that the duties of a majority of the 
members are not restricted to car-lighting; in many cases 
their other activities are the more important. 


The annual election of officers took place Thursday. We go 
to press too early to give the results. 


In addition to the exhibitors listed below, a number of com- 
panies had representatives present but no exhibits. 


Adams & Westlake Co., Chicago.—Car lighting lamps; car fixtures: 
berth lamps, new style; Adlake-Newbold axle lighting equipment : 
Adlake acetylene gas car-lighting equipment. Represented by R. M. 
Newbold, W. S. Ham. 

Central Electric Company, Chicago.—Gibbs train connectors; Opalux 
shades and reflectors; Columbia lamps; Diehl railway fans; P. M. 
remote control switches; Oconite wires and tapes; Anderson charg- 
ing plugs; D. & W. fuses; Vulcabeston wire. Represented by J. M. 
Lorenz, A. S. Pearl, W. A. Dunsmore. 

Economy Engineering Company, Chicago.—Economy steel tiering ma- 
chines for handling storage batteries. 


Electric Storage Battery Company, Philadelphia.—Chloride, Tudor 
and Exide accumulator batteries. Represented by H. E. Hunt, 
T. Miller. 

General Electric Company, Schenectady, N. Y.—Steam turbine for 


head, and system dismantled to show interior; cabinet showing al! 
the various train lighting lamps made. Represented by J. Scrib- 
ner, F. T. Benson, Henry Schroeder. 

Gould Coupler Company, New York and Chicago.—Electric car lighting 
system. Represented by C. W. Gould. 

Gould Storage Battery "Company, New York and Chicago.—Storazge 
batteries for car lighting. Represented by George G. Milne, G. i. 
Berger. 

Charles L. Kiewert Electric Manufacturing Company, Milwaukee, 
Wis.—Aurola and Alba flaming are lamps. Represented by H. «. 
Olmstead. 

New York Leather Belting Co., New York and Chicago.—Special ct 
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lighting generator belt (Victor-Balate). 
Glatt and Joseph L. Abt. 

Oneida Steel Pulley Company, Chicago.—Steel axle pulleys; Balata 
belting. Represented by H. P. Gale. 

Pyle-National Electric Headlight Company, Chicago.—Electric head- 
light equipment complete, including the Ross special headlight 
case. Represented by Mark A. Ross, J. Will Johnson. 

Safety Car Heating & Lighting Company, New York.—Safety axle 
lighting outfit in operation showing interior of car. Represented by 
J. G. Van Winkle, A. C. Moore, L. R. Pomeroy. 

Sangamo Electric Company, Springfield, I1]l—Sangamo ampere-hour 
meters for use with storage batteries. Represented by J. Southard. 

U. S. Light & Heating Company, New York.—Train lighting batteries ; 
four sizes Bliss axle generator with regulator; one Moskowitz reg- 
ulator and generator. Represented by J. L. Pomeroy, J. A. Smith, 
W. L. Bliss, Morris Moskowitz, Bertram Smith. 

United States Sherardizing Company, Pittsburgh, Pa.—‘‘Sheraduct” 
rust proof conduit. Represented by I. A. Bennett Company, Chi- 
cago, 

Universal Electric Storage Battery Company.—Batteries for train 
lighting. Represented by W. Bentley. 

Ward Equipment Company, New York.—Low pressure steam valves 
for car heating; end train line valve; gravity steam coupler; 
charging plugs; car receptacle for electric equipment. Represented 
by George B. Culver. 

Western Electric Company, New York and Chicago.—Bluebell bat- 
teries; black enamel magnet wire; train lighting lamps; Victor sol- 
dering material; fan motors; spark coils; Faraday bells. Repre- 
sented by George H. Porter. 

Westinghouse Electric & Manufacturing Company, Westinghouse Lamp 
Company and Westinghouse Storage Battery Company, Pittsburgh, 
Pa.—Wire type Tungsten car lighting lamps; Westinghouse storage 
battery for train lighting; also motors, circuit breakers, switches, 
transformers, for use in railway shops. Represented by S. B. 
Dusenberre, J. M. Schilling, R. E. Schaulin, B. F. Fisher, Charles 
Talbott, A. N. Brown. 

Willard Storage Battery Company, Cleveland, O., and Chicago.— 
Standard line of train lighting storage batteries; samples of bat- 
tery plates, one plate showing 80 ribs per inch developed in order 
to show the absolute uniformity obtained by the Willard method 
of developing the surface; also to show that the lead is left in its 
original dense condition in the ribs. Represented by W. E. Ballan- 
tine, T. A. Willard, F. S. Gallaway, R. Norberg, L. B. Fijux, Louis 
Sears. 


Represented by W. H. 





American Association of Traveling Passenger Agents. 


The thirty-seventh annual convention of the American Asso- 
ciation of Traveling Passenger Agents will be held at the La 
Salle Hotel, Chicago, on Tuesday and Wednesday, October 12 
and 18. The business session wiil be held in the La Salle 
Hotel auditorium on October 12 at 10 am. John Francis, 
general passenger agent of the Burlington, will deliver an 
aidress. The subject, “Complete Co-Operation of All Railroad 
Departments and Closer Relations with the Public,” will be 
discussed by the members. A complimentary luncheon will 
be given to the ladies at the retail store of Marshall Field & 
Company on Tuesday at 1:30 p.m. The ladies will be shown 
through the store by special guides. In the evening there will 
be a reception for those attending the convention and their 
ladies in the ciub rooms of the Traffic Club of Chicago in the 
La Salle Hotel. 

There will be another business session at 10 a.m. on Wednes- 
day. While this is going on the ladies will be taken about 
the parks and boulevards of Chicago in automobiles. At 6 
E.m. there will be a reception at the La Salle Hotel and at 
7:30 a banquet at the same place. 

Meetings of the Central, the Western and the Transcon- 
tinental Passenger Associations will be held in Chicago while 
the convention is going on, and it is expected that many of 
the higher passenger officers of the railways of the country 
will attend some of the sessions of the convention and also 
the dinner on Wednesday evening. 





American Society of Mechanical Engineers. 
Meetings to be held during October are as follows: 

New York, October 12, in the Engineering Societies build- 

ing, with a paper by Prof. R. C. Carpenter, of Cornell Uni- 

versity, on The High-Pressure Fire System of New York 

City. 

_ St. Louis, jointly with the Engineers Club of St. Louis, 

October 16, when Prof. Carpenter will again present his paper 

oi the high-pressure fire system. 
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Boston, October 20, jointly with the Boston Society of Civil 
Engineers in Chipman Hall, a paper will be presented by 
Prof. Gaetano Lanza and Lawrence S, Smith on Comparison 
of Results Obtained by the Use of Three Theories of the Dis- 
tribution of the Stresses in Reinforced Concrete Beams, with 
the experimental results. 

The meetings in St. Louis and Boston, as well as in New 
York, are to be regular meetings of the society, with the 
same standards maintained in regard to papers, discussion 
and general conduct of the meetings that have been estab- 
lished by the convention and other regular meetings of the 
society held in previous years. 





Southeastern Accounting Conference. 





The next meeting of the Southeastern Accounting Confer- 
ence will be held at Hotel Chamberlain, Fortress Monroe, Va. 
(Old Point Comfort), November 4 and 5 





MEETINGS AND CONVENTIONS. 


The following ‘list gives names at secretaries, dates of next or regu- 
lar meetings, and places of meeting. 


AIR BRAKE ASSOCIATION.—F. M. Nellis, 538 State St., Boston, Mass. 
AMERICAN ASSOCIATION OF DEMURRAGE OFFICERS.—A. G. Thomason, 
Scranton, Pa. June, 1910; Niagara Falls, Ont. 
AMERICAN ASSOC. OF LOCAL FREIGHT AGENTS’ ASS’NS.—G. W. 

son, Penna. Co., Toledo, Ohio. 
AMERICAN Rigg? Be OF ELECTRICAL ENGINEERS.—R. W. Pope, 33 West 
39th St., New York; second Friday in month; New York. 
AMERICAN RAILWAY ASSOCIATION.—W. F. Allen, 24 Park Place, New 
York, Nov. 17; Chicago. 

AMERICAN RAILWAY BRIDGE AND BUILDING ASSOCIATION.—S. F. Patter- 
son, B. & M., Concord, N. H.; Oct. 19, 1909; Jacksonville, Fla. 

AMERICAN RAILWAY ENGINEERING AND MAINT. OF Way Assoc.—E. H. 
Fritch, Monadnock Bldg., Chicago. March 14-17, 1910; Chicago. 

AMERICAN Raruwar INDUSTRIAL ASSOCIATION.—G. L. Stewart, St. L. 
S. W. St. Louis; second Tuesday, May; Memphis, Tenn. 

AMERICAN mer MASTER MECHANICS’ ASSOCIATION.—J. W. Taylor, 
Old Colony Bldg., Chicago. 

AMERICAN SociIpTy FOR TESTING MATERIALS.—Prof. Edgar Marburg, 
Univ. of Pa., Philadelphia. 

AMERICAN SOCIETY OF CIVIL ENGINEERS.—C. W. Hunt, 220 W. 57th St., 
N. Y.; 1st and 3d Wed., except July and August; New York. 

AMERICAN Rag TY OF MECHANICAL ENGINEERS. Calvin Ww. Rice, 29 W. 
39th St., N. Y.; 2d Tues. in month; annual, Dec. 7-10; New York. 

AMERICAN STREET AND INTERURBAN RAILWAY ASSOCIATION.—B. A 2 
Swenson, 29 W. 39th St., New York. 

ASSOCIATION OF AMERICAN RAILWAY ACCOUNTING OFFICERS.—C. G. 


Denni- 





en 143 Dearborn St., Chicago. June 29, 1910; Colorado 
prings 
——— OF RAILWAY CLAIM AGENTS.—E. H. Hemus, A., T. & S. F., 


Topeka, Kan.; May; Nashville, Tenn. 
ASSOCIATION OF RAILWAY TELEGRAPH SUPERINTENDENTS.—P. W. Drew, 
Wisconsin Central Ry., Chicago. May 16-20, 1910; Los Angeles. 
ASSOCIATION OF TRANSPORTATION AND CAR ACCOUNTING OFFICERS.— 
G. P. Conard, 24 Park Place, N. Y. Dec. 14-15; Chattanooga. 
CANADIAN RAILWAY CLUB.—James Powell, Grand Trunk Ry., Montreal, 
Que. : Ist Tues. in month, except June, July and Aug.; Montreal. 
CANADIAN SOCIETY OF CIVIL ENGINEERS.—Clement H. McLeod, Mon- 
treal, Que.; irregular, usually weekly ; Montreal. 

CENTRAL RAILWAY CLUB.—H. D. Vaught, 95 Liberty St., New York; 2d 
Friday in January, March, May, Sept. and Nov.; Buffalo. 
FREIGHT CLAIM ASSOCIATION.— Warren P. Taylor, Rich., Fred. & Pot. 

R. R., Richmond, Va. June 15, 1910, California. 
INTERNATIONAL MASTER BOILER MAKERS’ ASSOCIATION.—Harry D. 
Vought, 95 Liberty St., New York. 
INTERNATIONAL RAILWAY FUEL ASSOCIATION.—D. B. Sebastian, La Salle 
St. Station, Chicago. 
INTERNATIONAL RAILWAY GENERAL FOREMEN’S ASSOCIATION.—L. H. 
Bryan, D. & I. R. Ry., Two Harbors, Minn.; May; Cincinnati. 
Iowa RAILWAY CLUB.—W. B. Harrison, Union Station, Des Moines, Ia.; 
2d Friday in month, except July and August; Des Moines. 
ee BuILppeRS’ ASSOCIATION.—J. W. Taylor, Old Colony Bldg., 
hicago. 


NEw ENGLAND RAILROAD CLUB.—G. H. Frazier, 10 Oliver St., Boston, 
Mass. ; 2d Tues. in month, ex. June, July, Aug. and Sept. ; Boston. 
New YorK RAILRoAD CLUB.—H. D. Vought, 95 Liberty St., New York ; 


3d Friday in month, except June, July and August; New York. 

NorTH-WEStT RAILWAY CLuB.-—T. W. Flanagan, Soo Line, Minn.; 1st 
Tues. after 2d Mon., ex. June, July, August; St. Paul and Minn. 

RAILWAY CLUB OF PITTSBURGH.—J. D. Conway, Pittsburgh, Pa.; 4th 
Friday in month, except June, July and August; Pittsburgh. 

RAILWAY SIGNAL ASSOCIATION .—C. C. Rosenberg, 12 North Linden St., 
Bethlehem, Pa.; Oct. 12-14; Louisville, Ky. 

RAILWAY STOREKEEPERS’ ASSOCIATION.—J. P. Macsks, Box C, Collin- 
wood, Ohio. 

ROADMASTERS’ AND MAINTENANCE OF WAy ASSOCIATION.—Walter E. 
Emery, P. & P. U. Ry., Peoria, Ill. 

Str. Louis RAILWAy CLuB.—B. W..Frauenthal, Union Station, St. Louis, 
Mo.; 2d Friday in month, except June, July and Aug. ; St. Louis. 

Society oF RAILWAY FINANCIAL OFFICERS.—C. Norquist, Chicago. 

SOUTHERN ASSOCIATION OF CAR SERVICE OFFICERS.—J. H. O’Donnell, 
Bogalusa, La.; Oct. 21; Birmingham, Ala. 

SOUTHERN AND SOUTHWESTERN Ry. CLuB.—A. J. Merrill, Prudential 

g., Atlanta; 3d Thurs., Jan., April, Aug. and Nov.; Atlanta. 

TRAVELING ENGINEERS’ ASSOCIATION.—W. O. Thompson, N. ¥. C. & H. 
R. R. R., East Buffalo, N. Y. 

WESTERN CANADA Rainway CLus.—W. H. Rosevear, 199 Chestnut St., 
Winnipeg; 2d Mon., ex. June, July and Aug.; Winnipeg. 
WESTERN RAILWAY CLuB.—J. W. Taylor, Old Colony Bldg. ., Chicago; 3d 

Tuesday each month, except June, July and August ; Chicago. 
WESTERN SOCIETY OF ENGINEERS.—J. H. Warder, Monadnock Bldg., 
Chicago; 1st Wednesday, except July and August; Chicago. 








Craftic News. 


The Pennsylvania Railroad reports that its freight cars 
are now all in use—for the first time in almost two years. 





The records of traffic through the ship canals at Sault Ste. 
Marie for the month of September show a total] net tonnage 
of 9,227,190. This breaks all previous records, the nine-mil- 
lion mark having never been reached before. 


According to a press despatch from Baltimore, the move- 
ment of coal from the Maryland and West Virginia mines is 
now so heavy that cars are becoming scarce. The Baltimore 
& Ohio began October 4 distributing coal cars to the mines on 
a percentage basis. 


On Sunday last six steamships arriving in New York from 
Europe landed 4,600 first and second cabin passengers. Five 
of these vessels came to their docks within a few minutes 
of each other, and it was late in the evening before the 
baggage had all been examined by the officers of the cus- 
tom house. 


The railways carrying Virginian coal to the Atlantic sea- 
board—the Pennsylvania, the Baltimore & Ohio, the Western 
Maryland and others—have issued tariffs complying with the 
order of the Interstate Commerce Commission making reduc- 
tions in shipments frem George’s Creek; but they will con- 
tinue their contest in the courts to have the order of the com- 
mission declared unlawful. 


Loaded freight cars moved over the New York Central 
Lines in the month of September aggregated 1,720,794, which 
is said to be the largest month’s business on record. This 
movement is nearly 100,000 higher than the record of Sep- 
tember, 1907, and about 275,000 higher than September, 1908. 
Au increase over last year is reported on each of the ten 
principal roads cemprising the New York Central system, in 
thousands of cars, roughly, as follows: N. Y. C., 77; B. & A., 
13> Rutvand 4> i. 8: 2 eM. 8. 66s C.C. C. & St: L.,- 36; 
Michigan Central, 23; Lake Erie & Western, 10; Chic., Ind. 
& S., 6; Indiana Harbor Belt, 8; Pittsburgh & L, E., 32; 


Ve, 
total, 275. 


The Gulf, Colorado & Santa Fe has applied to the Railroad 
Commission of Texas for authority to establish a low rate on 
iron ore from points along its line to Port Bolivar, Tex. Of- 
ficers of the road state that a contract is pending between this 
read and Pennsylvania iron manufacturers for the shipment 
annually of not less than 1,000,000 tons of iron ore from west 
Texas to Pennsylvania for a period of 50 years. Charles M. 
Schwab and his associates recently obtained control of about 
50.000 acres of iron ore lands in Cass county, Texas, and the 
proposed shipments will come from there. The Santa Fe, it 
is stated, will build an extension of 40 miles from Longview 
to the ore fields. 


Agents of the coastwise steamship lines in New York City 
report that both freight and passenger traffic are now heavy 
and increasing. In Seuth Carolina, Georgia and Alabama the 
cotton crop is excellent and the total of 517,000 bales shipped 
last year will be exceeded this year. The Ocean Steamship 
Co. is now having built two vessels in which accommodations 
for passengers will receive special attention, and the Southern 


Pacific is building two new fast steamships for freight service. 


An officer of one of the lines running between New York and 
the Gulf of Mexico says that all of the other lines have to 
meet severe competition from the Southern Pacific Company, 


which runs its boats as mere ferries in conjunction with its 
and does not care whether the steamships show 
a profit or not. 


Kk. ik. Mote, manager of the Pacific Car Service Bureau, re- 
that for August, 1509, the second full calendar month 
of the operation in the state of California of the $6 demurrage 
intrastate traffic, as compared with the $1 rate on 
interstate traffic, the same satisfactory results were shown in 
the prompt release of cars, as was shown in the special report 
for July. Of cars reported by California agencies subject to 
the the percentage held over time fell from 1.21 in 


railway lines 


ports 


rate on 


$6 rate, 


July to 1.18 in August, while of cars subject to the $1 rate, 
the 


percentage held over time increased from 6.20 to 6.71. 
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The bald fact is that $6 releases cars promptly while the $1 
rate does not accomplish that end. This difference is particu- 
larly noticeable at San Francisco, Oakland and Los Angeles, 
which in the order named show intrastate cars held over time 
of 1.46, 2.60 and 1.39 per cent. and of interstate cars 9.95, 
14.67 and 7.35 per cent. 





Hearings in Salt Lake and Spokane Rate Cases. 


The taking of testimony in the Salt Lake rate case was 
continued by the Interstate Commerce Commission last week. 
George W. Luce, general freight agent of the Southern Pacific, 
was called for the railways. He said that rail rates to the 
Pacific coast were originally based on rates made by clipper 
ships around Cape Horn. To the sea rate was added insur- 
ance, interest on the value of the property at 6 or 7 per cent. 
for six months, and a percentage fluctuating according to the 
value and character of the goods and the better service by 
rail than by water. The eastern rail lines about 1887 or 1888 
demanded that the same rates should be applied from the 
territory west of Buffalo and Pittsburgh that applied from 
New York and other Atlantic seaboard points to California, 
so that the manufacturing centers of the West could have the 
same opportunity to do business in California as points on the 
Atlantic seaboard. Hence, the seaboard rates forced by water 
competition control rail rates as far west as the Missouri river 
because of competition between markets and carriers. The 
rates in themselves are low considering the service given. 
They are lower than they would be if not forced by sea com- 
petition. They are as low ag the carriers feel they should 
go in meeting water competition. The chief water competitor, 
the American-Hawaiian Steamship Company, could reduce its 
rates as fast as the railways and still make a larger profit 
than the railways. H. F. Bartine, chairman of the Nevada 
Railway Commission, asked Mr. Luce where, if the traffic to 
the Pacific coast was unprofitable, the Southern Pacific got 
the earnings to pay its dividends; whether it made other 
sections make up for the lack of profits at the terminais. Mr. 
Luce replied that, of course, the road had to get its profits 
somewhere else. 

J. A. Munroe, freight traffic manager of the Union Pacific, 
who was first cailed by the complainants and was now called 
by the railways, said that the total earnings on westbound 
traffic from the Misseuri river to Utah common points, ali 
lines, in 1908, were $2,840,573.43. This was on the present 
rate scale of $2.05, first-class. The revenue on the scale asked 
for, $1.68, first-class, would be $555,413.17, or 19.55 per cent. 
less. This estimate was on the assumption that all class and 
commodity rates would be reduced proportionately. If this 
basis of rates were applied to Salt Lake City it would be neces- 
sary to scale down all rates to intermediate points between the 
Missouri river and Salt Lake. 

Referring to the general rate situation in the intermountain 
country, Mr. Munroe gave his reasons for thinking that a 
reduction to a mileage basis would hurt this territory. Its 
prosperity depends more, he argued, on its rates on exports 
than on imports. The Union Pacific system has made rates 
out of the country almost regardless of distance to enable its 
products to reach distant markets and be sold at a profit to 
the producers. This has been of much benefit to the manufac- 
turers of sugar, canned goods, dried fruits, etc., and to the 
farmers and mineral producers of the country. It has been 
recognized that the canned goods of Utah should not pay a 
higher rate to the eastern seaboard than the canned goods 
of California, and recently the California basis has been estab- 
lished from Utah throwgh to the seaboard. The western lines 
had a contest with the lines east of the Mississippi river on 
the question of the divisicn of this rate. The eastern roads 
argued that they should receive their full local rates becausé 
the introduction of the Utah canned goods would displace contr 
peting articles produced along their own (eastern) lines. The 
western roads finally agreed to allow the eastern roads 20 per 
cent. more of the revenue for hauling the products of U ah 
than they receive for hauling the same products of California 
and Oregon. He contended that if mileage rates into the inte!- 
mountain country sheuld on principle be established, on ‘he 
same principle mileage rates out ought to be established, : nd 
this would greatly injure the couniry. 

S. H. Babcock, Commissioner of the Salt Lake Traffic Bureau, 
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brought out the fact that the rate on junk from Utah to the 
Missouri river is $9, and to Chicago, $13.40. Mr. Munroe said 
that this rate on copper mat is a very hard one to defend; 
that it is exceptionally low, and does not give a proper re- 
turn to the railway, as the commodities handled on it are often 
worth several hundred dollars a ton. The fact was brought 
out that copper from Utah and other western cities has to 
meet competition in the eastern market from copper moving 
from Michigan and other states farther east and that this com- 
petition has much to do with the low rate. 

Reverting to the service given by the Union Pacific he stated 
that he understood that the average movement of trains on 
this road is greater than on any other railway in the United 
States. 

In reply to a suggestion by Mr. Dillard that a railway should 
be entitled to earn from 8 to 10 per cent. on its value, Mr. 
Babcock said that he thought this was too high. After 
bringing out facts regarding the increase in the cost of rail- 
way labor and materials, Mr. Dillard asked Mr, Babcock 
whether, if it should be decided to reduce the rates, considera- 
tion should be given to the Denver & Rio Grande, which, of 
course, would be more injured by a reduction than the Union 
Pacific. He replied that the Union Pacific was the first road 
in the West, and that rates should be made fair to that road 
no matter what the effect might be on other roads. Mr. Dil- 
lard suggested that this might discourage railway building, 
but the witness replied that the people who build a railway 
know what they have to expect. 

L. J. Spence, general freight agent of the Southern Pacific 
Steamship Lines, said that vessels, exclusive of tramp ves- 
sels, delivered last year at California points from the Atlantic 
seaboard 266,140 tons; and that the tonnage of the Southern 
Pacific on the same class of freight was 205,231 tons. He said 
that the steamship lines get business for California points as 
far west as Buffalo and Pittsburgh and that last year he had 
got 3,000 tons of starch from as far west as Chicago. This 
was carried by rail to the Atlantic seaboard, thence by water 
to Galveston, and thence by rail to San Francisco. 

H. A. Jones, freight traffic manager of the Southern Pacific, 
estimated that the revenue of the Southern Pacific would be 
reduced $4,500,000 a year if the road had to carry all its 
freight at rates as low in proportion as those it makes on 
traffic from New York to the Pacific coast. The presented 
rates to the intermountain country are fair, since they give 
it the benefit of water competition. He was asked regarding 
the advance in the rate on oranges from California to Salt 
Lake from $1.12%4 to $1.15, when the rate from California to 
New York was reduced to $1.15. He said that if the road 
gave a lower rate on oranges to Utah than to New York it 
would be necessary to make reductions all the way to New 
York and that then the business could not be handled. 

J. G. Gwyn, chief engineer of the Denver & Rio Grande, gave 
a detailed estimate of the cost of reproducing the property 
of this road. He estimated its right-of-way as being worth 
$18,000,000 and that the grading would cost $35,040,724, to 
which he added 15 per cent. for seasoning. Bridges and cul- 
verts were estimated at $4,985,632; ballast at $262,500; ties at 
$6,420,000; rails at $10,965,000; track fastenings at $277,412; 
switches at $688,671; buildings at $6,111,000; track labor at 
$4,634,150; signs at $26,108; crossings and cattle guards at 
$92,759; water stations at $950,215; telegraph lines at $296,790; 
road materials and supplies at $1,365,283; engineering at 
$4,002,636. The estimated total cost of equipment was $21,- 
107,580. He estimated: the average cost of reproducing the 
mileage of 2,529 miles at $51,221 a mile. The general under- 
Standing, he said, is that the present margin of profit of the 
road is not large and that if this were reduced by reductions 
in rates the company’s capacity for caring for its business 
would be correspondingly reduced. 

D. M. Knox, mechanical engineer of the Denver & Rio 
Grande, filed profiles showing that owing to steep grades this 
road can handle a maximum of only 45 freight cars with one 
engine, and that at Soldier Summit it can handle only seven 
cars per engine. The cost of water supply is very great. The 
road can get only about 30,000 miles’ service a year out of a 
‘reight engine, while on an average road a service of 50,000 
it iles a year can be obtained. 

Statements filed by E. N. Clark, general attorney of the Den- 
ver & Rio Grande, show that the road’s cost to June 30, 1909, 
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was $157,309,076. For ten years it has paid dividends only 
on preferred stock, which have amounted to $22,189,555. The 
taxes paid meantime have equaled one-third of the dividends 
on the preferred stock. 

Fred Wild, Jr., general freight agent of the Denver & Rio 
Grande, said that the revenue of the road from strictly Utah 
freight was $3,387,000 last year, and that the reduction in 
rates asked by Salt Lake would reduce its revenue $237,000 a 
year. He regarded transcontinental freight as unremunerative 
and testified to a rapid growth of traffic to Utah. 

S. H. Johnson, assistant freight traffic manager of the Rock 
Island, presented statements regarding commodity rates which 
were intended to show that if the petition of Utah were granted 
corresponding reductions in commodity rates would have to 
be made to Denver and other cities farther east. 

C. J. McPherson, assistant general manager of the Missouri 
Pacific, and E. B. Boyd, assistant to the vice-presidents of the 
10uld Lines, testified regarding the probable effects of the 
reduction in rates on the traffic and profits of the Missouri 
Pacific. 

The taking of testimony was finished and the commission 
announced that it would hear arguments in the Salt Lake case 
on October 29. 


Commissioner Prouty began the rehearing in the Spokane 
rate case at Spokane, Wash., on September 29. He took up 
various individual rates involved and asked the traffic officers 
of the railways as to the reasons why they were higher to 
Spokane than to Seattle. The object apparently was to dis- 
tinguish the rates on commodities which are demonstrably 
affected by water competition, to the Pacific coast from the 
rates on commodities which cannot be so conclusively shown 
to be affected or controlled by water competition. Commis- 
sioner Prouty said that the commission is inclined to hold 
that in the absence of some justifying circumstances the roads 
should not make a higher rate to interior points than they 
have for many years charged on shipments to the coast. J. G. 
Woodworth, traffic manager of the Northern Pacific, explained 
rate after rate. 

The plan of readjustment to Spokane suggested by the 
railways was published in the Railroad Age Gazette, June 
4, 1909, page 1182. This proposed adjustment is objected to 
by both the shippers at Spokane and their competitors on the 
Pacific coast. The main ground for complaint of the Pacific 
coast shippers is that the percentage of reduction in the 
local rate from the coast inland is only the same as the per- 
centage of reduction in the rates from the East westward, 
16% per cent. Consequently, if the rate from the Pacific 
coast east is, for example, only one-half as great as the rate 
from the East to Spokane, while the percentage of reduction 
would be the same, the absolute reduction in the rate from 
the coast in would only be one-half as great as the absolute 
reduction in the rate from the East to Spokane. The Spokane 
shippers object to the proposed basis of readjustment both 
because they claim that it is too favorable relatively to the 
shippers on the coast and that it does not give them as large 
reductions from the East as they think they ought to have. 
It is pointed out that in some cases the effect of adopt- 
ing the proposed readjustment would be to make the rates 
lower from Chicago and St. Paul to Spokane and higher from 
New York to Spokane. In the course of the hearing Commis- 
sioner Prouty remarked that he thought the Spokane repre- 
sentatives would find upon investigation that the rates pro- 
posed by the railways do amount to a substantial reduction 
in many cases. H. N. Stephens, counsel for the Spokane 
complainants, replied that reductions are made from Chicago 
but this apparent advantage disappears when to the Chicago 
rates are added the locals from points of origin in eastern 
territory. 





Traffic Club of Chicago. 





The reading room, writing room, living room and committee 
room of the Traffic Ciub of Chicago, on the eighteenth floor of 
the new La Salle Hotel, were opened for the use of members 
on October 5. For the present the rooms will be open daily, 
except Sunday, from 9 a.m. to6 p.m. L. O. Slayback has been 
appointed superintendent and will have direct charge of the 
rooms. 
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The tons per loaded car dropped from 20.9 in March to 20.3 in 
April. 

“There was no change in the balance figures, the cars on 
home lines averaging 72 per cent., this proportion having been 
stationary for three months.” 





Hudson-Fulton Passenger Traffic. 





The Hudson-Fulton celebration in New York began Sep- 
tember 25 and ended October 2, except that many people were 
out on Monday, the fourth, waiting to see Wilbur Wright 
fly in his aeroplane. The number of people in the city on 
the 25th, 28th and 30th is believed to have been greater than 
on any former occasion, and the correctness of this estimate 
seems to be confirmed by the figures given out by the Inter- 
borough Rapid Transit Company, operating the elevated and 
subway lines in Manhattan and the Bronx; but reports of 
the volume of traffic on the trunk lines and steam roads are 
as yet incomplete. We give below such as we have received, 
np to the time of going to press. 


INTERBOROUGH RAPID TRANSIT CO. 


On Tuesday, September 28, the occasion of the first parade of 
the celebration, the elevated and subway lines carried 2,100,000 
passengers: and on Thursday, September 30, the day of the 
second parade, 2,200,000; all without accident or serious 
blockade of trains. The total number of tickets sold in the 
seven days from Saturday, September 25, to Friday, October 
1, inclusive, was 12,964,716. In addition to this the com- 
pany had issued 10,000 free passes to officers and men of 
the foreign fleets and to the delegates from other “countries 
attending the celebration. The counting of the mouey taken 
in at the ticket offices of the Interborough required the serv- 
ices in the treasurer’s office of 40 clerks, 20 working in the 
day time and 20 at night, and in one day the company 
deposited in the sub-treasury $36,000 in 25-cent pieces. The 
directors of the company appropriated $25,000 for gratuities 
for the employees, whose work was made heavier by reason 
of the crowds, including the clerks in the treasurer’s office, 
and they gave $5,000 to the pension fund of the city police 
men, in recognition of the efficient aid of the police in 
managing the crowds at the entrances to the stations. 


ERIE RAILROAD. 


On Saturday, the twenty-fifth, the number of passengers 
passing through the station at Jersey City was 109,140, which 
is about two and one-half times the normal] daily travel. 
Thirteen extra trains were run into the city in the morning, 
and 16 out after 6 p. m., and two to three cars were added 
to each regular train. On Tuesday, Thursday and Saturday 
—the twenty-eighth, thirtieth and first, which were the days 
of the three principal parades—the travel was very heavy, 
but the exact figures have not yet been compiled. The Erie 
also carried large numbers of passengers to and from New- 
burgh, 60 miles up the river, Friday, October 1, being the 
heavy day at Newburgh. 

The Erie had extra trains at all times standing in or near 
the Jersey City terminal ready to take out crowds of pas- 
sengers as soon as they accumulated, and all movements 
were thus made without unusual delay. The following table 
summarizes the extra train movement on the Erie. 


Relief Trains Run on the Most Important Days. 


-—New York— 7-——Newburgh—, 

Day. East. West. Into. _ Outbound. 
SR, Ores osx ve bo ssi we» 13 16 SK =e 
eS ees ; 3 os 
TREIRY, DOs. scccne nage sces ce 4 3 3 
Sa LS aa err + ok rg 8 

INN RD esis ck css cue s'ow en's 7 r § 

ND 55 sae ah beens awe & 20 30 10 11 


Total extra trains, 71. 

LONG ISLAND. 

The Long Island road moved about 300 carloads of pas- 
sengers over and above the normal movement. This road 
runs * large number of passenger trains regularly and took 
eare of the crowds by adding extra cars. 

PENNSYLVANIA, 

The Pennsylvania Railroad, on the heaviest day, had 176 

trains inbound and 174 outbound, with a total of 69,180 pas- 
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sengers. This number of trains is about 45 per cent. greater 
than the normal movement. The total number of trains on 
each of the nine days covering the celebration is shown in 
the table below. The total number of extra parlor cars 
brought to Jersey City in the nine days was 14, and of sleep- 
ing cars 118. The regular suburban traffic of the Pennsyl- 
vania is not so heavy as that on some of the other roads 
entering New York, and these figures represent a large propor- 
tion of long-distance passengers. 


Pennsylvania Railroad, Jersey City, September 25 to October 5. 


— Trains———-, 7————— Passengers —-—— —~ 
East- West- 

Date. bound. bound. Total. Cars. Eastbound. Westbound. Total. 
Sept. 25 176 174 350 2,264 36,774 32,40 69,180 
wid 26 102 104 206 1,505 23,571 27,757 91,328 
* 27 125 121 246 1,747 25,889 24,227 50,116 
ne 28 136 133 269 1,789 26,463 26,106 52,569 
os 29 116 119 235 1,495 24,467 25,951 50,418 
- 30 141 142 283 1,926 28,578 30,301 58,879 
Oct. 1 116 120 236 1,452 24,259 26,278 50,537 
“4 2 33 137 270 1,732 30,872 28,570 59,442 
ss 3 99 105 204 1,337 22,129 26,998 49,129 


The Lehigh Valley: and the New York, Susquehanna & 
Western, which use the Pennsylvania station, ran a number 
of extra trains out on the nights of the twenty-fifth, twenty- 
eighth and thirtieth, but the trains of these roads are not 
included in the table. 





British Railways in 1909. 





Our faith in the welfare of the railways of this country 
is strengthened by the course of events of the last few years. 
In the period of dear coal and high prices of material in 1900 
and 1901 the companies recognized for the first time the ad- 
vantages of loading their freight trains as heavily as possible, 
with the result that within the last seven years a great quan- 
tity of goods train mileage has been saved, and in proportion 
to the goods traffic dealt with the reduction in train mileage 
has been very great. The last period of dear coal and material 
experienced in 1907 and 1908 created a new spirit of co-opera- 
tion among railway companies which has already been fruit- 
ful of economy. Only one thing now remains to be done, or 
rather we should say two things, as one will be the result 
of the other. The railway companies still need to compile the 
comprehensive information which will give them a complete 
grip of the problems they have to solve, and will show them 
how to solve them. We would ask everyone interested in 
the railways of this country to study and to consider the in- 
formation we placed before our readers last week concerning 
American railways as a whole and as to each individual com- 
pany, and to picture the enormous value of similar informa- 
tion to the railways of this country on every side of their 
activities. Knowledge of the conditions under which British 
railways are operated, of the fares and rates they charge, of 
the changes in the kind of traffic they convey from period to 
period, has convinced us of the great utility of this compre- 
hensive information to our railways and to everyone concerned. 
However, in view of the ever widening circle of those that 
recognize the great value of this comprehensive information, 
the time now seems to be near when this information will 
be compiled and when, consequently, a degree of economy 
and efficiency will be secured which will render railway opera- 
tion much more profitable to the proprietors, will enable still 
better conditions of labor to be conceded to the employees, 
will enable readjustments of rates and fares to be effected to 
the advantage of the public, and will generally so increase 
the efficiency of the railway service that everyone will express 
wonder concerning the long period which was permitted to 
pass before its utility was recognized. To those of us who 
know the great value attached to the information in every 
department of a railway’s operations—the getting of traffic, 
the making of rates and fares, the construction of equipment, 
the maintenance of way and stations, the running of trains 
and the employment of the staff in working the traffic and 
loading the trains—it is simply amazing that our railways 
should not have had the use of this information throughout 
their existence, and that there should now be the least hesita- 
tion in compiling it. However, the forces both in the rail- 
way service and out of it seem at length to be overcoming 
the opposition always experienced by any proposals of an 
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important and valuable character, and the compilation of more 
scientific data and the introduction of more scientific methods 
may not be much longer delayed. 

In brief, our faith in the future of the railways of this 
country is based upon the marked progress they have made 
in methods of administration and working in the last few 
years, and upon our expectation that no long delay will take 
place in adopting the measures which the long experience of 
other countries has shown to be so valuable. 

In the past half year our railways have suffered from a 
small further decline in their gross receipts, in consequence 
of the trade depression. Until 1907 railway earnings had 
shown practically continuous expansion from year to year 
ever since 1893; but the trade depression which resulted from 
the American crisis and the famine in India then caused a 
setback. For the first half of 1908 the earnings of 19 prin- 
cipal English railways declined £553,000, or 1.3 per cent., and 
in the past half year they have shown an additional decline 
of £265,000, or .6 per cent. That is to say, the world-wide 
shrinkage in trade which caused so severe a set-back in the 
earnings of the railways of other countries affected railway 
receipts in this country to the extent of only about 2 per cent. 
The decline in the receipts of the past half year was much 
smaller than indicated in the companies’ weekly traffic re- 
turns. The shrinkage has now come to an end, and appre- 
ciable expansions in earnings are now taking place. We look 
for marked recovery in the current half year. It cannot be 
too clearly recognized that railway earnings in this country 
usually expand about 30 per cent. every 10 years. 

The trouble with our railways is not lack of traffic, but lack 
of skill in dealing with the growing traffic in an economical 
manner. In the past half year the co-operative spirit which 
is abroad, combined with the fall in the prices of coal and 
material, have brought about a substantial reduction in ex- 
penditure. The expenses of the 19 principal English railways 
were reduced £963,000, or 3.3 per cent. This reduction main- 
ly resulted from the fall in the price of coal, but it was in 
no small degree due to real economy. The locomotive coal 
bill was reduced £549,000, or 17.6 per cent., and coal for 
waiting rooms, etc., was also somewhat lower; but expenditure 
other than coal was reduced nearly £400,000, mainly by the 
curtailment of goods and passenger train mileage. The reduc- 
tion in freight train mileage has been 5.6 per cent. for the 
half year, and the curtailment of passenger train mileage is 
1.2 per cent. In previous years the economy effected in the 
working of the goods traffic has been entirely neutralized by 
the increased waste in working the passenger traffic. Now 
that railways have definitely adopted the principle of co-opera- 
tion in place of that of competition additional economies of 
train mileage and of other services will probably be effected 
to the general advantage. 

The net earnings of the half year show the substantial 
recovery of 4.7 per cent., which is rather more than one-half 
of the decline in net earnings in the first half of 1908. 

In recent years railway companies have been much more 
judicious and careful in their expenditures of capital, and 
their capital charges, which a few years ago were rising by 
leaps and bounds, are increasing much more slowly. In the 
past 12 months the capital expended by the 19 companies was 
£5,473,000, which entailed a charge on the net income of the 
past half year of about £127,000. After deducting this charge 
from the increase in net earnings we find that the addition 
to the net profit has been £571,000, or 17 per cent.—a sub- 
stantial and encouraging improvement. 

The dividend earned upon the ordinary stocks works out 
at the rate of 2.96 per cent. per annum, against 2.53 per cent. 
per annum for the first half of 1908. The average dividend 
distributed for the half year has been at the rate of 3.12 per 
cent. per annum, in comparison with 2.86 per cent. per 
annum a year ago, an increase of .26 per cent.—The Statist, 
London. 





STATE COMMISSIONS. 





The Colorado Railroad Commission issued an order on Sep- 
‘ember 23 requiring the Colorado & Southern to reduce its 
rate on soft coal from Denver to Central City from $3.20 per 
on to $1.75 per ton, and to reduce its rate on blacksmith coal 
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from $2.25 to $2. The railways of Colorado deny the power 
of the commission to fix a rate, and the result of this order 
will probably be litigation. 


The Oklahoma Corporation Commission has agreed that the 
Chicago, Rock Island & Pacific shall move its station at Tex- 
homa, Okla., to the Texas-Oklahoma state line. The Texas 
commission had previously ordered the Chicago, Rock Island 
& Gulf to erect a station on the Texas side of the line. This 
will obviate the necessity of building a new station and at 
the same time give the two state commissions the influence 
over interstate rates that they desire. 


The Northern Pacific has consented to make a reduction of 
about 2 cents per 100 lbs. in its rates on wheat from interior 
points in Washington to Seattle and Tacoma. The old rates 
varied from 13 to 19% cents; the new rates will vary from 
11% cents to 17 cents. The commission previously ordered a 
greater reduction. The railway contested the order in the 
courts, and the modified order is the result of an agreement 
and will become effective November 1, 1909. 


The Chicago, Milwaukee & Puget Sound has filed a petition 
with the Railroad Commission of the state of Washington ask- 
ing it to require the Northern Pacific to continue to inter- 
change cars and to maintain a physical connection with it at 
Tacoma. It states that the Northern Pacific has given notice 
that no further interchange under the present arrangement 
will be permitted and that the N. P. is trying to compel the 
Milwaukee to use the tracks of another company than the 
Northern Pacific, supposedly the Tacoma Eastern. The Mil- 
waukee has also filed a petition with the commission to require 
the Great Northern to make physical connection and _ inter- 
change cars with it in Seattle. 





COURT NEWS. 





A newspaper despatch from Atlanta announces that the 
supreme court of Georgia has sustained the rule of the 
railway commission of that state enforcing “reciprocal demur- 
rage’—requiring railways to pay a penalty of $1 a day to 
consignors in case of failure to provide cars for freight to be 
shipped. The decision was in a suit brought by the Southern 
Railway, and it is understood that the railway company will 
appeal from the decision to the supreme court of the United 
States. 


Judge Trieber, of the federal court at Little Rock, Ark., 
on October 1 issued an injunction temporarily enjoining the 
state of Arkansas from enforcing the 2-cent passenger fare 
law against the Missouri & North Arkansas and permitting 
it to charge 3 cents a mile. The earnings per passenger per 
mile were shown to be 1.97 cents in Missouri, 1.98 cents in 
Arkansas and 3.16 cents on interstate business. The excess 
over 3 cents on interstate business is explained by the fact 
that between Seligman, Mo., and Beaver, Ark., the road 
charges 6 cents a mile. The expense of operating in Arkansas 
is said to have been $738,843 for the past year, while the re- 
ceipts were $73,247. 





An exhibition of automatic coupling devices has been held 
in Milan, at which 467 different designs competed for prizes, 
beside some exhibited which did not compete. Of them the 
Italians alone contributed 355. They may be divided into 
four classes. One preserves the ordinary European double 
buffer, modified to couple wholly or partly automatically. A 
second preserves the hooks of the present system. A third 
has an automatic central coupling, which may be used with 
the present couplings. The fourth class includes a complete 
drawbar, buffer and automatic coupler, which may be applied 
to cars having the existing couplers until the entire stock is 
equipped. The first prize of 10,000 francs, together with a 
gold medal offered by the King and Queen of Italy, was 
awarded to a coupler of the third class invented by Pavis and 
Casalis, of Turin. The second prize, 5,000 francs, went to 
the same inventors for a coupling developed from an American 
coupler. 
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ELECTIONS AND APPOINTMENTS. 








Executive, Financial and Legal Officers. 


Samuel McRoberts, president of the Illinois Tunnel Co. 
(operating the freight subways in Chicago), with office at 
_ Chicago, has resigned. 


F. C. Anderson has been appointed assistant auditor of the 
Missouri, Kansas & Texas, with office at St. Louis, Mo., suc- 
ceeding W. V. Bolman, resigned. 


Lorenzo Semple has been elected vice-president of the Cripple 
Creek Central, with office at New York, succeeding Charles F. 
Ayer. Mr. Semple has been elected also a member of the 
executive committee. 


A. L. White, second vice-president of the Spokane & Inland 
Empire, has been elected first vice-president, and Waldo G. 
Paine, traffic manager, has been elected also second vice-presi- 
dent, both with offices at Spokane, Wash. 


R. H. Scott has been appointed auditor of disbursements of 
the Chicago Great Western; H. Ernest, freight and ticket 
auditor, has been appointed auditor of freight receipts, and J. 
F. Wade has been appointed auditor of passenger receipts, all 
with offices at St. Paul, Minn. 


W. W. Baldwin, whose election as fourth vice-president of 
the Chicago, Burlington & Quincy has been announced in these 
columns, was born at 
Keosauqua, Iowa, Sep- 
tember 28, 1845. He 
graduated from the 
University of Iowa in 
1866 and from the lowa 
law school, then at Des 
Moines, in 1867. He 
- practised law several 
years and began rail- 
way work on July 1, 
1879, as land commis- 
for Iowa with 


sioner 
the Chicago, Burling- 
ton & Quincy. In 1890 


he was appointed land 
commissioner for the 
state of Nebraska, and 
on January 1, 1891, was 
made assistant to the 
president. The title of 
fourth vice-president 
was created at the di- 
rectors’ meeting on 
September 10, 1909, and 
Mr. Baldwin was elected on that date. His office will be at 
Burlington, Iowa, instead of Chicago, as previously stated. 





Ww. W. Baldwin. 


E. S. Wortham, assistant to the vice-president and purchas- 
ing agent of the Toledo, St. Louis & Western and the Chicago 
& Alton at Chicago, Ill., has been appointed also assistant to 
the vice-president and purchasing agent of the Minneapolis & 
St. Louis and the Iowa Central. 


W. E. Briggs, chief clerk in the office of the freight auditor 
of the Galveston, Harrisburg & San Antonio and the Texas & 
New Orleans at Houston, Tex., has been appointed freight 
auditor, with office at Houston, succeeding B. G. Bartholomew, 
resigned to go with another company. 


L. H. Kellogg, acting chief claim agent of the Illinois Cen- 
tral, has been appointed chief claim agent of the [Illinois 
Central, the Indianapolis Southern and the Yazoo & 
Mississippi Valley, with office at Chicago, succeeding L. L. 
Losey, retired under the rules of the pension department, 


The new officers of the Gulf Line Railway are as follows: 
W. J. Edwards, president, with office at Sylvester, Ga.; Forsyth 
Wickes, general counsel; George L. Twigg, secretary and 
treasurer; Ray Morris, comptroller, all with offices at New 
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York; and C. H. Reynolds, assistant secretary and assistant 
treasurer, with office at Sylvester. 


The offices of the secretary and the treasurer of the 
Colorado Midland have been moved from New York to Den- 
ver, Col. Louis B. Johnson, assistant secretary at Denver, 
has been appointed secretary, succeeding L. E. Katzenbach, 
and H. L. Hobbs, cashier at Denver, has been appointed 
treasurer, succeeding H. B. Henson. 


G. W. Webster, whose election as secretary of the Min- 
neapolis, St. Paul & Sault Ste. Marie, with office at Minneap- 
olis, Minn., has been announced in these columns, was born 
December 1, 1870, at Oshkosh, Wis. He began railway work 
September 1, 1886, as clerk in the office of the general man- 
ager of the Milwaukee, Lake Shore & Western, now a part of 
the Chicago & North Western, at Milwaukee, Wis. He was 
later appointed secretary to the general manager, and in Sep- 
tember, 1893, when that road was absorbed by the Chicago & 
North Western, he became secretary to the receiver of the 
Wisconsin Central. He was elected secretary in October, 1906, 
and remained with that road until it was absorbed by the 
Minneapolis, St. Paul & Sault Ste. Marie in April, 1909. He 
was elected to his present position in September, 1909. 


Operating Officers. 


H. H. Adams, superintendent of the Michigan Central at 
St. Thomas, Ont., has been appointed general superintendent 
of the Toronto, Hamilton & Buffalo, with office at Hamilton, 
Ont., succeeding E. Fisher, retired. 


M. L. Ellis, chief despatcher and division operator of the 
Chicago, Rock Island & Pacific, with office at Goodland, Kan., 
has been appointed assistant trainmaster, with office at Limon, 
Colo. J. S. Jones succeeds Mr. Ellis. 


C. F. Hopkins has been appointed assistant superintendent 
of the St. Louis & San Francisco, with office at Fort Scott, 
Kan., succeeding S. H. Charles, promoted. He will have juris- 
diction over the Afton and Parsons districts. 


The title of Thomas Fitzgerald, resident engineer of the 
Seuthern Pacific Company, Lines East of Sparks, with office 
at Ogden, Utah, has been changed to assistant superintendent, 
and the title of resident engineer has been abolished. 


H. Sheaver, secretary to the general superintendent of the 
Michigan Central at Detroit, Mich., hag been promoted to 
superintendent, with office at St. Thomas, Ont., succeeding H. 
H. Adams, resigned to go to the Toronto, Hamilton & Buffalo. 


The office of general superintendent on the Chicago, Indiana 
& Southern and the Indiana Harbor Belt has been abolished, 
and all business of that office will hereafter be handled by C. 
W. Hotchkiss, general manager, with office at La Salle street 
station, Chicago. 


W. G. Bierd, whose resignation as general superintendent 
of the New York, New Haven & Hartford at New Haven, 
Conn., was recently announced in these columns, has been ap- 
pointed general manager of the Minneapolis & St. Louis and 
the Iowa Central, with office at Minneapolis, Minn. 


H. W. Clarke, whose resignation as assistant general man- 
ager of the International & Great Northern has been an- 
rounced in these columns, has been appointed general man- 
ager cf the Denver & Rio Grande, with office at Denver, Colo., 
succeeding to the office formerly held by A. C. Ridgway. 


0. E. Maer, superintendent of the Wichita Valley at Wichita 
Falls, Tex., has been appointed superintendent of the Fort 
Worth & Denver City, with office at Childress, T'ex., succeed- 
ing H. A. Gausewitz, promoted. R. G. Fitzpatrick, trainmaster 
of the Fort Worth & Denver City at Childress, succeeds Mr. 
Maer. 


C. E. McMullen, assistant superintendent of the Lake Supe- 
rior division of the Northern Pacific, also in charge of the 
Duluth union station, has been appointed superintendent of 
the Seattle Terminal division, with office at Seattle, Wash. 
K. M. Nicoles, trainmaster at Duluth, Minn., succeeds Mr. 
McMullen, with office at Duluth. 


H. P. Stark, chief despatcher and operator of the Panhandle 
division of the Atchison, Topeka & Santa Fe at Wellington, 
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Kan., has been appointed transportation inspector, with office 
at Wellington. B. F. Tobias, night chief despatcher of the 
Panhandle division at Wellington, succeeds Mr. Stark, and 
Fred Wells succeeds Mr. Tobias. 


Iienry Martin, division superintendent of the Internationa} 
& Great Northern at Mart, Tex., has been appointed supei- 
intendent, with office at Palestine, Tex., succeeding to the 
duties of H. W. Clarke, assistant general manager, resigned, 
anc the latter office is abolished. A. G. Whittington, train- 
master at Mart, succeeds Mr. Martin. 


P. C. Hart, superintendent of the Chicago, Milwaukee & 
Puget Sound at Seattle, Wash., has been appointed general 
superintendent, with office at Butte, Mont., succeeding H. B. 
Earling, appointed general superintendent of the Chicago, 
Milwaukee & St. Paul at Chicago. W. B. Foster, division 
superintendent of the Chicago, Milwaukee & St. Paul at 
Marion, Iowa, succeeds Mr. Hart. 


R. K. Alexander, trainmaster of the Iowa & St. Louis, has 
been appointed trainmaster and chief despatcher of the 
Quincy, Omaha & Kansas City, with office at Milan, Mo., suc- 
ceeding D. C. Horn, resigned. C. W. StoneBurner, superin- 
tendent of the Quincy, Omaha & Kansas City and the Iowa 
& St. Louis, has been appointed trainmaster of the Iowa & 
3t. Louis and the Novinger coal district, with office at Kansas 
City, succeeding R. K. Alexander, transferred. 


The Hine system of organization having been established on 
the El Paso and Houston divisions of the Galveston, Harris- 
burg & San Antonio, the following officers will be designated 
ag assistant superintendents: Houston division—T. C. Worth- 
ington, assistant superintendent; T. H. Mooney, master me- 
chanic; C. E. Wright, division engineer, and E. F. Beaumont, 
traveling engineer. El Paso division—R. M. Hoover, assistant 
superintendent; D. W. Fitzgerald, master mechanic; C. R. 
Morrill, division engineer, and C. Wall, traveling engiaeer. 


E. A. Gould, whose appointment.as general superintendent 
of the Cincinnati, Hamilton & Dayton, with office at Cincin- 
- ‘nati, Ohio, has been an- 
nounced in these col- 
umns, was born in Ohio 
county, Indiana, in No- 
vember, 1856. He began 
railway work in Novem- 
ber, 1869, as telegraph 
operator for the Ohio & 
Mississippi, now part of 
the Baltimore & Ohio 
Southwestern. F'rom 
1873 to 1886 he was 
operator and train des- 
patcher on the Missouri 
Pacific, and from 1876 
to 1884 he was chief 
despatcher and _ train- 
master at Sedalia, Mo. 
In 1884 he was ap- 
pointed assistant super- 
intendent and master of 
transportation of the 
Wabash, and from 1890 
to 1902 was _ superin- 
tendent of the Eastern 
division. In October, 1902, he was appointed general superin- 
tendent of the Missouri Pacific Railway and in Cctober, i905, 
was appointed general superintendent of the Northern district 
of the Missouri Pacific System, with office at Kansas City, Mo., 
which position he held until his recent appointment as general 
superintendent of the Cincinnati, Hamilton & Dayton. 





E. A. Gould. 


M. M. Richey, whose appointment as general superintendent 
of the Missouri Pacific-Iron Mountain System, with office at 
Little Rock, Ark., has been announced in these columns, was 
born in 1858 in Delaware county, Indiana. He attended the 
common schools for three years, and began railway work in 
He was successively to 1878 brakeman and fireman on 
the Pan Handle, now a part of the Pittsburgh, Cincinnati, 
Chicago & St. Louis, and fireman on the Lafayette, Muncie & 
Eloomington, now a part of the Lake Erie & Western. From 


1875. 
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1878 to 1879 he was locomotive engineer, serving as brakeman 
and conductor from 1879 to 1880. From 1880 to 1890 he was 
switchman, yardmaster and general yardmaster of the Chi- 
cago, Lake Shore & Eastern at Chicago and became general 
yardmaster in 1890. He was made superintendent in 1891 and 
general superintendent in 1894. In 1900 he was appointed 
trainmaster and superintendent of terminals of the Central of 
New Jersey, and from 1901 to 1902 was superintendent and 
general superintendent, becoming superintendent of the Bir- 
mingham division of the Southern Railway in 1903. In 1904 
he was made general superintendent of the Western division, 
and in 1906 was elected first vice-president of the Sloss-Shef- 
field Steel & Iron Company at Birmingham, Ala. He was ap- 
pointed general superintendent and manager of the Middle 
and Western districts of the Southern Railway in 1907, and 
in February, 1908, was appointed superintendent of the Arkan- 
sas division of the Missouri Pacific-Iron Mountain System, 
from which position he has recently been promoted. 


W. J. McKee, whose appointment as general superintendent 
of the Missouri Pacific-Iron Mountain system, with office at 


Kansas City, Mo., has 
been announced in 
these columns, was 
born March 27, 1856, at 
Milwaukee, Wis. He 
received a2 common 
school education and 


began railway work in 
1873 as telegraph oper- 
ator and station agent 
of the Cleveland, Co- 
lumbus, Cincinnati & 
Indianapolis, now a 
part of the Cleveland, 
Cincinnati, Chicago & 
St. Louis. He was 
train despatcher at 
Cleveland and Cincin- 
nati from 1880 to 1888, 
and from January, 1889, 
to September, 1890, 
was consecutively chief 
train despatcher, train- 
master and guperin- 
tendent of the Chesa- 
peake & Ohio. He became in the latter year master of trains 
of the Central of Georgia at Savannah, Ga. From March, 
1892, to September of the same year he was superintendent 
of the Louisville, New Orleans & Texas, now a part of the 
Yazoo & Mississippi Valley, at Memphis, Tenn. He then be- 
came superintendent of the Newport News & Mississippi Val- 
ley and the Ohio Valley Railway, both of which roads are 
now part of the Illinois Central. In September, 18938, he was. 
appointed superintendent of the Central division of the St. 
Louis, Iron Mountain & Southern, which office he held seven 
years. He became superintendent of the Arkansas division 
at Little Rock, Ark., in October, 1900. He was superintendent 
of the Colorado division of the Missouri Pacific at Pueblo, 
Colo., from July, 1902, to October of the same year, and was 
superintendent of the Eastern division at Sedalia, Mo., for 
the next four years. From 1906 to March 10, 1908, he was 
general superintendent of the Central district at Coffeyville, 
Kan. He was then appointed general superintendent of the 
St. Louis, Iron Mountain & Southern at Little Rock, which 
position he held until his recent promotion. 





W. J. Mckee. 


Traffic Officers. 


J. H. Lothrop has been appointed general traffic manager 
of the North Coast, with office at Spokane, Wash. 


The office of A. Pope, traffic manager of the Georgia & Flor- 
ida, has been transferred from Douglas, Ga., to Augusta. 


Fred A. Rudio has been appointed a traveling freight agent 
of the Rock Island-Frisco lines, with office at Denver, Colo. 


™. J. Piatt has been appointed a soliciting freight agent of 
the Rock Island-Frisco Lines, with office at San Antonio, Tex. 


V. E. Whitaker has been appointed a commercial agent of 
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the Cincinnati, Hamilton & Dayton, with office at Birming- 
ham, Ala. 


R. M. Arnold, chief of the tariff bureau of the Chicago, In- 
dianapolis & Louisville at Chicago, has resigned, and that 
office is abolished. 


C. H. Foster has been appointed a traveling passenger agent 
of the Illinois Central, with office at New York, succeeding C. 
L. Mills, deceased. 


F. A. Stebbins has been appointed a traveling freight agent 
of the Rock Island-Frisco System, with office at Fort Smith, 
Ark., succeeding W. Milligan, resigned. 


S. S. Butler has been appointed general eastern freight agent 
of the St. Louis & San Francisco, with office at New York, suc- 
ceeding F. D. Russell, assigned to other duties. 


W. G. Little has been appointed traffic manager and auditor 
of the Stephenville North & South Texas, with office at 
Stephenville, Tex., succeeding F. S. Yantis, resigned. 


Frank Roberts, private secretary to Robert M. Orr, general 
manager of the United Railways of Havana, has been ap- 
pointed general passenger agent, with office at Havana, Cuba. 


John Offenlock has been appointed general agent of the 
American Refrigerator Transit Co., with office at Chicago, 
succeeding H. G. Northrop, resigned to engage in other busi- 
ness. 


R. Creelman, traveling passenger agent of the Canadian 
Northern at St. Paul, Minn., has been appointed a general 
passenger agent, with office at Winnipeg, Man., succeeding C. 
W. Cooper, resigned. 


F. W. Wolterstorff has been appointed a traveling freight 
agent of the Chicago, Burlington & Quincy for lines east of 
the Missouri river, with office at St. Paul, Minn., succeeding 
E. L. Norton, resigned. 


G. W. Housley, general freight agent of the Little Rock & 
Hot Springs Western, at Hot Springs, Ark., has been appointed 
’ general passenger agent, with office at Hot Springs, succeeding 
G. W. Thomas, resigned. 


Samuel C. Bushnell has been appointed a traveling freight 
agent of the Canadian Pacific and subsidiary lines, and of the 
Canadian Pacific Despatch, with office at Milwaukee, Wis., suc- 
ceeding Edward Eden, promoted. 


H. O’Neil, contracting freight and passenger agent of the 
Illinois Central at Denver, Colo., has been appointed a travel- 
ing freight and passenger agent, with office at Salt Lake City, 
Utah, succeeding G. M. Fraser, resigned. 


George A. Stagg, who resigned as city passenger agent of 
the Erie at New York about a year and a half ago to go into 
other business, has been appointed a traveling passenger agent 
of the Seaboard Air Line, with office at Buffalo, N. Y. 


The following have been appointed contracting freight 
agents of the Chicago, Milwaukee & Puget Sound: H. Rowe, 
H. R. Wabaske, A. Ellis and W. J. Hart, with offices at Seattle, 
Wash., and W. H. Miller, with office at Tacoma, Wash. 


Charles K. Rath, division passenger agent of the Delaware, 
Lackawanna & Western at Syracuse, N. Y., has been trans- 
ferred to Newark, N. J., succeeding J. L. Smith, promoted. W. 
S. Cummings succeeds Mr. Rath, with office at Syracuse. 


Paul D. Warren, general agent of the New York Central 
Lines at Louisville, Ky., has been appointed a general agent, 
passenger department, with office at Toledo, Ohio, succeeding 
W. F. Carter, deceased. R. C. Kennedy succeeds Mr. Warren. 


F. C. Snyder, soliciting freight agent of the Delaware & Hud- 
son at Philadelphia, Pa., has been appointed a traveling freight 
agent, with office at Pittsburgh, Pa., succeeding O. R. Eytel, 
granted leave of absence. Charles G. Howland succeeds Mr. 
Snyder. 


J. W. Daley, city passenger and ticket agent of the Inter- 
national & Great Northern at San Antonio, Tex., has been ap- 
pointed a general agent of the freight traffic department, with 
office at Galveston, Tex., succeeding S, T. DeMilt, who re 
turns to the Mallory Line. 
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J. A. Dolan, traveling passenger agent of the Erie at New 
York, has been appointed a general agent, passenger depart- 
ment, of the Erie, with office at Denver, Colo. Mr. Dolan has 
also been appointed a general agent of the Erie Despatch, 
with office at Denver, Colo., succeeding C. F. Osborn, promoted. 


J. G. Fitzhugh, commercial agent of the Gulf, Colorado & 
Santa Fe at Waco, Tex., has been appointed to the new posi- 
tion of division freight agent, with office at Temple, Tex. C. 
H. Carringer, commercial agent at Houston, Tex., succeeds Mr. 
Fitzhugh, and D. W. Head, soliciting freight agent at Houston, 
succeeds Mr. Carringer. 


James P. Orr, assistant freight traffic manager of the Penn- 
sylvania Lines West of Pittsburgh at Pittsburgh, Pa., has 
supervision over iron ore, coal and coke traffic of the Penn- 
sylvania Company (Northwest system) and the Pittsburgh, 
Cincinnati, Chicago & St. Louis (Southwest system), the state- 
ment in our issue of September 24 that C. F. Perkins has 
charge of this traffic being incorrect. John J. Koch, general 
freight agent at Pittsburgh, Pa., hag charge of all freight 
traffic pertaining to the Pennsylvania Company (Northwest 
System) excepting iron ore, coal and coke, succeeding to the 
former office and title of James P. Orr. 


Frank J. Martin, whose appointment as assistant general 
freight agent of the New York, Chicago & St. Louis, with of- 
fice at Chicago, has 
been announced in 
these columns, was 
born September 26, 
1865, at Cleveland, 
Ohio. He received a 
high school education 
and began railway 
work June 24, 1884, as 
ticket clerk in the 
auditing department of 
the New York, Chicago 
& St. Louis. He worked 
in the auditing depart- 
ment until he became 
chief voucher clerk, and 
was later transferred 
to the general freight 
department, where he 
was successively tariff 
clerk, rate clerk and 
chief rate clerk. In 
March, 1905, he was ap- 
pointed freight agent 
at Ft. Wayne, Ind., and 
in September of the same year became agent of the Lacka- 
wanna Line at Chicago. In April, 1907, he was appointed chief 
clerk of the general freight department of the New York, Chi- 
cago & St. Louis at Cleveland, which position he held until 
his recent promotion to assistant general freight agent at 
Chicago, in charge of the Chicago district and western terri- 
tory. 





F. J. Martin. 


Engineering and Rolling Stock Officers. 


Irvin L. Simons has been appointed bridge engineer of the 
Chicago, Rock Island & Pacific, with office at Chicago. 


J. J. Hughes has been appointed a roadmaster of the Hast- 
ern Texas, with office at Mt. Pleasant, Tex., succeeding T. H. 
Love, transferred. 


J. J. Connor has been appointed acting general foreman of 
the Houston & Texas Central, with office at Ennis, Tex., suc- 
ceeding J. F. Murphy, deceased. 


W. D. Taylor, chief engineer of the Toledo, St. Louis & 
Western and the Chicago & Alton at Chicago, IJl., has been 
appointed also chief engineer of the Minneapolis & St. Louis 
and the Jowa Central. 


J. Tuthill, engineer of bridges and buildings of the Pere 
Marquette at Detroit, Mich., has been appointed engineer main- 
tenance of way of the Cincinnati, Hamilton & Dayton, with 
office at Cincinnati, Ohio. 


P. J. Colligan, assistant master mechanic of the Chicago, 
Rock Island & Gulf at Fort Worth, Tex., has been appointed 
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a division master mechanic of the Rock Island Lines, with 
office at Dalhart, Tex. W. J. O’Neill succeeds Mr. Colligan. 


W. G. Jones, general car foreman of repairs of the St. Louis- 
Louisville lines of the Southern Railway at Princeton, Ind., 
has been appointed generai foreman of the car department 
of the St. Louis, Brownsville & Mexico, with office at Kings- 
ville, Tex. 


P. Maher, superintendent of motive power and equipment of 
the Toledo, St. Louis & Western and the Chicago & Alton at 
Bloomington, Ill., has been appointed also superintendent of 
motive power and equipment of the Minneapolis & St. Leuis 
and the Iowa Central. 


F. W. Mahl, general mechanical engineer and purchasing 
agent of the Colorado & Southern at Denver, Colo., has been 
appointed assistant to the director of maintenance and opera- 
tion of the Harriman Lines, in particular charge of questions 
relating to shop practice, equipment and motive power, with 
office at Chicago. 


William McIntosh, superintendent of motive power of the 
Central of New Jersey at Jersey City, N. J., having been 
granted leave of absence, his duties will be assumed by C. E. 
Chambers, general master mechanic at Jersey City, who is 
appointed acting superintendent of motive power, with office 
at Jersey City. W. M. Perrine has been appointed master me- 
chanic of the New Jersey Central and the Lehigh & Susque- 
hanna divisions, with office at Jersey City. 


Purchasing Officers. 

M. J. Coliins, assistant general purchasing agent of the Atchi- 
son, Topeka & Santa Fe at Chicago, has been appointed gen- 
eral purchasing agent, with office at Chicago, succeeding W. E. 
Hodges, elected vice-president. 


. E. Bashford, assistant purchasing agent of the Nationai 
Railways of Mexico at New York, having resigned to accept 
promotion in another department, William Wibel has been 
appointed acting assistant purchasing agent, with office at 
New York. 





OBITUARY. 


E. D. Usner, secretary and treasurer of the Toledo, Peoria 
& Western, with office at Peoria, Il!., died September 30 at his 
summer home in Hinsdale, Ill. 


S. B. Cushing, president, general manager, general superin- 
tendent and purchasing agent of the Mill Valley & Mt. Tamal- 
pais Scenic Railway at Mill Valley, Cal., committed suicide on 
September 30. 


Colonel William R. Morrison died recently at Waterloo, Ill. 
Mr. Morrison was born in September, 1825. He was one of 
the original members cf the Interstate Commerce Cominission, 
Which was created in 1887, and from 1891 until his retirement 
in 1897 he was chairman of that body. 


FOREIGN RAILWAY NOTES. 

Alvarez de Otin & Co., have been given 

huiiding and operating a meter gage railway in 
vom Serrezuela, Cordeba, to Dolores. 


a concession for 
Argentina 


\ committee appointed to inquire as to the best means 

opening up new country on the Eyres peninsula, South 
\ustralia, has recommended the extension of the Port Lin- 
on Railway to Minnipa and the building of another railway 
om Arno bay. 


A Blind Travelers’ Defense Association has been organized 
Manchester, England, to try to break down a rule, recently 
lopted by the principal railways of Great Britain, under 
hich blind persons traveling without an attendant will not 
admitted to the cars. 
The Compagnie Francaise du Port de Rio Grande do Sul 
is been given a concession to build from Monte Bonito, 
'azil, to Rio Grande do Sul, 46 miles, at a cost of $1,000,600. 
ie road is to be used exclusively for hauling stone for the 
o Grande harbor works. 
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Railroad Construction, 





New Incorporations, Surveys, Etc. 


ABILENE & SouTHERN.—According to press reports a contract 
was recently entered into for starting work at once on this 
line from Ballinger, Tex., south to Paintrock, thence west to 
San Angelo, and westerly or southwesterly to a point not yet 
determined upon. (March 19, p. 651.) 


ARKANSAS Roaps (Etectrric).—A contract is said to have 
been given to R. L. Leonard to build from Helena, Ark., west 
to West Helena, about five miles, and work is to be started 
at once. The cost of the line with an electric plant at West 
Helena is given as $40,000. E. C. Horner, Helena, is said to 
be back of the project. 


ATCHISON, TOPEKA & SANTA Fe.—The report of this company 
for the year ended June 30, 1909, shows that under date of 
September 9 the total number of miles in operation on all 
lines of the Atchison system was 9,792.5 miles, as compared 
with 9,430.6 miles for the previous year, an increase of 361.9 
miles. In addition there was finished on June 30, 1909, 28.15 
miles, of which 21.31 miles were ready for operation on July 
1. The building of a main line, connecting the Gulf, Colorado 
& Santa Fe at Coleman, Tex., northwest to a connection with 
the Eastern Railway of New Mexico at Texico, N. Mex., with 
a& number of branches, in all 500 miles, has been authorized, 
and since the report was issued the work has been started. 
The Arizona & Colorado was opened for traffic on February lL 
from Wickenburg, Ariz., west to Parker, and over the bridge 
at the Colorado river. The completion of the line from the 
west bank of the Colorado river to a junction with the main 
line at or near Bengal, Cal., about 90 miles, has been author- 
ized. The Sunset Western, which is an extension of the Sun- 
set Railroad, has been extended and is now in operation from 
Pentland, Cal., to Fellow, in: Kern county, 14.9 miles. The 
line was built jointly with the Southern Pacific. The exten- 
sion of the Texas & Gulf, from Zuber, Tex., to a connection 
with the Gulf, Beaumont & Great Northern at Center, 21.3 
miles, has been finished, and in connection with the Gulf & 
Interstate Railway provides a continuous line in east Texas 
between Galveston and Longview. It was the original inten- 
tion to extend the line to the Red river, thence through Okla- 
homa to a connection with the existing Santa Fe lines in 
that state, but this plan will not be carried out at the present 
time owing to the laws now in force in Oklahoma. The East- 
ern Railway of New Mexico, from Rio Puerco, Mex., east to 
Texico, forming a new low grade transcontinental line, was 
opened for traffic on July 1, 1908, and the work of reducing 
grades and curvature on the lines between Texico and Mul- 
vane, Kan., has been continued throughout the year, so that 
the company was able to divert transcontinental freight traffic 
over the new line in March, 1909. There remains a large 
amount of ballasting on both the new and reconstructed lines 
yet to be done, which is now in active progress. Second track 
work is under way as follows: In Illinois—Edelstein, west 
to Knox, 34.4 miles; Surrey, west to Smithshire, 18 miles. 
In Missouri—Wyaconda, southwest to Bucklin, 69.3 miles; 
Rothville, southwest to Carrolton, 31.7 miles, and at Sibley 
on 3.3 miles, a total of 156.7 miles. At the close of the year 
there was 492.8 miles of second track in operation and 36.2 
miles under construction, nearing completion. 

Work is under way on the Pecos & Northern Texas by T. 
J. O'Donnell, of Lamesa, Tex., from near Lubbock, Tex., south 
via Tahoka to Lamesa, 60 miles. Additional contracts are toa 
be let soon. (July 25, p. 1546.) 


CANADIAN Norruern Onrarto.—The contract recently let for 
building the first section of 104 miles on the line from Toronto, 
Ont., east to Trenton, is said to have been given to Angus Sin- 
clair, and work is to be started at once. (Oct. 1, p. 612.) 


Cricaco & Norriwestern.—The report of this company for 
the year ended June 30, 1909, shows that the elevation of the 
Illinois branch tracks parallel to Sixteenth street from near 
Western avenue to South Canal street, in Chicago, 2.56 miles, 
and the elevation of the main tracks of the Galena division 


from North Forty-sixth street to the western limits of the 
city of Chicago at Austin avenue, 1.47 miles, has been iin- 








660 


ished. An ordinance adopted by the village of Oak Park re- 
quires the continuation of the elevation through that village 
from Austin avenue to Harlem avenue, 1.55 miles. During 
the year four tracks have been elevated to a maximum height 
of 12% ft. and carried over street crossings on temporary 
bridges from Austin avenue to Oak Park avenue, one mile, 
and the retaining wall on the north side of the elevation has 
been finished from Austin avenue to Harlem avenue. Three 
stations are nearing completion. There remain eight subways 
to be completed between Austin and Oak Park avenue, the 
laying of two additional main tracks and the construction of 
a retaining wall on the south side of the elevation. During 
the year satisfactory progress was made on the new passenger 
terminal and approaches in Chicago. In the terminal section 
between Lake, Madison, Clinton and Canal streets the caisson 
foundations for the new station building have been finished, 
and the granite and structural steel are in place to and in- 
cluding the second story. The foundations for the train shed 
and track structure south of Lake street are finished, as well 
as the retaining walls and abutments between Milwaukee ave- 
nue and Jefferson street, on which the steel work is now being 
erected. On the west approach from near Ashland avenue 
to Jefferson street the retaining walls, abutments, steel via- 
ducts and sand filling for the roadway embankment are about 
finished, and track laying and ballasting are in progress. On 
the north approach from near Carpenter street to near Jeffer- 
son street the retaining walls and abutments are nearing com- 
pletion, and the erection of the steel viaducts and the sand 
filling for the roadway embankment are well under way. 

The double-track single-lift bascule bridge ana approach, 
across the north branch of the Chicago river, near the Wells 
street passenger station, Chicago, and important changes in 
the track system at that point, have been finished. 

To comply with an ordinance adopted by the City Council 
of Evanston, Ill., the company has undertaken the continua- 
tion of the elevation of the main tracks on its Milwaukee line 
through that city, 3.95 miles. This includes the elevation of 
three tracks to a maximum height of 16 ft., the construction 
of 6,200 ft. of retaining wall, 18 subways, five stations and one 
freight house. The ordinance also provides that the main 
track on the Mayfair cut-off in Evanston shall be elevated for 
ene mile. This includes the elevation of two main tracks to 
a maximum height of 14% ft. and the construction of six sub- 
ways. A third track on the Mayfair cut-off from Foster street, 
Evanston, to Weber station, 2.84 miles, is nearing completion. 

To comply with an ordinance adopted by the City Council 
of Milwaukee, Wis., the company has inaugurated the work of 
elevating its Madison division tracks in that city, from a 
point near Chicago avenue to Greenfield avenue, 1.62 miles. 
This includes the elevation of the Barclay street and Chase 
yards, containing 6.55 miles of track; the reconstruction of 
the Kinnickinnic river drawbridge, the construction of sub- 
ways at Kinnickinnic avenue, Becher street, Lincoln avenue 
and Chicago avenue, and the construction of a brick freight 
station and team yard at Lincoln avenue. 

A double-track cut-off, 2.38 miles long, connecting the Wis- 
consin and Madison divisions, just south of the city of Mil- 
waukee, Wis., has been finished. 

Betterments and additions made during the year include a 
total of 34.48 miles of sidings, yard tracks and spurs. A sec- 
ond main track has been laid between Tenth and Maple streets 
at Racine, Wis., and the bridges over Ninth street, the Root 
river and Sixth street have been reconstructed as double-track 
bridges. 

The second main track between Janesville, Wis., and South 
Janesville, constructed during the preceding year, has been 
extended through the city of Janesville, 0.99 miles. 

Third and fourth main tracks, 4.95 miles, are being con- 
structed from a connection with the main line of the Galena 
division at a point about three miles east of Fulton, IIl., to 
the east end of the company’s new bridge, which was com- 
pleted and opened for traffic on April 11 over the Mississippi 
river between East Clinton, Iil., and Clinton, Iowa. These 
new tracks will serve as a cut-off, the distance is 1.19 miles 
shorter and there is also a material reduction in curvature, 
as compared with the present line between these places. 

The main line of the Nebraska and Wyoming division be- 
tween Thatcher, Neb., and Valentine is being revised, and a 
cut-off 5.73 miles is being built south of the present main line 
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between these points. This involves the construction of a 
new bridge 1,300 ft. long over the Niobrara river, and will 
greatly reduce the grades at that place. 


CANADIAN Paciric.—The report of this company for the year 
ended June 30, 1909, shows that the company has 403 miles 
of new line under construction, most of which is to be finished 
during 1909. The work now under way is as follows: 

: EASTERN DIVISION. 


Name, Miles. 
Northern Colonization Railway: 
Nominingue, Que., to Rapide de l’Original.............. 35.0 
WESTERN DIVISION. 
3ulyea Branch: Regina, Sask., north to Craven............. 22.0 
Extension: From Weyburn, Sask., westerly...........e.se06 26.0 
Extension: from Gangion, Alb., MOLD. « .....00 000060080008 40.0 
Crow’s Nest Pass: From Kipp, Alb., northwest............. 28.5 
Calgary & Edmonton : 
Between Wetaskiwin, Alb., and Hardisty............ 5.0 
Stetler Extension: From Stetler, Alb., east ............008- 35.5 
PI OCGA es ues Wks SSeS a BA ee ete ee sae ew alone 403.2 
CENTRAL DIVISION. 
Pheasant Hills Branch: 
Witkie, Sask., west to Hardisty, Alb... ......cccccsssoas 128.5 
Stonewall Branch: 
Komarno, Man., north to Icelandic River.............. 26.0 
Virden Branch: 
Virden, Man., northwest to McAuley.............eeee0. 14.0 
Snowflake Branch: 
Mowbray, Man., southwest to Windygates.............. 6.5 
Manitoba & North Western: 
Yorktown Extension—Wynyard, Sask., west to Lanigan.. 36.2 


CHICAGO, MILWAUKEE & Pucrer Sounp.—An officer is quoted 
as saying that passenger and freight trains will be in opera- 
tion about February, 1910, between Seattle, Wash., Tacoma, 
Aberdeen and Hoquiam. Track laying on the Gates City- 
Gray’s Harbor section of the line, which is to be used jointly 
by this company and the Harriman Lines, is expected to be 
finished January next. The section from Gates City east to 
McKenna to the Tacoma Eastern is expected to be finished 
as soon as the Gates City-Aberdeen line, and on completion 
of this work train service is to be started between Seattle and 
the harbor cities. The C., M. & P. S. intends to build branch 
lines as quickly as possible, and as soon as surveys now under 
way are finished will build a line both north and south of 
Othello. It is the intention to build into the Moses lake dis- 
trict. A line to tap the coal and timber sections near Enum- 
claw will be started at once, and is to be completed as quickly 
as possible. Surveys north of Grays Harbor have been com- 
pleted and next year work will be started on a line north 
toward the Juan de Fuca strait. The Tacoma Eastern line is 
being extended some 20 miles to tap new timber districts, but 
not as an extension toward Portland. 


CoLEMAN, LLANO & SouTHERN.—Judge J. O. Woodward, of 
Coleman, Tex., is securing right-of-way for a line to be built 
from Coleman south tc Brady, about 45 miles. 


Coos Bay & INLAND (Etecrric).—Incorporated, with office at 
Portland, Ore., to build from Coos Bay, Ore., east across the 
state to a connection in Idaho with an electric line in opera- 
tion between Caldwell and Boise. Rights-of-way are being 
secured between Roseberg and Marshfield. This section of 50 
miles is to be finished within two years. Jacob Haas, presi- 
dent; C. Ringler, secretary and treasurer. F. D. Keuttner and 
the Roseberg Commercial Club are interested in the project. 


CosHocton, Ostreco & EASTERN.—An officer writes that the 
company will build about 20 miles of line in Ohio, which is 
now being located. About 3.4 miles of track has been laid 
and is in operation. This work is being carried out by Jones 
Brothers, contractors, of Columbus, Ohio. Maximum grades 
are to be */,, per cent. and maximum curvature 10 deg. There 
will be one bridge and a 1,200-ft. tunnel on the line. J. M. 
Drake, president, Cleveland; C. R. Thropp, chief engineer, 
Coshocton. (Sept. 24, p. 562.) 


Craig MounTAIN.—An Officer writes that contract has been let 
to the A. E. Grant Co., of Spokane, Wash., and grading work 
is now under way from a point on the Grangeville line of the 
Northern Pacific between Vollmer and Reubens, Idaho, souti 
to Winchester, about five and one-half miles. E. H. Van 


Ostrand, president; C. P. Lindsley, vice-president, and J. E. 
(Oct. 1, p. 618.) 


Fleming, chief engineer, Lewiston. 
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DELAWARE & EastErN.—A contract is about to be let to build 
30 miles of line from Grand Gorge, N. Y., north to Middle- 
burg. (Sept. 3, p. 426.) 


HASTERN RAILway oF New Mexico.—See Atchison, Topeka & 
Santa Fe. 


Enip & CENTRAL OKLAHOMA TRACTION.—An officer writes that 
contracts are to be iet about November 1 to build this line 
from Enid, Okla., south via Waukomis, Bison, Hennessey, 
Okarchee, Dover, Kingfisher and Darlington, to El Reno, 
about 65 miles. The work will be light. Maximum grades 
will be 1.5 per cent. and maximum curvature 8 deg. outside 
of towns. There is to be one 900-ft. steel bridge with ma- 
sonry substructure over the Cimarron river, as well ag several 
smaller bridges. (Sept. 10, p. 477.) 


GuLF & INTERSTATE.—See Atchison, Topeka & Santa Fe. 


GuLF, CoLorapo & Santa Fe.—An officer writes regarding the 
reports that grading is now under way from San Angelo north- 
west to Sterling City, 42 miles, that the location of this line 
has not been determined upon, and no information is available 
as yet. (Sept. 10, p. 478.) 

According to press reports surveys are being made for a 
line south from San Angelo to El Dorado, thence southeast to 
San Antonio. 

See Atchison, Topeka & Santa Fe. 


IpAHO CENTRAL.—Incorporated in the state of Washington 
to build from Priest river, Idaho, ncrth to Priest lake, along 
the north shore of the lake and up Priest river to the Canadian 
boundary. An extension will probably be built to Spokane, 
Wash. The incorporators include: J. V. Rea, A. Morgan 
and R. Morton. 


INDIANAPOLIS & CINCINNATI TRACTION.—An officer writes that 
it is probable that an extension will be built from Conners- 
ville, Ind., southeast to Hamilton, Ohio, about 35 miles. W. 
T. Durbin, of the Federal Union Surety Co., Indianapolis, may 
be addressed. 


INDIANAPOLIS, NEWCASTLE & ToLEeDO (ELectric).—According 
to press reports the Union Trust Co., receivers for this road, 
recently let contracts for the completion of the line between 
Indianapolis, Ind., and Newcastle. (March 26, p. 726.) 


KANAWHA & MICHIGAN.—The report of this company for the 
year ended June 30, 1909, shows that 90-lb. rail was laid 
during the year between Corning, Ohio and Gloucester, 7.5 
miles and between Langsville and Rutland, five miles, also 
two miles at Charleston, W. Va. The side spans of the Ohio 
river bridge at Point Pleasant, W. Va., were replaced with 
modern steel truss spans, consisting of three of 250 ft. each 
and one of 200 ft. The viaduct approach in Ohio, 900 ft. 
long, was replaced with deck girder spans, alternately 30 and 
60 ft. long, on steel towers with concrete foundations; seven 
plate girder bridges aggregating 536 ft., were put up at various 
places along the road on new foundations. There was also a 
bridge, consisting of one 54-ft. and three 70-ft. spans, put up 
over Sunday creek between Corning and Gloucester, two 
7U-ft. spans over Leading creek between Dyesville and Dexter, 
and one consisting of a 60-ft. span and two 36-ft. spans over 
Buffalo creek at Rumer, W. Va., replacing wooden structures. 
One wooden structure was also replaced with a culvert of 
masonry, and one with iron pipe. Seven trestles, aggregating 
340 ft., were filled and converted into an embankment. The 
most important improvement was the construction of three 
miles of new line at Point Pleasant, eliminating the heavy 
grade and many curves approaching the Ohio river bridge. 
The new line has a maximum gradient of 16 ft. to the mile, 
with maximum curvature of three degrees. 


Kansas Ciry, Mexico & Ortent.—According to press reports 
negotiations are pending between this company and residents 
of Del Rio, Tex., to secure the building of a branch line 
through that place. The proposed route is from the main 
line of the K. C., M. & O. at San Angelo south through Del Rio, 
crossing the Rio Grande river into Mexico to a counection 
with the Mexican International, about 225 miles. Surveys are 
s::d to have been finished. 


KENTUCKY Roaps (ELectrric).—According to reports rights- 
© way are being secured from Winchester, Ky., northeast to 
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Sharpsburg, about 25 miles. 
said to be interested. 


B. R. Jouett, of Winchester, is 


LEHIGH VALLEY.—The report of this company for the yea) 
ended June 30, 1909, shows that owing to the business de 
pression and the consequent falling off in business, no ex 
tensive additions and betterments were made last year with 
the exception of certain preliminary work, including grading, 
track layout, etc., that will be necessary in carrying out the 
plans of reducing grades, improving the alinement and ex- 
tending third and fourth tracks. Since the close of the fiscal 
year about $2,000,000 has been authorized to be spent for 
additional betterments and improvements, consisting of ex- 
tensions. of third and fourth tracks, including four-tracking 
the lines between Easton, Pa., and Slatington, for which con- 
tracts have been let to F. H. Clement & Co. and to J. S. Kelley 
& Co., of Philadelphia. On the present line in that section 
there are about 25 miles of four-track lines, and it is the 
intention to ultimately track the line from Penn Haven for 
about 60 miles of three-track line. The authorized work also 
includes new freight and passenger facilities, the enlargement 
of terminals and other improvements. During the year 13.79 
miles of company’s sidings and 3.38 miles of industrial sid- 
ings were built. The new bridge work carried out included 
two iron bridges, one wooden bridge, 21 steel bridges, replac- 
ing old or light iron bridges and seven steel or concrete 
bridges, replacing light iron structures. Three iron bridges 
were replaced by pipe cuiverts and two wooden bridges were 
abandoned and the openings filled. The grading work was 
continued and is now finished for the permanent embankment 
and viaduct on a revised line and grade at Greenville, N. J. 
The east and westbound yards at Manchester, N. Y., were en- 
larged and 8.75 miles of track were added. At South Bethle- 
hem, Pa., some work was carried out in connection with the 
construction of new yard tracks and the proposed change of 
alinement. See report elsewhere in this issue. 


Mexico NortH WEStTERN.—An officer writes that work is to 
be started at once on a connecting link of about 105 miles 
in Chihuahua, between Terrazas and Madera, from the present 
line extending south from Ciudad Juarez to Terrazas, 155 
miles, with the line now in operation from Chihuahua west 
to La Junta, thence north to Madera, 205 miles. Bids for 
this work will be asked for. 

Regarding the reports that an extension is to be built west- 
ward, surveyors are now in the field seeking a suitable loca- 
tion through the mining district of Ocampo. It is the inten- 
tion ultimately to extend the line if a suitable route can be 
found, to a point on the Pacific coast, or to a connection with 
the Southern Pacific, over which road arrangements are to 
be made for operating trains to the Pacific coast. (Sept. 3, 
p. 426.) 


Missourrl, OKLAHOMA & GuLtr.—An officer is quoted as say- 
ing that this company will be operating trains from Wagner, 
Okla., south to Sherman and Dennison, Tex., by November 14. 
Arrangements have been made with the St. Louis & San Fran- 
cisco and the Missouri, Kansas & Texas to temporarily handle 
the business for this company between Durant, Sherman and 
Dennison. The extension from Caivin, Okla., south, is said 
to be in operation to Tupelo, 37 miles. A recent bond issue 
provided funds for the construction of the 103 miles from 
Calvin to Sherman and Dennison. Grading is finished from 
Tupelo for 48 miles and at the present rate of construction 
the line should be finished to the Red river this year. (Sept. 
23, p. 426.) 


NATIONAL RAILWAYS OF Mexico.—This company will begin 
work early in 1910 making general repairs to its lines, to 
include adding heavier rails, putting in new rolling stock, 
straightening the lines, ballasting, etc. It is understood that 
a number of the present bridges are to be replaced with steel 
structures and a number of new stations are to be put up at 
various places on the road. This is following out the general 
plan of the company of making betterments, for which funds 
are already authorized. 

Contract is said to have been let recently for construction 
work on a change of line of the Interoceanic between Metepec, 
Mex., and San Lorenzo, Hidalgo. The work will involve the 
construction of about 25 miles of line through the mountains. 
The plans call for building a permanent roadbed for a stand- 
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ard gage line; the maximum curvature will not be more than 
4 deg. The object of the new work is to reduce the grades 
and to make that part of the line ready for conversion to 
standard gage. The entire line from Mexico City to Vera 
Cruz is to be reconstructed as rapidly as possible and when 
the roadbed igs ready the gage of the track will be changed 
from narrow to standard. 


Nortn Coast.—Work is now under way on this line, which 
was organized to build about 700 miles, with a number of 
branches, in the state of Washington, as shown in the accom- 
panying map. From Spokane, Wash., west via Tacoma to 
Seattle the line will be about 378 miles, with a southern ex- 
tension from Portland Junction, Ore., to Portland, 85 miles; 
from Kiona, east to Walla Walla, there will be 48 miles; from 
Walla Walla north to Ritzville, 84 miles; from Ritzville north 
to Davenport, 45 miles. The Palouse branch, from Spokane 
southeast to Tekoa, will be 41 miles. The Priest Rapids branches 
will run north from the Spokane division north of Kiona along 
the east bank of the Columbia river, also from a point farther 
east on the Yakima division, north and along the west bank 
of the Columbia river. A branch is projected from Ritzville, 
west, and another branch from Walla Walla, southeast to the 
Salmon river in Idaho. About 100 miles has been graded on 
the line. An officer writes that contract has been given to 
Case & Eschbach, general contractors, for the remainder of 
the grading on the Spokane division, and sub-contracts have 
been given to J. Bruce & Co., of Spokane, and to Thomas 
Dingle. Track laying material is now being received at Kenne- 
wick and at Attalia. The laying out of the yards and prepara- 
tions for track laying are in progress at these places. The 


company’s men will carry out the track laying work under 
the direction of William M. 
superintendent of track forces. 


Saxton, master mechanic and 
On the Yakima division the 
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North Coast Railroad. 


work will be light. The bridges include an important struc- 
ture over the Columbia river at a point about two miles below 
the mouth of Snake river, a contract for a Howe truss bridge 
with concrete piers, at this place, has been let to the Puget 
Sound Bridge & Dredging Co., Seattle. The approaches have 
been finished by the company’s men under the direction of 
Superintendent W. M. Collins, who aiso is in charge ef work 
now under way on the construction of three 150-ft. Howe truss 
on concrete piers and abutments, over the Yakima 
river at Kiona, as well as a number of smaller bridges and 
trestles on the line of the Yakima division between Attalia 
and North Yakima, 97 miles. The maximum grade on the 
Yakima division is 0.5 per cent., compensated 0.04 per cent. 
per degree of curvature; maximum curves, 3 deg. There are 


spans, 


to be no steel bridges, excepting plate girder spans for canal, 
highway and street crossings, and no tunnels on this division. 
Contracts have been let for work on the Palouse branch as 


& Chew, 12 miles; Tribble & Anderson, 

A. Carlson & Co., seven miles. The work 
mostly through rock. Maximum grades will 
compensated, and maximum curves 5 deg., 
The work includes building steel viaducts, 
ft., at a maximum height of 160 ft., and 
tunnels, aggregating 7,610 ft. (Sept. 3, p. 426.) 


Washtock 
four miies, and G. 
is heavy, being 
be 0.6 per 
with transitions. 
aggregating 2,500 


seven 


follows: 


cent., 


OrEGON Sirort Line —An officer of the San Francisco, Idaho 
& Montana, organized some time ago to build an electric line 
from Caldwell, Idaho, south to Jordan Valley, Ore., thence 
southwest via Duncan and south to Winnemucca, Nev., writes 
that the contrel of -this company has been acquired by the 
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Oregon, Short Line. Grading has been finished on 20 miles 
and track laying will probably be finished this fall on this 
section, which carries the line to the Snake river, where a 
connection is to be made with the river extension of a new 
line to be built by the Oregon Short Line from Buhl, west 
to Nyssa. This new line avoids the two hills over which the 
operation of trains is difficult. It is probable that the new 
managers will build at an early date as far as the Jordan 
valley section, about 66 miles. 

An officer writes that a contract has been given to D. M. 
Brogan, of Vail, Ore., for building the proposed Willow Creek 
branch of the Malheur Valley from the present western ter- 
minus to Vail, northwest to Brogan, about 25 miles. (Sept. 
10, p. 478.) 


Osaco & WESTERN.—Incorporated in Oklahoma, with $1,000,- 
000 capital, and office at Fairfax. Plans made to build from 
a point on the Missouri, Kansas & Texas, near Bartlesville, 
Okla., at the boundary line between Osage and Washington 
counties, westerly through Osage and Kay counties, thence 
southwesterly through either Noble or Grant counties into 
Garfield county, to the Rock Island near Enid, about 125 miles. 
The incorporators include: R. H. Hoss, L. A. Weismeyer and 
J. M. Moody, of Fairfax; F. Balduff, of Bliss, and C. E. Vander- 
pool, of Pawnee. 


PAN-AMERICAN OF CENTRAL AMERICA.—A promoter writes that 
it is intended to build the line from the Guatemalian frontier 
southeast to the Panama canal, but plans are not yet consum- 
mated. J. M. Neelan, Los Angeles, Cal., vice-president and gen- 
eral manager of the Pan-American Railroad, is back of the 
project. (Oct. 1, p. 613.) 


Pecos & NORTHERN TEXAS.—See Atchison, Topeka & Santa Fe. 


PITTSBURGH & SwHuawmutT.—See Shawmut & 


Northern. 


Pittsburgh, 


PITTSBURGH, SHAwWMUT & NorruERN.—An Officer of the Pitts- 
burgh & Shawmut (formerly the Brookville & Mahoning) 
writes that the company will build 65 miles of line, of which 
contracts let recently were for a section of 36 miles of heavy 
work between Knoxdale, Pa., and Mahoning. The company 
is at work building 27 miles along the Allegheny river between 
Freeport and Mahoning. Dwight C. Morgan is vice-president 
and general manager of the Pittsburgh & Shawmut, with office 
at Kittaning, and not George C. Dwight, as previously stated. 
(Sept. 24, p. 564.) 


Sr. Josepu & Savannaw InNTERURBAN.—Incorporated in Mis- 
souri, with $350,000 capital, to build from St. Joseph, Mo., 
north through Buchanan and Andrew counties, to Savannah, 
15 miles. J. H. Van Brunt, Charles Parche, G. G. Lacey, C. E. 
Foster, J. Donovan, A. C. Snyder, R. A. Brown and J. N. Burns, 
all of St. Joseph, are directors. 


Sr. Louis & San Francisco.—According to press reports sur- 
veys are being made for an extension to be built from Brady, 
Tex., southwest to Menardville. 

Residents of San Angelo are said to have raised $52,000 to 
secure the necessary right-of-way and terminals for an exten- 
sion of the St. Louis & San Francisco from Brady west to 
San Angelo. It is understood that the work is to be started 
at once. 


Sr. Louis, BrownsviLLeE & Mexico.—According to press re- 
ports work has been started on the extension from Biooming- 
ton, in Victoria county, Tex., south to Port O’Connor, 39 miles. 


P. M. Jonnston, of St. Elmo, Ill., is the contractor. (Sept. 3, 
p. 427.) 
Sauisaw, McAtrester & SournerN.—lIncorporated in Okla- 


homa, with $100,000 capital and office at McAlester. The plais 
call for a line from Salisaw, Okla., southwest via Sequoya)i, 
Haskell, Latimer and Pittsburg counties to McAlester, thence 
south via Atoka, Pushmataha and Chotaw counties to a poiit 
in Bryan county, about 190 miles, with a number of branch 
The estimated cost of the line is $3,000,000. The directors 
include: J. E. Cavanaugh, M. J. Smith, W. H. Fuller, W. ”. 
Freeman and A. B. Ringland, all of McAlester. 


San Dreco, Et. Paso & Sr. Lovurs.—An officer writes thit 
surveys have been made from El Paso, Tex., east via Ho} 
N. Mex., and Artesia, thence northeast to Vernon, Tex., or ‘0 
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Quanah. The prospects are favorable for building the line. 
Two-thirds of the work will be easy and consists.of earth 
work, and one-third through rock, where five tunnels are to 
be pierced. There will also be three bridges and two viaducts. 
A. Courchesne, president, El Paso, and P. A. McCarthy, chief 
engitieer, Camp building, Houston. 


; Pesce see 
SAN Francisco, IpAno & Montana.—See Oregon Short a 


SouTHERN Paciric.—According to press reports work is now 
under way on the main track of the new three-track roadbed 
built jointly with the Western Pacific from a connection with 
the present main track east of Deeth, Nev., to a connection 
with the present main track west of Wells, 16.3 miles. The 
cost of the improvement will be about $300,000. (See Oregon 
Short Line. Aug. 13, p. 297.) 


SouTHERN Paciric oF Mexico.—According to press reports the 
line now under construction from Guadalajara north to a con- 
nection with the line being built from Corral, south along 
the Pacific coast, has been finished on the southern end north 
to Magdalena, about 15 miles north of Tequila. (June 25, p. 
1546.) 


SouTHERN Utait.—An officer writes that all grading has been 
finished from Price, Utah, which is on the Denver & Rio 
Grande, southwest to the coal mines of the Consolidated Fuel 
Co., at Miller’s creek, in Carbon county, about 20 miles. Track 
laying is now in progress and has been finished on about 15 
miles. Seven of the nine trestles on the line have been fin- 
ished. The grading work was done by the Ely Construction 
Co., of Springville, Utah, and the railway company is doing 
the track laying and bridge work. (March 19, p. 658.) 


SPOKANE & INLAND Empire (Excectric).—According to press 
reports, this company will start work next spring double-track- 
ing 13 miles of line, between Spokane, Wash., and Spokane 
Bridge. 


STaAMFoRD & NoRTHWESTERN.—An Officer writes that it is ex- 
pected to have the entire line to Stamford ready for traffic 
on October 15. The section from Stamford, Tex., west to Jay- 
son, 58 miles, was opened for operation September 15 as a part 
of the Wichita Valley’ Railway. Work is nearing completion 
on a roundhouse and repair shops, a coal chute and other im- 
provements at Stamford. (Sept. 24, p. 564.) 


SuNSEt WESTERN.—See Atchison, Topeka & Santa Fe. 
TacoMA EASTERN.—See Chicago, Milwaukee & Puget Sound. 
TEXAS & GuLF.—See Atchison, Topeka & Santa Fe. 


Texas Roaps.—A contract, it is said, is about to be signed 
by J. P. Nelson and officials of the city of San Antonio, which 
insures the building of the line from San Antonio north to 
Fredericksburg and eventually to Brady, in all 130 miles. 
(Aug. 27, p. 383.) 


TEZIUTLAN & NaAutLaA.—Surveys are said to have been fin- 
ished and as soon as the plans are approved by the federal 
gcvernment construction work is to be started. The projected 
route is from Teziutlan, Mex., east to the port of Nautla, on 
the gulf, about midway between Vera Cruz and Tuxpam, 
103 miles. The government has already granted the pro- 
moters a favorable concession and subsidy. 


Tuxpam & Fursrro.—An officer writes that there remains 
about 11 miles, which, it is expected, will be finished this 
month, to complete the line under construction from Furbero, 
Vera Cruz, to the port of Tuxpam, 50 miles. The work was 
delayed by heavy rains and floods during August. The com- 
Pany is also laying a pipe line, which it expects to have fin- 
ished about the same time as the railway. The line was built 
by the Oil Fields of Mexico Co. to furnish an outlet for the 


oil that is now being produced in the Furbero district. A. C. 
Payne, general manager, Tuxpam, Vera Cruz. (March 19, p. 
661.) 


Union Paciric.—See Chicago, Milwaukee & Puget Sound. 


WENATCHEE VALLEY.—An officer writes that contract has been 
&ven to L. M. Rice & Co. for building from Leavenworth, 
Wash., north to Lake Wenatchee, 28 miles. Sixteen miles of 
track has been laid and there are six bridges yet to be com- 
picted. L. Lamb, president, Clinton, Iowa, and L. M. Rice, 
chief engineer, Seattle, Wash. 
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ATCHISON, ToreKA & SANTA.-Fre.—This company has declared 
a semi-annual dividend of 3 per cent. on the common. stock. 
This is an increase of % per cent. over six months ago. 
In 1906 the cOmpany paid 4% per cent., which was in- 
creased, in 1907, to 6 per cent. for the year. At the first 
dividend meeting in 1908 notice was taken of the decline 
in earnings by reducing the semi-annual payment to 235 
per cent., which rate was adhered to at the two meetings 
following. 

See review of annual report in another column. 


BusH TERMINAL Co.—Stockholders are to vote on the issue of 
$12,000,000 50-year 5 per cent. bonds of the Bush Terminal 
Building Co. to be guaranteed by the Bush Terminal Co. 
The name of the Bush Land Co. is to be changed to the 
Bush Terminal Building Co. and the outstanding $600,000 
consolidated mortgage 5 per cent. bonds of the land com- 
pany are to be refunded. The Bush Terminal Co. owns 
extensive terminals on the water front of Brooklyn, N. Y., 
and owns all of the capital stock of the Bush Terminal 
Railroad. 


Cuicaco & Atron.—Edward Tilden, president of the National: 
Packing Co. and of Libby, McNeill & Libby, has been elected 
a director of the Chicago & Alton, succeeding Samuel M. 
Felton. John J. Mitchell and William G. Beale, of Chicago, 
and T. P. Shonts were re-elected directors. 


CHIcAGo, CINCINNATI & LovuiIsviLLE.—President Bradford is 
quoted as saying: “The Chicago, Cincinnati & Louisville 
has not been sold to Edwin Hawley, the Chesapeake & Ohio 
or anyone else. No such deal could go through without 
my knowledge for besides being the president of the road 
I am its largest stockholder. and bondholder. I control the 
property absolutely by the ownership of $2,700,000 of its 
$3,016,000 second mortgage bonds, and nearly 60 per cent. 
of its $4,206,000 stock. 

“Negotiations leading to the sale of the C., C. & L. have 
been going on for a long time past but they have never 
reached a stage where the transfer of the property was 
imminent. The road ig in the hands of a receiver and is, 
therefore, in no shape to be sold to anyone.” 

Edward Hawley, who controls the Chesapeake & Ohio, 
when asked about the rumors in regard to control of the 
c., C. & L. by the C. & O., said: “There is evidently some- 
thing doing in that matter, but I cannot say anything about 
it to-day. .Perhaps after to-day I can.” 


LFHIGH VALLEY.—See review of the annual report of this com- 
pany in another column. 


METROPOLITAN STEAMSHIP Co.—See New 
Hartford. 


York, New Haven & 


New York, New Haven & Hartrorp.—President Charles S&S. 
Mellen has issued the following statement: “The New York, 
New Haven & Hartford has no interest in the reorganized 
Metropolitan Steamship Co., has not invested in the same, 
and does not intend to. Whatever interest Mr. Mellen may 
have would be a personal one and involves in no way the 
New Haven company.” 

It is said that Mr. Mellen and Charles W. Morse are to 
jointly control the Metropolitan Steamship Co. The prop- 
erty of the Metropolitan Steamship Co. was to be sold under 
foreclosure on October 8. 

See review of the annual report of the New .Haven com- 
pany in another column. 

The company has notified the New York Stock Exchange: 
that it proposes to increase its capital stock by the issue of 
$40,000,000 in new shares, 


WHEELING & LAKE Erit.—The bondholders’ protective commit- 
tee of the Wheeling & Lake Erie Coal Co. have brought suit 
against the Wheeling & Lake Erie for $200,000, the amount 
of prior lien obligations which the railway (now in the 
hands of receivers) guaranteed on the reorganization of the 
coal company in 1901. 
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Equipment and Supplies. 





LOCOMOTIVE BUILDING. 





The Seaboard Air Line is asking bids on 20 locomotives. 


The Missouri & North Arkansas. has ordered two 10-wheel 
locomotives from the Baldwin Locomotive Works. 


The Virginian Railway has ordered from the Baldwin Loco- 
motive Works six mikado (2-8-2) locomotives similar to the 
12 delivered last May. 


The Atchison, Topeka & Santa Fe has ordered from the 
Baldwin Locomotive Works nine balanced compound Atlantic 
locomotives and il Pacific engines. These locomotives are in 
addition to the engines of the same types mentioned 
in the Railroad Age Gazette of September 17 and 
September 24. 


The Georgia Railroad, as mentioned in the Railroad Age 
Gazetie of September 10, has ordered two simple 10-wheel 
locomotivés from the Baldwin Locomotive Works for January 
delivery. 


General Dimensions 


Pr Oh CRE Ghee ssea es oe teh oe ee 133,500 Ibs. 
TES Se a ee rere y tr er 165,500 * 
LN oe chia S bee a SECURES SSE HOS 0 OF 20 in. x 26 in. 
i COE: sos sues tees be ees oes bebe e ee 6 ft. 
Se OEE Sb cb shins) ooh ess bn oes ae hae be ew Wagon top 
WOCKse? PON PIPERS 2. os a> cusses soci sees een 200 Ibs. 
ee eee eee er 2,656 sq. ft 
* re ee Re a Tare 5 195 ‘ 

7 HOE Gas son eee eews chases 2,851 “ 
NN Nee cusik ee eb esc 0 06 eE bes Sas OE e 340 
- Se IN ng 5 ck dened os seve ses eewe eee 2 in. 
SO Ee TT eee eee ee 15 ft. 
a ere a era Shallow 
PED cabuns sonst eh beh 5 Ses RSs ae 120% in 

DM: occ hse E ES EMD ERS SE SON 6 SURES 42 * 
meatervin) O60 teOker. ..< 22205000500 Worth steel 

ot So eee Cre era ee ee ee 35 sq. ft 
Se Ly COP WRIT 66 60555220 s5s.0050 20% 6,000 gals. 
PIED. cckims cbuteeskbw chs s+ 56% 0 bie ee 12 tons 

Special Equipment. 

eS eens. oS rrr pre, Self-cleaning 
BEE Sc cetinna seen ese ces stanusaaeeee Hammered steel 
SS SE ee ree re ee ee ees Sanson 
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SO EP) rere Tre ee rer Yes 
Te Eo. ce chek abd nes emis ¥e.a b's ea wane Gould 
ERE occ caehs eich ci Sse eb beh ey oe ESO ROE Miner 
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er eRe coco. ce ay ae bis eae eee Grease feed 
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Piston and valve-rod packings............eeeee0. Trojan 
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ee ee OIDNOORL a5. 5 so s-s5 so > 0's owas Consolidated 
BOR Sc5GhG SRA sheen b hes ebb ow eae oo Charcoal iron 
Se ee eer ea ee TT ere Walschaert 
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CAR BUILDING. 





The Seaboard Air Line is figuring on passenger cars. 
The Pennsylvania has ordered 96 all-steel passenger cars. 


The Denver, Northwestern & Pacific is in the market for 100 
gondolas. 


The Atlanta, Birmingham & Atlantic is in the market for 
50 stock cars. 

The Ei Paso Electric Ry., El Paso, Tex., is contemplating 
the purchase of two motor cars. 


The Chicago, Burlington & Quincy has ordered 40 chair cars 
from the Barney & Smith Car Co. 


The Atlantic Coast Line is in the market for five all-steel 
passenger cars and 50 ballast cars. 


The Yakima Valley Transportation Co., Yakima, Wash., has 
ordered two cars from the Danville Car Co. 
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The Long Island is in the market for all-steel passenger 
and combination passenger and baggage cars. 


The Muskegon Extract Co., Muskegon, Mich., is in the 
market. for several tank cars of 100 to 125 bbls. capacity. 


The Westmoreland Coal Co. is said to have ordered 100 gon- 
dolas and 100: hopper cars from the Cambria Steel Co. This 
item is not yet confirmed. 


The Chicago City Railway has ordered from the J. G. Brill 
Co. the 50 pay-as-you-enter cars mentioned in the Railroad 
Age Gazette of September 17. 


The Louisville & Eastern, Louisville, Ky., is said to have 
ordered eight electric cars from the American Car & Foundry 
Co. This item is not confirmed. 


The Chesapeake & Ohio has ordered from the Standard Steel 
Car Co, 20 all-steel passenger cars. These were mentioned in 
the Railroad Age Gazeite of October 1. 


The Granite City Railway, reported in the Railroad Age 
Gazette some months ago as figuring on 10 fifteen-ton flat 
cars, has decided not to buy this equipment. 


The Texas Company, Houston, Tex., is now receiving from 
the Berwick, Pa., plant of the American Car & Foundry Co. 
five three-compartment, 8,000-gal. tank cars, 25 single com- 
partment, 6,000-gal. cars, and 70 single compartment, 8,000-gal. 
cars. 


The Lehigh Valley has ordered 150 refrigerator cars and 
750 fifty-ton gondolas from the Standard Steel Car Co., and 
250 fifty-ton gondolas from the Cambria Steel Co. The gon- 
dolas are those mentioned in the Railroad Age Gazette of Sep- 
tember 17. Bids on the 1,000 hopper cars and 1,000 box cars 
are all in, but no action has as yet been taken regarding them. 


The Richmond, Fredericksburg & Potomac has ordered from 
the American Car & Foundry Co. two steel underframe coaches 
for December delivery. These cars will seat 88 passengers 
and will measure 73 ft. long, over sills, 9 ft. 8 in. wide, and 
10 ft. 5 in. high, inside, and 80 ft. 514 in. long, over all. The 
lighting system will be gas. This equipment was mentioned 
in the Railroad Age Gazette of October 1. 


The Birmingham Southern is in the market for 80 coke, 20 
hopper bottom, 10 gondola and 10 box cars, as mentioned last 
week. The following special equipment will be used on all 
the cars: 


ee Se er re ee eT ee Open-hearth steel 
EN NN oe ne oh kw bs Se RES OAS Diaphragm 
SRN ANT occ sch wnen obs os Vises ones asuamn Reliance 
UY oa oct ais we a's haa area OW Se RI Westinghouse 
PEEMERINE 55 caw ween sees bak ee On a em owe Pressed steel 
SRM IRIMNS oS oak 5 a ws os ThA ew oS oS Steel backed 
TE oc clas Va Niele h ae bia Shae Se we ware M. C. B. special 
SUTIN 8055 nidia’s aie sea anise ae AoA iok Se Re mas Climax 
SOP RD ou. cin oo sine ww 35% Karlow-Westinghouse Friction 
LO OS ee Greiner eure Ty fee F Dust. proof 
SOMMMAL DOKES 2.0... ccccccvesescccs cs WOW RCNSINETOR 
IN SENS Oe eee ree eer ee Pressed steel 
BOIS ois are eine beh we os os Class D, M. C. B. special 
eee Diamond arch bar type, open-hearth steel 
PEE <p cke Re web wae ee es oe ee Schoen, 33-in. steel. 


The coke and hopper cars have drop doors. The coke cars 
are of 100.000 lbs. capacity, weigh 46,000 lbs., are all-steel and 
have the following dimensions over all: Length, 41 ft. 4 in.; 
width, 10 ft. 1% in.; height, 11 ft. 10 in.; inside, length, 
40 ft.; width, 9 ft. 6 in.; height, 8 ft. 4 in. The hopper cars 
are of 100,000 lbs. capacity, weigh 43,800 lbs., are all-steel and 
have the following dimensions over all: Length, 35 ft. 1 in.; 
width, 10 ft. 144 in.; height, 10 ft. 8 in.; inside, length, 32 ft. 
7 in.; width, 9 ft. 6 in.; height, 8 ft. The gondolas are of 
100,000 Ibs. capacity, weigh 44,000 lbs., are all-steel and have 
the following dimensions over all: Length, 36 ft.; width, 
9 ft. 10 in.; height, 6 ft. 9% in.; inside, length, 34 ft. 8% in; 
width, 9 ft. 214 in.; height, 3 ft. The box cars are of 100,000 
lbs. capacity, weigh 41,000 lbs., have wood bodies and steel 
underframes and have the following dimensions over al: 
Length, 38 ft. 8 in.; width, 9 ft. 10 in.; height, 13 ft. 25¢ in.; 
inside, length, 38 ft.; width, 8 ft. 6 in.; height, 8 ft. 


The Texas Southeastern has ordered from the American C.\' 
& Foundry Co. the 50 flat cars for which it was reported 0 
the market in the Railroad Age Gazette of August 20. The 
cars are to be of 30 tons capacity, all-wood, 36 ft. long and 
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9 ft. % in. wide. Delivery of the cars is set for about Decem- 
ber 1. The special equipment includes: 


BAM cae 55 5 aa ievne ie an eRe vee Shee sieicke a Grade i oale Mie ee. eae 
SA er ee Ae ee A. C. & F, standard 
RSIS oy ah ieinS n sa ese Coca al ceca se ahora re ta nla Westinghouse 
UMN gci5 1 6 gryo shy lsu Soren 6 3506 aha bao anea obama Metal 
RS ee ror rer re ee Tower steel 
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NEE iy as) ou Si 'o 55'S io reel ova Fipietare tose Diamond arch bar 
WEEE occrsiacars wig arencta Cast iron, M, C. B., 33-in., 615 Ibs. 


The Dominion Iron & Steel Co. has ordered 40 thirty-ton all- 
steel hopper ore cars from the Dominion Car & Foundry Co. 
These cars will measure 28 ft. long and 9 ft. 6 in. wide, inside, 
and 33 ft. long and 9 ft. 10 in. high, over all. The special 
equipment includes: 


To EA ARR Ae Rea RCS Te TEE REE CT Tee ae ee ee Steel 
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The Spokane & Inland Empire has ordered eight cars from 
the J. G. Brill Co. In mentioning this order in our issue of 
September 17, the number was given as 16. Four of the cars 
are to be motors and four are trailers. All are to have closed 
vestibules and will seat 50 people. The motor cars will be 
51 ft. 6% in. long and the trailer cars 44 ft. 2 in. long, over 
all. All are to be § ft. 8 in. wide. Delivery is set for Novem- 
ber. The special equipment includes: 


MP NINM NNN os iiceay cei cite aia ia ee Sere Wha tabiaeal eee ere CRE ereratal aint M. C. B. 
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RE TRIN oo Sice-0.. 5 de ua Bravarar el eie Ge eopa le aie Symington 
AR INN MRM IOI ois 5 a-ak Mears Wome Gis # AUaHe Oia anes Electric 
NN No an 16.5 5198s las eG Male iay a A NI pew Re alae Cane 
Mere oF 5.25 10) Sia TORTS bk Sex. WER eeea nisl Vial ha Brill 
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The Esquimault & Nanaimo has ordered 20 all-steel drop 
boltom coal cars from the Dominion Car & Foundry Co. These 
cars will measure 36 ft. 914 in. long, 9 ft. 6 in. wide and 5 ft. 
high, inside, and 38 ft. 10 in. long and 9 ft. 442 in. high, over 
all. The special equipment includes: 
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IRON AND STEEL. 





The Wheeling & Lake Erie has ordered 500 tons of rails for 
early delivery. 


The Grip Nut Co., Chicago, is in the market for 2,500 tons 
of steel for nuts for 1910 delivery. 


The Harriman Lines have ordered 12,000 tons of rails from 
the Carnegie Steel Co. for lines in Mexico. 


The American Nut & Bolt Fastener Co., Pittsburgh, Pa., has 
contracted for 3,000 tons of steel for its requirements in 1910. 


The Buffalo, Rochester & Pittsburgh has ordered for imme- 
diate delivery 750 tons of 90-lb. A.S.C.E. section ‘open hearth 
rail. 


The Northern Pacific has ordered from the Lackawanna 
Steel Co. an additional 10,000 tons of rails, of which 5,000 tons 
will be titanium. 


The Atlantic Coast Line has ordered 300 tons of structural 
sieel from the Indiana Bridge Co. The steel will be used in 
construction of shops. 


The Norfolk & Western has ordered 32,000 tons of rails. 
‘he order is divided between the Pennsylvania Sieel Co., the 
Carnegie Steel Co. and the Bethlehem Steel Co. 


The Lake Shore & Michigan Southern has ordered from the 
sones & Laughlin Steel Co. 1,700 tons of plates and shapes 
‘vr ore handling machinery to be installed at the Ashtabula, 
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Ohio, docks. 
week. 


The inquiry for this steel was mentioned last 


General Conditions in Steel—The market for finished steel 
ccntinues strong. Orders for fabricated steel in September 
were less than half the amount placed in August, the falling 
off being because of inability to get deliveries in time for 
building operations before winter. The rail contracts placed 
in September amounted to about 700,000 tons, being the heav- 
iest orders in one month for two years. 





RAILROAD STRUCTURES. 

ANACORTES, WASH.—The Great Northern has prepared plans 

for a passenger station and freight sheds, and has petitioned 
the city to vacate the necessary streets and alleys. 





BEECH GROVE, IND.—Plang are said to be under consideration 
for the construction of an additional shop for the Cleveland, 
Cincinnati, Chicago & St. Louis. 


Cnicaco.—The Chicago Railways Co. is to build a one-story 
car shop on Kedzie avenue. The building will be 500 ft. x 
456 ft. and will cost $200,000. The company also has a build- 
ing permit for a two-story paint shop to be built on Park 
avenue at an estimated cost of $150,000. 


CLINTON, Iowa.—The Chicago & North Western is reported 
to have let the contract for an 80-ft. turntable to be installed 
in its Clinton yards. 


Eau CLAIRE, Wis.—The Chicago, Milwaukee & St. Paul is 
preparing plans for a steel bridge over the Chippewa river to 
replace the present wooden structure. The cost is estimated 
at $25,000. 

The Minneapolis, St. Paul & Sault Ste. Marie expects to 
build a bridge over the Eau Claire river to carry its tracks 
from the yards. The structure is to be of steel and to cost 
$30,000. 


ELKHART, IND.—The Lake Shore & Michigan Southern is 
reported to be preparing plans for extensive shop improve- 
ments. 


EScANABA, MicH.—Work has been started by the C. H. 
Starke Bridge & Dock Co., Minneapolis, Wis., dredging for 
the new No. 5 ore dock, which is to be 2,400 ft. long, 52 ft. 
wide and 72 ft. high, and will contain 400 pockets. (Aug. 20, 
p. 339.) 


Fr. Smiru, Ark.--The St. Louis, Iron Mountain & Southern 
is to build an addition to its passenger station at an estimated 
cost of $25,000. The addition will be of pressed brick. It 
will be equipped with steam heat and a hot water system. 


HAMMOND, Inv.—The Indiana Railway Commission has ap- 
proved the site and plans for a new union passenger station. 


Kansas Ciry, Mo.—The directors of the Kansas City Ter- 
minal Company at a meeting in Chicago took steps toward the 
building of the proposed new terminals and passenger station 
in Kansas City. H. L. Harmon, president, was authorized to 
appoint several committees to handle various branches of the 
work. It is probable three different committees will be ap- 
pointed. Considerable property must be acquired before the 
work of building can be begun. If this property is acquired as 
soon as expected it is probable work will be begun within 60 
days. (July 16, p. 129.) 


LAREDO, TEx.—The National Railways of Mexico are reported 
to be getting the right-of-way to build a new bridge over the 
Rio Grande river to replace the present structure, which can- 
not handle the heavy traffic. 


LuFKIN, Tex.—-The question of building a union passenger 
station to be used by all the railways entering Lufkin is under 
consideration, and will probably be submitted to the Railroad 
Commission of Texas for approval. 


McALESTER, OKLA.—The Union station owned jointly by the 
Missouri, Kansas & Texas and the Chicago, Rock Island & 
Pacific is to be improved by an addition of 100 ft. to the east 
wing and a general rearrangement of the floor space. 


Mempuis, TENN.—The union depot project which was 
dropped some time ago on account of the failure of the various 
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roads to reach an agreement has been revived and application 
has been made for a charter for the Memphis Union Station 
Co. The new company is to represent five roads, the Louis- 
ville & Nashville, the, Nashville, Chattanooga & St. Louis, the 
Southern, the St. Leuis,, Iron Mountain & Southern and the 
St. Louis Southwestern. (Sept. 17, p. 524.) 


New CastLe, InD.—Plans are said to be under way for put- 
ting up a union station to be used jointly by the railways enter- 
ing New Castle. (Sept. 17, p. 524.) 


New OrLEANs, La.—The recent storm in the south damaged 
considerable railway property. The following instances, in 
addition to those previously mentioned, have been reported: 
New Orleans wharves and fruit sheds of the New Orleans & 
Northeastern, loss, $25,000; Louisville & Nashville car shed, 
loss, $2,000; Garyville, La., passenger station of Louisiana 
Ry. & Navigation Co., slightly damaged; Gibson, La., South- 
ern Pacific passenger station, slightly damaged; Scranton, 
Miss., Louisville & Nashville bridge damaged. 


OKLAHOMA Ciry, OkLA.—The Oklahoma Interurban Traction 
Co. expects to build a terminal building at Grand and Hudson 
streets. The plans are completed for a six-story structure on 
an extensive scale, but at present only one wing will be built. 
It will be 50 ft. x 100 ft., six stories high, and will contain 
rooms for ihe generai offices of the company, passenger wait- 
ing rooms and freight storage space. 


Santa CLara.—According to press reports the Cuba Railroad, 
the United Railways of Havana and the Cuban Central will 
jointly put up a union passenger station at Santa Clara, which 
is 189 miles east of Havana. 


SHREVEPORT, La.—The Arnold Co., Chicago, has the contract 
for the new shops for the Kansas City Southern. 


SroKANE, Wasu.—The local press quotes officers of the Chi- 
cago, Milwaukee & Puget Sound ag authority for the state- 
ment that the company intends to build a passenger station 
at Washington and Front streets in the near future. 


Tacoma, Wasu.—The station formerly used by the Taccma 
Eastern has been fitted up by the Chicago, Milwaukee & Puget 
Sound and moved to the corner of Twenty-fifth and A streets. 
It will be used by the C., M. & St. P. as a passenger station. 


TreMPLE, TeEx.---The contract has been let by the Gulf, Colo- 
rado & Santa Fe to John Borden, Ft. Worth, Tex., for a brick 
store room 50 ft. x 200 ft., to cost $28,500. (Dec. 25, 1908.) 


Vancouver, B. C.—-Bids are wanted October 25 by the mayor 
and council of the city of Vancouver for building a bridge 
over False creek, between Bridge and Beatty streets, in Van- 
couver. The structure is to be about 3,375 ft. long between 
abutments, and is to have a 264-ft. center bearing electrically- 
operated swing span, on concrete piers, and 66 deck-plate 
girder spans, varying from 35 to 80 ft. each, supported on 
steel bents resting on concrete pedestals, of which 60 are to 
be placed on piles and 50 on earth. Approaches are to be 
about 150 ft. long and will consist of concrete retaining walls 
and abutments with earth fill. The bridge is to have a road- 
way of 44 ft. and carry two tracks for street electric lines, 
with 6-ft. sidewalks on each side. 


Waco, Tex.—An officer of the St. Louis Southwestern writes 
regarding the reports that work will be started soon on a 
concrete, stone and iren freight house that plans for building 
were made several months ago, but no actual work has yet 
been started. (Sept. 24, p. 568.) 


WatLtacr, Ipamo.—The Oregon Railroad & Navigation Co. 
has had plans prepared for a passenger station. 





The condition of industry in Germany, so far as indicated 
by the consumption of coal, may be inferred from the fact that 
in the seven months ending with July last 2.4 per cent. less 
coal and about 1 per cent. more coke was consumed. There 
has been increase in the amount of coal mined, but a large 
increase in exports has absorbed it. The small increase in 
coke is due to some improvement in the iron industry, which 
is greater than the figures indicate, because it occurred in the 
fatter part of the period. 
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Supply Trade News. 


The Moran Flexible Steam Joint Co., Louisville, Ky:, has 
taken over the, machinery, patterns, etc., of the Central Manu- 
facturing Co., Louisville. 





The Pennsylvania Equipment Co., Philadelphia, Pa., is in 
the market for 10 thirty-ton second-hand flat cars and one 
second-hand electric lecomotive. 


The Upson Nut Co., Cleveland, Ohio, has ordered 750 tons 
of structural steel from the Riter-Conley Manufacturing Co., 
Pittsburgh, Pa., for a new steel mill. 


The Bucyrus Co., South Milwaukee, Wis., recently sold 
100-ton railway wrecking cranes to the Chicago, Burlington 
& Quincy and the Lake Shore & Michigan Southern. 


The Empire Iron & Steel Co., Catasauqua, Pa., recently or- 
dered from the Vulcan Iron Works, Wilkesbarre, Pa., a 14-in. 
x 18-in., 36-in. gage, switching locomotive for use at Oxford, 
Nid. 


Niven McConnell, formerly president of the McConnell Engi- 
neering & Machine Co., Tacoma, Wash., has been appointed 
superintendent of the works of the Standard Steel Car Co., 
Butler, Pa. 


Schroyer uncoupling apparatus, National Railway Devices 
Co., Chicago, will be used on the 1,000 stock cars recently 
ordered by the Chicago, Burlington & Quincy from the Mt. 
Vernon Car Manufacturing Co. 


John B. Given, who has been with the Duplex Metals Co., 
New York, manufacturer of copper clad steel wire, has gone 
into the commissicn business. His address is care Machinery 
Club, 50 Church street, New York. 


Orders for Bartley fasteners, made by the American Nut & 
Bolt Fastener Co., Pittsburgh, Pa., for the month of Septem- 
ber, 1909, exceed 1,200,000. By the first of the new year it is 
expected that orders will increase to 1,500,000 a month. 


Edward C. Brown, who is manager in the Hawaiian islands 
and the Orient for the Dearborn Drug & Chemical Works, 
Chicago, has been elected president of the Commercial Club 
of Honolulu. ‘This club is similar to the chamber of commerce 
and the association of commerce organizations in the large 
cities of the United States. 


The Westinghouse Electric & Manufacturing Co., Pitts- 
burgh, Pa., has declared a quarterly dividend of 134 per cent. 
en the 7 per cent, preferred stock and 3% per cent. in de 
ferred cumulative dividends on the preferred stock. These 
dividends are the first paid since September, 1907. From 1904 


to 1907 annual dividends of 10 per cent. were paid. 


The Railroad Automatic Track Inspector Co., Tacoma, 
Wash., has received an order through its Chicago agent, Willis 
C. Squire, for an automatic track inspecting machine to be 
shipped to Oelwein, Iowa, for the Chicago Great Western. 
The company has been selling a number of these machines 
lately, one to Korea, one to Calcutta, for use on the Bengal 
State Railways, and one to Buenos Ayres. 


The L. M. Booth Co., Chicago, has closed a contract with 
the Vandalia for a Booth water softener having a treating 
capacity of 40,000 gallons per hour, and a 350,000-gallon steel 
storage tank, to be installed in connection with the new shops 
at Terre Haute, Ind. The Booth water softener now under 
construction on the Chicago, Rock Island & Pacific at Sayre, 
Okla., is to be put in operation in about 10 days. 


The first drawing for spaces at the third annual cement 
show at Chicago will take place October 29. Applications to 
be considered in the first allotment must be on file in the 
cffice of the Cement Products Exhibition Co., 115 Adams 
street, Chicago, by October 22. Information, including rules 
and regulations, floor diagrams, etc., have been mailed to 
prospective exhibitors and a large number of applications for 
space have already been filed. The show will be held at the 
Coliseum next February. Conventions of seven, and prob- 
ably more, allied organizations will be held in Chicago while 
the show is in progress. 
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The General Electric Co., Schenectady, N. Y., received grand 
prizes (highest award) at the Alaska-Yukon-Pacific Exposi- 
tion in each class of electrical apparatus in which an exhibit 
wag made by the company. Its apparatus was ranked first 
n the following divisions: Apparatus for cooking by elec- 
‘ricity; apparatus for heating by electricity; automatic motor 
starters; arc lamps; bonds; cabinets; circuit breakers; cut- 
outs; fans; indicating instruments; integrating instruments; 
insulated wires; insulated cables; incandescent lamps; mine 
locomotives; motor generators; motors for direct current; 
motors for alternating current; recording instruments; recti- 
fiers (mercury arc); sockets; switches; transformers and wir- 
ing devices. G. E. turbines were also entered in the govern- 
ment exhibit, in which no awards were made. 


2 


MACHINERY AND TOOLS. 


The Isthmian Canal Commission asks bids up to October 
3 on air compressors (Circular No. 537D). 


The Gould Coupler Co., Depew, N. Y., has ordered a 400 ton 
crane runway from the Riter-Conley Manufacturing Co., Pitts- 
burgh, Pa. 





The New York Central Lines are in the market for three 
traveling cranes of capacities up to 15 tons, and also a few 
machine tools. 


The Winona Railway & Light Co., Winona, Minn., may buy 
during the fall equipment consisting of boilers, furnaces, 
stokers and coal conveying apparatus. 


The Baldwin Locomotive Works, Philadelphia, Pa., has 
authorized the purchase of a number of machine tools, in- 
cluding molding machines, bending machines, forging appar- 
atus and miscellaneous tools. 


The Intercolonial Railway has issued specifications for 27 
heavy machine tools, including lathes, drills, shapers, milling 
machines, wheel presses and saws; also 50 pneumatic tools. 
The tools are for the shops at Moncton, N. B., and bids are 
to be in by October 11. 


The Chicago, Indiana & Southern has ordered for its shops 
at Gibson, Ind., one 18-in. x 8-ft. Hendey Norton improved 
screw cutting lathe, one 24-in. x 12-ft. Schumacher & Boye 
screw cutting engine lathe, one 42-in. x 16-ft. geared head 
engine lathe, and one No. 2 improved cutting-off saw. 





TRADE PUBLICATIONS. 





Die Holders.—The Wells Brothers Co., Greenfield, Mass., has 
published an illustrated pamphlet showing die holders for use 
on screw machines. These are new tools and are made in 
several types and varying sizes. The pamphlet is illustrated 
and gives dimensions and prices. 


Oxry-Acetylene.—The Davis-Bournonviile Co., New York, has 
published a new catalogue of its oxy-acetylene welding and 
cutting apparatus. It contains a large amount of new matter 
regarding new applications of the process, and variations and 
improvements in the torch, generator, etc. 


Steam Shovels.—The Bucyrus Company, South Milwaukee, 
Wis., is distributing a folder calling attention to the fact that 
a Bucyrus shovel broke all records on the Panama canal, ex- 
cavating 8,941 yards in 6 hours and 50 minutes. Other rec- 
ords made by Bucyrus shovels are also noted. 


safety Tread.—The American Mason Safety Tread Co., Bos- 
iou, Mass., has published a 32-page illustrated pamphlet on 
the Mason safety tread. This consists of grooved steel plates, 
{ne grooves being filled with non-slippery soft lead or with 
‘arborundum. Drawings and photographs show the applica- 
(on of different designs to pavements, car steps, etc. 


Golden Gate Route—The San Francisco, Idaho & Montana, 
‘hich expects to have the first 20 miles of track laid this fall 
from Caldwell, Idaho, south on the line projected to Winne- 
mucca, Nev., has published a folder effectively calling atten- 
ton to the character of the country to be traversed by the 
tccd. This country consists of mining property, fruit, grain 
ai cattle lands. Control of the S. F., I. & M. was recently 
accuired by the Oregon Short Line. 
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FOREIGN RAILWAY NOTES. 





The Cali Tramway Co., of Cali, Department of Cauca, Re- 
public of Colombia, South America, is building a five-mile 
narrow gage steam railway to connect Cali with a nearby 
port on the Canea river, from which point river steamers are 
now in operation. Edward H. Mason is president, with office 
at Cali. 


The new extension of the railway system of Siam will con- 
nect at the northern boundary of the British Protected Fed- 
erated Malay States, on the east side of the peninsula, with 
the British line from Singapore on the south, which line has 
only about 150 miles yet uncompleted, and will cross the penin- 
sula and connect with the line now completed between Penang 
and Singapore on the west shore. When completed, this will 
form a direct rail connection between Singapore and Bangkok, 
while a branch line of some 60 miles, which leaves the main 
line at Pataloong, will extend to Trang, on the west shore, 
and this port will be connected with the mail port of Penang, 
140 miles south, by a fast line of mail steamships. To-day 
there is direct rail connection between Bangkok, on the east, 
and Karachi, on the extreme west of India, with the two fol- 
lowing exceptions: (1) Between Sawankalok in Siam and 
Maulmein in Burma, 170 miles; (2) between Prome, west of 
Rangoon, and Chittagong, both in British territory, 350 miles, 
already surveyed. 





Belts and Dressings. 





After a belt has been in use some time, its surface takes on a glaze. 
This results in losses due to slipping, always accompanied by heating, 
and draws the natural oils to the surface, causing them to evaporate. 
This condition further leads to the belt’s getting stiff and hard and 
lessens the angle of wrap (the angle between the extreme points 
touched and covered by the belt on the pulley). 

Without attention, belts are almost sure to deteriorate as above 
described. Their efficiency is increased and their life lengthened 
according to the treatment they receive. To prevent the formation 
of surface glaze and the slipping accompanying it, it is the best 
practice to use a reliable belt dressing. This dressing should pene- 
trate through the surface of the belt and replenish the natural oils. 
This will keep the belt pliable and preserve the original efficiency. 

Rosin is very frequently applied to prevent slipping, and this it 
will do, but at the same time it destroys the life of the belt itself. 
Rosin dries out the belt and makes brittle the leather fibers. 

Dixon’s traction belt dressing, made by the Joseph Dixon Crucible 
Co., Jersey City, N. J., is claimed through long service to have proved 
its value. It does not supply a surface stickiness but is absorbed 
by the belt, thus keeping it in its natural condition, preventing the 
formation of surface glaze with the attendant slipping, and maintain- 
ing the angle of wrap at its widest points. 





A Night Position Signal. 





The two illustrations shown herewith are made from photographs 
taken at night of signals fitted with iliuminated backgrounds, with 
which experiments have been made on the Centre & Clearfield (elec- 
tric) railway in Pennsylvania. The smaller image was taken at a 
distance of 150 ft. and the larger at 100 ft. J. H. Wisner, Jr., man- 
ager of the World Signal Co., Phillipsburg, Pa., which made the ex- 
periments, writes that the position of the signal arm can be seen 





Night Position Signal. 


easily at several thousand feet, or as far as is common in daylight. 
The background is made of boards,. painted white, and fixed about 
6 ft. back of the signal. After numerous experiments with lamps, Mr. 
Wisner has decided to have one lamp for each arm (where a signal 
has more than one arm), and this is fixed behind the post, near the 
spindle, so as not to cast a separate shadow. By a reflector of suitable 
shape the rays from the lamp are diffused over the reflecting board 
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with approximately uniform intensity. For a single signal a separate 
post is necessary to support the background, but on signal bridges 
and on bracket signals the usual stiffening of the frame can be readily 
adapted to support the reflector. 

Mr. Wisner says that in consequence of the imperfections of signal 
lamps, many engine men make it a practice, when running at night, 
to see the signal arm, if they can (and on moonlight nights it. is 
usually possible) ; and this fact led to the experiments looking to the 
perfection of an acceptable method of showing the position of the 
arm in the dark. 





Dodge Company’s Plant. 





The Dodge Manufacturing Co., Mishawaka, Ind., whose buildings, 
shown in the view herewith, cover nearly 40 acres in a 60-acre loca- 
tion on the Lake Shore & Michigan Southern, claims to have the larg- 
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Mishawaka Plant; Dodge Manufacturing Co. 


est plant in the world for the manufacture of machinery for the 
mechanical transmission of power. 

The consumption of raw materials, the production of finished goods, 
and the capacities of the power and mechanical equipment are as 
follows: There are annually consumed 20,000 tons of pig iron, 7,000,- 
000 feet of lumber, 900 tons of steel and structural iron, 6,200 tons 
of steel shafting and 9,000 tons of coal. There are annually produced 
250,000 Independence wood split pulleys, 100,000 Dodge Standard 
iron split pulleys, 90,000 solid iron pulleys, 95,000 hangers, 150,000 
bearings of all types, 4,000 friction clutches and more than 2,000,000 
Ibs. of bearing metal. The steam boilers have a capacity of 1,500 h.p., 
and the steam engines 1,500 h.p., with electric generators of 250 k.w. 
The steel shop in which the Eureka water softener and purifier is 
made has a capacity of 52 fully equipped machines a year. 





Security Anchor Tie Plate. 


The tie plate shown in the accompanying drawing is designed to 
act as both tie plate and anti-rail-creeper, being easily attached to the 
rail, gripping it so firmly that in creeping the rail will have to pull 
the tie with it through the ballast. As shown, there are three holes 
in the wedge, and corresponding holes in that side of the plate. In 
applying it, the wedge is driven home until hole A is over the middle 
hole in the plate, and the spike is then driven through these holes.- In 
driving the wedge, one hammer should strike the wedge while the 























Security Anchor Tie Plate. 
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other strikes the plate in the opposite direction, so as to keep the 
plate square with the rail until the wedge is.in place. The wedge and 
the shoulder of the plate on the opposite side make a three-point 
bearing on the base of the rail, so that if the plate skews the grip 
on the rail gets tighter. The spike holes on the side of the plate 
opposite the wedge are slotted so as to allow the plate to skew a 
little. 

Wear on the wedge is taken up by drawing the spike from hole A 
and driving it through hole B. As shown, this hole and the cor- 
responding hole in the plate are out of alinement, so, that as the 
spike is driven the wedge is drawn in against the base of the rail. 
In this movement the end of the wedge near hole C acts as a ful- 
crum, bearing against the shoulder of the plate. To take up still 
further wear, the spike is drawn and driven in hole C. This plate 
can be applied to a wide range of rail weights of the same section by 
merely changing the wedge. 


It is handled by the W. K. Kenly Co., Chicago. 





Renewo Valve. 


The Renewo valve, illustrated herewith, is made of a bronze com- 
position containing a high percentage of copper and tin and is de- 
signed to withstand long and severe usage. 

The principal feature in the design of this valve is the construc- 
tion of the seat and disc. The disc, 12, is provided with a tubular 
extension which enters the valve seat ring, 13. Its principal function 
is the preservation of the 
seat, which is accomplished 
in a two-fold manner. First, 
as it enters the seat it de- 
flects the current of steam 
from the seat-ring face, thus 
preventing the wire-drawing 
which would otherwise oc- 
cur. This feature is espe- 
cially important, should the 
valve be left partly open for 
any length of time. Sec- 
ondly, the seating surface is 
kept free from scale and 
grit by the action of the 
thin current of steam dis- 
charged over it as the disc 
is brought home. Another 
function of this extension 
ring is the prevention of 
water hammer, which is 
caused by the sudden ad- 
mission of steam, for no 
matter how quickly the 
hand-wheel may be operated, 
this tubular extension will 
permit the steam to enter 
only gradually 

The seat, 138, which is 
made of nickel, is renewable, 
and can be removed from 
the valve body by using a flat bar to engage the lugs on the inside 
of the ring. The seat may be reground a number of times before it 
is necessary to renew it. All of the other wearing parts, including the 
disc, can be renewed if necessary. ‘The hub is securely held to the 
body by a union ring, so that it is impossible for the hub and body to 
get rusted together, as the threads which hold the union ring to the 
body are protected at all times from the action of the steam, the 
joint being made between the flange on the hub and the neck of the 
body. This connection also acts as a tie or binder in screwing over 
the body, and tends to strengthen the valve. The stuffing-box can be 
repacked under pressure when the valve is wide open, as a shoulder 
on the stem, directly above the threads, forms a seat beneath the 
stuffing-box. 

The valve is guaranteed for working pressures up to 200 lIbs., and 
is made in globe, angle and cross patterns, screw or flange ends. 
This valve has been adopted by the Union Pacific for use on locomo- 
tive ash-pan equipment. Durability is a feature of great importance in 
a valve used for this purpose, as the valves when in use are bu! 
slightly opened, thereby subjecting the seating surfaces to the con- 
tinuous wear of wire-drawing of the water between them. 

The Lunkenheimer Company, Cincinnati, Ohio, is the maker of this 
valve. 





Renewo Valve. 





Plate Glass. 





Plate glass has been somewhat slow in coming into general use 
for passenger coaches, because of the supposed excessive cost, It 
is true that the initial expenditure is considerably greater than for 
the same quantity of common sheet glass, but the ultimate cost is net 
much more, due to the lower cost of maintenance. 
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ANNUAL REPORTS 


NEW YORK, 


In accordance with the By-Laws of The New York, New Haven and 
Hlartford Railroad Company, the Board of Directors have caused to 
be prepared a general statement of its affairs for the year ending 
June 80, 1909, as follows: 


FOR TWELVE MONTHS, JULY 1, 1908, TO JUNE 30, 1909. 


INCLUSIVE. 
OPERATING REVENUB: 
MOIR TREVORUE 5 ok cis ehew Sa Sess $26.595.969.67 
PAGHOREGr BSCVENUC 2. sc ssicacacwccces 22.852.741.77 





2.852.741.77 
All other Revenue from Transportation 3,713,867.46 
Revenue from Operations other than 
PARED OPUAUION 66 6a. 0606546 6 ae eS wa 1,185,052.07 
ToTAL OPBRATING REVENUE...... $54,347,630.97 
OPERATING EXPENSES: 
Maintenance of Way and Structures... 
Maintenance of Equipment........... 5,906,356.68 
VNC TERT oo oe 6 656 ai Soe ence 08,999.73 
Transportation Expenses ............ 22,491,376.16 
GOROTEL TOXMCURCR occ 6 o05s 6 esse wns 1,242,967.51 


*ToTAL OPERATING EXPENSES..... 


6,130,606.46 


36,080,306.54 


NET OPERATING REVENUB........ 18,267,324.43 
Net REVENUE FROM OUTSIDE OPERATIONS 


Net EARNINGS—THB CONNECTICUT Com- 


1,214,306.52 





oS), SOO Rae Tse Sie Ae Were aren en ee ner eer ae 3.644,314.86 
PNR acces aca at ate Mana eR ora eiee 4,858,621.38 
TOTAL NRT REVENUB............ 23,125,945.81 
RMN iis wow eetnhs See ia SS es 3,446,125.98 








19,679,819.83 

INCOME FROM OTHER SOURCES: 
DIWIGGROS ON OOCES. 6 vcs oc c5 vce sees 
ARUOUORE OND SSOTIIEE 6 6 aia, 6.0508 re oo 0. See 48 
Miscellaneous Income ............00- 
OUUN. TROCRINN 6 c5.5-50.0 620s sda e ate 


1,959,333.14 
674,432.55 
1,609,581.25 
350,141.94 





4,593,488.88 


24,273,308.71 


ToTAL INCOME FROM OTHER SOURCES 








WOtAes, SOCOM: sic cece Sve Sw RSais 
DEDUCTIONS FROM INCOME: 
Interest on Bonds, Debentures and 
PEGE TORE. asks eas cvs celese 10,424,931.76 
Rentals of Wensed Lines. ... 2.460006 
Rentals other than above............ 
PEICO OF PiU PRONG eo osc 66.6 05s stiese es 


Perr re rrr ere or 23,142.72 





ToTAL DEDUCTIONS FROM INCOME.. 16,843,079.73 








Me ASCOM 666d 0d Sais eaerae ee 7,430,228.98 

IDE} ‘os. 116 119 INCLUSIVE, 
seis cptaiaednelian ieeareae niin 7,883,842.00 
$453,613.02 


iso eG a irae ts anlar 





*The Operating Expenses and Taxes were 72.73 per cent. of the 
Total Operating Revenue. 

The business depression to which reference was made in the last 
General Statement continued until the autumn of 1908, when some 
improvement was noticeable. As time advanced this improvement 
became more marked, so that with the low basis of operating cost 
which was maintained throughout the year, without impairment of 
the property, the Company was able to earn the regular dividend paid 
during the year within $453,613.02, equivalent to about seven and 
one-half per cent. on the maximum amount of capital stock out- 
standing, $100,000,000.00. 

The earnings of the Company since July 1st, 1909, while not in 
gross quite equal to those of the year 1907, are in net exceeding the 
same, owing to improvements in operating conditions made practicable 
by the completion of the many improvements of the past few years. 

Below is given a statement of the comparative gross earnings of 
the company month by month for the years ending June 30th, 1907, 
1908 and 1909, that the effect of the business depression, from which 
the country is now just emerging, may be seen and the recovery 








NEW HAVEN & HARTFORD—THIRTY-EIGHTH YEAR. 


The present prospects for business indicate the largest gross rev- 
enue in the history of the Company. 

The expectation of a return on your company’s investment in the 
Central New England Railway Company has been realized by the 
action of the Directors of that company in authorizing the payment 
from the net earnings for the year of four per cent. interest on the 
General Mortgage Income Bonds. 

The six track construction of the Harlem River and Port Chester 
Railroad has been continued, and ninety per cent. of the total work 
has been completed. The installation of an automatic signal system 
is now under way, and will be completed on or about January 1st, 
1910. 

The second track construction between Seymour and Waterbury 
has been completed. 

The new main line tracks in Waterbury are in service, together 
with the passenger and freight facilities. The construction of a 
machine shop, engine house and locomotive coaling station at Meriden 
Junction, Waterbury, has been in progress during the year and will 
be .ready for occupancy on or about January ist, 1910. 

Improvements at Hawleyville, including changes in tracks and . 
extension of freight yard, have been completed. 

The second track construction between Waterbury and Bristol 
is progressing and a portion of the line from Waterbury to Summit, 
a distance of eight miles, is completed and in service. The work 
between Summit and Bristol is about fifty per cent. completed, and 
the driving of the tunnel is now under way. It will probably require 
about one and one-half years to finish the entire improvement. 

Work on the viaduct in New Haven (which carries the street rail- 
way tracks formerly located in State Street) was continued during 
the year, and cars are now being operated over the same. The work 
will be completed on or before October 1st, 1909. 

The construction of the double track connecting line and tunnel 
from Providence to East Providence has been completed and has been 
in service since December, 1908. There has been constructed a con- 
crete signal tower with electric interlocking for handling trains at 
the junction between the main liné and the line to Fall River. 


NUMBER OF GRADE CROSSINGS ELIMINATED. 


ROO OE ENE go pee did Kaw ES Klee eevee 1 
SUPNS TOR VCOMMOOCEIOUES 625.56, eeioioic cc B greece eieare we Woes 31 
state of Mansnchusctta: 66.666 6. cckecs cccecieaeee 6 
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The electrification of the New Canaan Branch has been completed, 
and trains have been operating electrically over this branch during 
the past year, 

Work is now in progress at Glenbrook, Connecticut, on the erection 
of approximately one mile of four and six track catenary construc- 
tion, beginning at the easterly terminus of the present overhead con- 
struction, a short distance east of Stamford. Contract has been 
awarded for two electric freight locomotives. This work is for 
experimental purposes to determine future standards in connection 
with a proposed extension of our electric service. 

New passenger stations or increased facilities have been provided 
during the year at the following points: 


Attieboro, Georgetown, Lyme, 
Chartley, Harlem River, North Hanson, 
Falmouth, Kingston, Sheffield. 


Work is in progress, and will be completed during the coming year, 
on new passenger stations or increased facilities at the following 


points: 

Bethel, Farnumsville, 
Cedar Iiill, Hingham, 
Charles River, Highland, 
Dudley Street, North Scituate, 
East Hampton, Connecticut, Pemberton, 


East Providence (Watchemocket Square), Rowayton, 











noticed: IXsmond, Sagamore. 

Increase or Decrease Increase or Decrease 

ry . in 1908 as in 1909 as 
Fiscal Year . 1907 1908 1919 compared with 1907 compared with 1908 

1906 1907 1908 

POOP eres Seek sky he 378 $4,682,289.04 $5,029,597.94 $4,401,822.78 Inc. $347,308.90 Dec. $627,775.16 
POMBE eis sin sie rciaretele aleraie's 4,815,108.97 5,350,063.59 4,528,132.22 Ine. 534,954.62 Dec. 821,931.37 
September ee re 4,802,221.64 5,000,836.23 4,819,232.04 Ine. 198,614.59 Dec. 181,604.19 
tate 3 ‘ 4,827,014.43 5,196,679.96 4,935,337.98 Ine. 369,665.53 Dec. 261,341.98 
november aera hn towlcnrs 4,744,514.93 4,747,661.03 4,611,179.89 ine. 3,146.10 Dec. 136,481.14 
December = ae = Dec. 283,732.67 Ine. 183,042.81 
‘anuary eens iid aNd ate aite 4,308,381.82 3,679,416.62 4,055,890.59 Dec. 628,965.20 Ine. 376,473.97 
i Sia ea ae eee 3,749,129.30 3,359,707.03 3,826,499.64 Dec. 389,422.27 Ine. 466,792.61 
MMMM asians aic Slovo sha aie aos 4,612,498.88 3,874,617.85 4,532,941.20 Dec. 737,881.03 Inc. 658.323.35 
April ania STS Wie a isleie ete a 4,600,895.70 4,149,689.48 4,692,470.76 Dec. 451,206.22 Ine. 542,781.28 
‘lay SOU ce eee 5,033,045.48 4,132,563.47 4,761,765.65 Dec. 900,482.01 Ine. 629,202.18 
PANNE <a arte ancien ieratenaSn ners 4,971,055.71 4,357,266.31 4,827,267.66 Dec. 613,789.40 Inc. 470,001.35: 
$55,601,936.32 $53,050,147.26 $54,347,630.97 Dec. $2,551,789.06 Inc. $1,297,483.7f 
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New freight houses or increased freight facilities have been pro- 
vided during the year at the following points: 


Baltic, Lyme, South Norwalk, 
Boston Manville, Seymour, 
(Massachusetts Ave.), Naugatuck, Sheffield, 
Bridgeport, North Hanson, Thompsonville, 
East Milton, New Bedford, Tremont, 
Fall River, Pittsfield, Van Nest, 
Georgetown, Providence (India St.), Westchester, 
Holyoke, Quincy Adams, Windsor. 


Work is in progress, and will be completed during the coming 
year, on new freight houses or increased facilities, at the following 


points: 

Centredale, Lonsdale, North Scituate, 
Esmond, Middletown, Rowayton, 
Higganum, New Bedford, Roxbury. 


New turntables have been provided at Webster and Mansfield. 

Improvements and additions to engine terminal facilities have been 
made at the following points: 
Dedham, South Boston, 
Providence, Webster, 

The work at Dudley Street, Boston, with the exception of some 
minor details, is now completed. 

The work at Northern Avenue, Boston, covering extensive changes 
necessitated by extension of the street, has been carried on in con- 
junction with the work done by the city and is now about eighty 
per cent. completed. 

The elimination of grade crossings in New Bedford has been com- 
pleted, and the facilities provided are now in service. 

The elimination of grade crossings in Worcester is in progress, and 
that portion to be constructed by the New York, New Haven and 
Hartford Railroad Company between Southgate and Cambridge 
Streets is well under way. There still remains to be done at Wor- 
cester a large amount of work which will require from one and one- 
half to two years to complete. 

The elimination of grade crossings at Fairmount Avenue, Hyde 
Park, has been completed. 

The elimination of grade crossing at Barnstable was completed 
during the fiscal year. 

The elimination of grade crossing at Walnut Street, Hartford, has 
been completed. 

The elimination of grade crossings at Clinton, Massachusetts, is 
under way and will be completed during the coming year. 

Improvements and additions to signalling and interlocking have 
been made at the following points: 

Atlantic Junction, Harlem River to New Rochelle, 


Waterbury. 


Attleboro, Naugatuck Junction, 

Branford, Providence, 

Canton Junction to Stoughton Stamford, 
Junction, Waterbury, 

Central Falls, Woodlawn, 

Cohasset, East Haven. 

Danbury, 


Bridge repairs, renewals and strengthening bridges to permit of 
operating heavier locomotives, have been made at the following points: 


Abington, Hartford, Shepaug, 
Ashcroft, Middletown, Sherbourne, 
Aquidneck, Moosup, South Wethersfield, 
Derby Junction to Midway, Stillwatey, 

New Haven, New London, Titicut, 
East Taunton, Newington, Torrington, 
Fall River, Olneyville, Weir Village, 
Fluteville, Pelham, Westerly, 


Fort Point, Conn., Reynolds Bridge, West Mystic. 
Groton, Sandy Hook, 

The work on the new drawbridge over the Taunton River at Som- 
erset has been completed. 

The new Shaw’s Cove drawbridge and Niantic Lift Bridge have been 
equipped with machinery for electric operation. 

At the Thames River drawbridge, New London, the double tracks 
have been discgntinued and the tracks have been gauntleted in order 
to permit of iccehen of heavier power. 

The construction of the new bridge over Jackson Street, Holyoke, 
has been completed. 

Additional protection against fire has been provided at the follow- 
ing points: 

Dover Street coal pocket, Boston, Saybrook Point, 

Madison, South Boston Pier No. 1, 
New Haven storehouse, South Norwalk freight house. 
Providence “reight house, 


The old train shed of the Park Square Station, Boston, together 
with building formerly known as Freight House No. 1, were destroyed 
by fire on January 17th, 1909, and the material not destroyed by the 
fire has been removed and sold. 

The Norwich Line Freight Dock at New London was destroyed by 
fire on February 8th, 1909, and the work of reconstruction is now 
nearing completion. 
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The work at the Oak Point float bridges is under way, and a num- 
ber of the new float bridges will be in operation by November ist, 
1909. There have also been laid in the Oak Point Yard, during the 
fiscal year, four miles of track, and the general construction is pro- 
gressing satisfactorily. 

New equipment to the value of $7,211,254.42 has been purchased 
during the year, ¢onsisting of 54 coaches, 30 composite cars, 12 bag- 
gage cars, 2: postal cars, 5 horse and carriage cars, 5,179 box cars, 
7 steel car floats, 1 tug, 2 double truck street railway flat cars with 
crane, and 2 street railway snow plows. , 

There has been no increase during the year in the capital stock 
issued, but the amount of stock outstanding in the hands of the public 
has been increased by the sale of 21,043 shares of treasury stock, the 
proceeds of which were used to acquire other property. 

The capital stock of the Old Colony Railroad Company has been 
increased during the year by the sale of five thousand shares, the 
proceeds of which have been applied toward the reimbursement of 
expenditures for betterments by your company. 

The outstanding indebtedness of the Company and of its leased 
lines in the hands of the public has been increased during the year 
by the following: 


Boston & New York Air Line R. R. Co. 1st Mort. 4% 





cn RE ea ee een: +» $1,602,000.00 
Pawtuxet Valley R. R. Co. 1st Mort. 4% Bonds sold... 160,000.00 
Stafford Springs Street Ry. Co. 1st Mort. 5% Bonds.. 350,000.00 
Installments received on Subscription to 3% % Convert- 

ible Debenture Certificates of January 1, 1906....... 7,300.00 
Installments received on Subscriptions to 6% Convert- 

ible Debentures of January 15, 1908.......... «eee-e 12,010,225.00 
One Year Notes—4% due February 2, 1910. $100,000.00 

4% due March 18, 1910.5,150,000.00 5,250,000.00 

LESS 
4% Conv. Debenture Certificates of 1893 

PE NIN 6 So as 10 oo ois iGo bw w'S oc oo $4,400.00 
414% Two Year Debentures paid......... 600,000.00 
5% Two Year Debentures paid........... 7,810,000.00 
54%4% Two Year Debentures paid......... 1,300,000.0 


0 
31,700.00 $9,746,100.00 
$9,633,425.00 


Sundry Real Estate Mortgages paid....... 
Net increase N. Y., N. H. & H. R. R. Co... 





New Haven & Northampton Co. Ref. Con. Mort. 4% 

— BEN cp cigc oa nak awk ais oe wes OS oa Oa oe ; 2,400,000.00 

Consolidated Mort. and Sinking Fund 6% Bonds paid.. 1,117,000.00 
$1,283,000.00 

PURI ORT. La CG na gob cases Ra wes Gs obisae aes $10,916,425.00 


The $60,000.00 5% First Mortgage Bonds of the Milford & Woon- 
socket Railroad Company, which matured December 1st, 1908, and the 
$10,000.00 6% First Mortgage Bonds of the Milford, Franklin & 
Providence Railroad Company, which matured January 1st, 1909, were 
purchased by The New York, New Haven & Hartford Railroad Com- 
pany and are held in its treasury. 

There will mature between January 9th, 1910, and October 1st, 
1910, the following obligations for which the Company is responsi- 
ble, viz. : 


January 9, 1910—3 year 5% Debentures............ .. $3,500,000.00 
January 10, 1910—3 year 5% Debentures..... wae 50,000.00 
February 2, 1910—One Year 4% Notes........... aaa ae 100,000.00 
March 1, 1910—Shore Line Ry. Co. 4% % 1st Mort. Bonds 200,000.00 
March 18, 1910—One Year 4% Notes.............. --. 5,150,000.00 
April 1, 1910-—Housatonic R. R. Co.4% 1st Mort. Bonds 100,000.00 

October 1, 1910—Woonsocket & Pascoag R. R. Co. 5% 
DE ROE: SUE 5 se wAsioas eee caus ceG Sula ree 100,000.00 
$9,200,000.00 


It is expected to pay the $1,912,000.00 of Boston, Clinton & Fitch- 
burg R. R. (Old Colony) 5 per cent. First Mortgage Bonds maturing 
January ist, 1910, from the proceeds of the sale of Old Colony R. R 
Co. stock. 

The authorized expenditures of the Company for im- 
provements and equipment not completed and deliv- 


ered on June 30th, 1909, were......... aS ee owen -. $12,959,956.67 
Of which amount it is estimated there has been deliv- 


ered and paid for material aggregating in value...... 1,000,000.00 
TPR IRO Es oo oS Sos ose KS NS SS eS SiaSe eeeeee $11,959,956.67 


In order to provide the necessary capital to meet maturing obi! 
gations and expenditures for improvements it is proposed to give to 
the stockholders and convertible debenture holders of the Company the 
right to subscribe for additional shares of the capital stock at the 
rate of $125.00 per share. Each stockholder is to be entitled to sub- 
scribe for one share of new stock for each four shares held, The 
holders of convertible debentures will have the same rights of sub- 
scription as if they already held the stock into which their deben- 
tures are later convertible. Payment of subscription -will be in four 
equal installments at intervals of six months. There will be secured 
to subscribers for the new stock a return upon partial payments pro 
portionate to the dividends declared on fully paid stock. 

Definite action cannot be taken on this subject by the Directors 
until after the authorized capital stock of the Company has been in- 
creased by two-thirds vote of the stockholders. The Diréctors hav 
therefore voted to call a special meeting of the stockholders for the 
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purpose of increasing the authorized capital stock of the Company, 
and recommend to the stockholders that the authorized capital stock 
be inereased by the addition of four hundred thousand shares of one 
hundred dollars each. 

The litigation in which the New York, Westchester and Boston 
Railroad was involved has been terminated and full authority given 
for the prosecution of the work of construction, in accordance with 
plans satisfactory to your Company. 

By a decree of the Supreme Judicial Court of the Commonwealth of 
Massachusetts of May, 1908, in the suit of the Attorney General 
against The New York, New Haven and Hartford Railroad Company, 
your Company was enjoined from holding directly or indirectly the 
stock of any Massachusetts street railway after July ist, 1909. 

In consequence of this decree it became necessary to sell the stocks 
and indebtedness of the Worcester and Webster Street Railway Com- 
pany and of the Webster and Dudley Street Railway Company, which 
came into the treasury of your Company through the merger with 
the Consolidated Railway Company of May 31, 1907, thus closing out 
the last financial interest of your Company in Massachusetts street 
railways. 

The only interest not eliminated is the endorsement upon the shares 
of the Springfield Railway Companies and the New England Invest- 
ment and Security Company. These endorsements under decrees of 
the courts thus far rendered, we must apparently continue until the 
liquidation of the Trusts they represent, but the earnings of the prop- 
erties owned by both Trusts seem to be ample to enable them to meet 
all obligations without calling upon your Company to make any pay- 
ments under the terms of its guaranty. 

The obligation may therefore be considered more a nominal than a 
material one. 

By reason of the substitution of electric motive power for steam 
within the limits of the city of New York, required by law, and the 
need for larger facilities at the Grand Central Terminal involving 
the expenditure of a large amount of money, it was deemed advisable 
to join with the New York Central and Hudson River Railroad Com- 
pany in a new agreement for the use and occupancy of the terminal. 
This agreement is now in effect, and, while it entails an additional 
expense to your:Company for its use of the terminal, it is recognized 
as a natural sequence to legal requirements and the changed conditions. 

The General Court of the Commonwealth of Massachusetts at its 
1909 session authorized the incorporation of the Boston Railroad Hold- 
ing Company for the sole purpose of acquiring and holding the whole 
or any part of the capital stock, bonds and other evidences of indebt- 
edness of the Boston and Maine Railroad and of voting on all certifi- 
cates of stock so acquired and held, and of receiving and collecting 
dividends and interest upon said stock, bonds and other evidences of 
indebtedness. 

A copy of the Act is given below: 


(CHAP. 519.] 


AN ACT TO INCORPORATE THE BOSTON RAILROAD HOLDING COMPANY. 
Be it enacted, etc., as follows: 

SecTIon 1. Walter C. Baylies, Robert M. Burnett, Frederic C. 
Dumaine, their associates and successors, are hereby made a corpora- 
tion by the name of the Boston Railroad Holding Company for the 
sole purpose of acquiring and holding the whole or any part of the 
capital stock, bonds and other evidences of indebtedness of the Boston 
and Maine Railroad, and of voting upon all certificates of stock so 
acquired and held, and of receiving and collecting dividends and inter- 
est upon said stock, bonds and other evidences of indebtedness; and for 
said purpose said corporation shall have the powers and privileges and 
be subject to the liabilities, duties and provisions contained in sec- 
tions two, three, four, six, nine, ten, eleven, twelve, thirteen, fourteen, 
fifteen, sixteen, seventeen, eighteen, nineteen, twenty, twenty-one, 
twenty-two, twenty-three, twenty-four, twenty-five, twenty-six, twenty- 
eight, twenty-nine, thirty, thirty-one, thirty-two, thirty-three, thirty- 
four, thirty-five, thirty-six, thirty-seven, thirty-eight, thirty-nine, forty- 
five, forty-six, forty-seven, forty-eight, forty-nine,, fifty, seventy-one, 
seventy-two, seventy-three, seventy-four, seventy-six, seventy-seven, 
seventy-eight, seventy-nine, eighty-one, eighty-two, eighty-three, eighty- 
four, eighty-five, eighty-six, eighty-seven, eighty-eight, eighty-nine and 
ninety of chapter four hundred and thirty-seven of the acts of the year 
nineteen hundred and three, and acts in amendment thereof and in 
addition thereto, so far as said sections and acts are not inconsistent 
with the provisions of this act. 

SecTION 2. The capital stock of said corporations shall be one hun- 
dred thousand dollars, divided into shares of one hundred dollars each, 
ind said corporation may, at a meeting duly called for the purpose, by 
: vote of a majority of all its stock, authorize an increase or reduction 
of its capital stock in the manner provided by sections forty and 
‘orty-one of chapter four hundred and thirty-seven of the acts of the 
year nineteen hundred and three: provided, that such increase or 
reduction shall be approved by the board of railroad commissioners. 
‘ majority of the officers and directors of the Boston and Maine 
Railroad and of said corporation shall be citizens of Massachusetts, 
‘nd the principal offices and places of business of said corporations 
hall be in the city of Boston, in said commonwealth, and all meetings 
of = directors of said corporations shall be held in this common- 
wealth, 
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SEcTION 3. The stock of the Boston and Maine Railroad which may 
be acquired by said Boston Railroad Holding Company shall not be 
sold by it without express authority from the legislature, and any 
proposed sale thereof shall be reported to the board of railroad com- 
missioners, who shall investigate and report to the legislature respect- 
ing the advisability or expediency of such sale. The bonds, notes or 
other evidences of indebtedness of the Boston and Maine Railroad 
which may be acquired by said Boston Railroad Holding Company 
shall not be sold, transferred, pledged or otherwise disposed of with- 
out the approval of the board of railroad commissioners, but this 
provision shall not be construed so as to impair the rights of cred- 
itors of said Boston Railroad Holding Company to secure payment of 
any indebtedness due them. 

Section 4. Any railroad corporation incorporated at the date of the 
passage of this act under the laws of this commonwealth may guar- 
antee the principal of and the dividends and interest upon the capital 
stock, bonds, notes and other evidences of indebtedness of said Bos- 
ton Railroad Holding Company, and may acquire and hold said stock, 
bonds, notes and other evidences of indebtedness: provided, however, 
that the shares of stock of said Boston Railroad Holding Company 
shall not be sold or transferable until said stock has been guaran- 
teed as hereinbefore provided. Any railroad corporation acquiring 
said stock as hereinbefore provided shall not thereafter sell the same 
without the express authority of the legislature. The commonwealth 
may at any time by act of the legislature, upon one year’s notice, 
take or acquire by purchase or otherwise the stock, bonds, notes and 
other evidences of indebtedness issued by the said Boston Railroad 
Holding Company; provided, however, that such taking or purchase 
shall include all said securities of said company: and upon motion 
of the attorney-general, the compensation to be paid therefor shall 
be determined in the manner provided in section seven of Part II 
of chapter four hundred and sixty-three of the acts of the year nine- 
teen hundred and six. In the event of such taking the commonwealth 
shall secure any corporation from which stock, bonds, notes or other 
evidences of indebtedness are taken against any liability arising by 
reason of its having guaranteed the principal thereof and the dividends 
and interest thereon under authority of this act. The acquisition by 
any railroad corporation, as hereinbefore provided, of any of the 
stock, bonds, notes or other evidences of indebtedness of said Boston 
Railroad Holding Company shall be deemed to be an acceptance by 
such railroad corporation of all of.the terms and provisions of this act. 

SEcTION 5. This act shall take effect upon its passage. [Approved 
June 18, 1909.} 

Under the authority of the same the Boston Railroad Holding Com- 
pany has organized and entered into contracts for the purchase of the 
large block of Boston and Maine Railroad stock representing a sub- 
stantial control of the outstanding stock of that company which was 
formerly acquired in the interest of your Company, and your Directors 
have entered into agreements to purchase all the stock and bonds of 
the Boston Railroad Holding Company that will be issued for payment 
of the same. 

The result of this transaction will be to give your Company an 
indirect control of a stock interest in the Boston and Maine Railroad 
through your ownership of all the outstanding capital of the Boston 
Railroad Holding Company. 

This very satisfactory conclusion of the controversies which grew 
out of the purchase by The New England Navigation Company of a 
large stock interest in the Boston and Maine Railroad about two years 
ago, is anticipated by your Directors to be of large advantage to your 
company in the building up of a distinctively New England Railroad 
system devoted to the interests of that section, securing more advan- 
tageous arrangements with connecting lines and a more economical 
administration of the properties when run in a common interest than 
has resulted heretofore. 

Much will have to be done before the estimated results will be 
realized, but that immediate improvement in the business of both 
companies will result is confidently anticipated. 

Mr. Edward D. Robbins resigned as director on January 8th, 1909, 
and the vacancy was filled by the election of Mr. Alexander Cochrane, 
of Boston, Massachusetts. 

Colonel Frank W. Cheney died at his home in South Manchester. 
Connecticut, May 26th, 1909, and the following minute was entered 
upon the records of the Board: 

“Frank Woodbridge Cheney, a director of this company, died at his 
home in South Manchester, Connecticut, May 26, 1909. 

He was elected a Director September 22d, 1900, and was a constant 
attendant at its meetings and showed that same loyalty in all that 
concerned the corporation which was his characteristic trait in life. 
His opinions were respected by all his associates, and his judgment 
could be relied upon. 

We shall miss his geniality and sound judgment, and extend to his 
family our sincere sympathy in their bereavement, and direct that this 
minute be spread upon our records, and a copy sent to the family.” 

The faithful and efficient services of the officers and employes are 
hereby acknowledged. 


By order of the Board of Directors, 


New Haven, Connecticut. 
September 17th, 1909. 


CHARLES S. MELLEN, 
President. 
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GENERAL BALANCE SHEET, JUNB 30, 1909. 

















ASSETS. 
Cost of properties : 
RT ae er a $113,083,106.77 
Equipment, Steam Railroad......... 54,008,603.25 
Floating Equipment, Street Railways 
and Other DRODETEREB. .... 000.0 cses 40,361,603.65 
sae 453,313.67 
Stocks of other Companies ........... 75,399, 548.93 
Bonds of other Companies............. 9,804,800.83 
Real Estate at Park Square, Boston, and 
South street, New York, held for sale 5,169,752.03 
Advances to Leased Companies, not con- 
trolled, for Improvements and Bet- 
terments to be written off over 
ee PS ee ee 2,659,527.38 
Advances to and Expenditures on Har- 
lem River and Port Chester R.R.... 22,294,617.36 
Materials, Fuel and Other Supplies..... 3,406,910.90 
CURRENT ASSETS. 
Agents’ and Conductors’ Balances...... $2,111,801.66 
Accounts and Bills Receivable : 
Miscellaneous Accounts ............ 10,361,827. 03 
CORE NN Sait cai og as he ew 19,913,157.82 
$30,274,984.85 
Cash: In Banks and on hand ........ $16,662,321.45 
On Special Deposit for payment of in- 
terest and Dividends ............. 4,177,645.02 
$20,839,966.47 
————_ 53,226,752.98 
ASSETS IN SPECIAL FUNDS. 
SI NE on x ns e's odes enh Se $1,103,703.38 
Accident and Casualty Fund .......... 275,344.12 
Harlem River and Port Chester R. R. 
Bonds Special Deposit ........... 238,680.00 
Connecticut Railway and Lighting Com- 
DRY Ce secs as ssa ssews 333,736.71 
Worcester and Connecticut Eastern Rail- 
way Sinking Fund ............... 19,560.00 
—— 1,971,024.21 
Deferred Charges to Income: 
Prepaid Insurance and Rentals ...... 14,104.68 
$381,400,352.97 
LIABILITIES. 
TPO: cab scce sheen seen os Ot $121,878,100 00 
La COMI. ase wes kane sec 21,878,100.00 
$100,000,000.00 
Funded gh 
ee HN. & 5. B. B. Co; Rohensene, 
including Debentures of Merged 
ee ee $175,898,875.00 
N. Y., N. H. & H. R. R. Co. Bonded 
Debt, including Bonds of Merged 
Roads assumed ....... Sa Sai Eee S 58,961,000.00 
- —_————— 234, 859,875.00 
Real Estate Mortgages ............... 23,500.00 
Reserve for Equipment and Personal _ 
Property taken over with Leases... 11,455,984.87 


CURRENT weremes > 











Pee: ee TERIOR os ns oo 0054525006 1,511,665.96 
Audited Vouchers and Accounts........ 3'579,039.71 
CR OS SONGS REI 6 aaa eee eee 5,250,000.00 
ee LO ea ee 287,222,42 
Dividends due or accrued ............. 2,028,640.24 
Reserve and Suspense Accounts........ 798, 744.73 
ee ee SR re ree eer ee 40,000.00 
Matured interest coupons unpaid (includ- 
ing coupons due July 1)........... 2,150,168.78 
Rentals due and unpaid (including rent- 
DUE ED WW BOs se cckawssc ce sawn 1,167.71 
—— 15,646,649.55 
Accrued interest not yet due .......... $2,461,727.94 
Accrued rentals not yet due ........... 188,617.00 
5-5 2,650,344.94 
18,296.994.49 
SPECIAL FUNDS, 
oe AE Ee ee ee eo ee $1,103,703.38 
Accident and Casualty Fund .......... 275,344.12 
Connecticut Railway & Lighting Com- 
pany Sinking and Special Fund.... 410,078.87 
Worcester and Connecticut Eastern Rail- 
SS hh 6! lr 19,560.00 
Equipment Replacement Fund ......... 1,955,869.22 
3, 764,555.59 
ProFIT AND LOSS ACCOUNT ..........2.. 12 2 999, 443. 02 


Contingent Liabilities : 

The New York, New Haven and Hartford Railroad 
Company is liable jointly with other roads for any 
deficiency on foreclosure of bonds of The Boston 
Terminal C ompany. 

The New York, New Haven and Hartford Railroad 
Company guarantees to repay Preferred Stock of 
the Springfield Railway Companies, $3,387,950. 
and of the New England Investment and Security 
Co., $4,000,000, at 105 on liquidation. 

The New York, New Haven and Hartford Railroad 
Company is the guarantor by endorsement of the 
Four Per Cent. Fifty-year Gold Debentures of The 
Providence Securities Company, dated May 1, 1907, 
to the amount of $19,899,000. 

The New York, New Haven and Hartford Railroad 
Company guarantees the payment of principal and 
interest of the Gold Debenture of The New England 
Navigation Company in case of termination of 
lease of the Old Colony Railroad Co., $3.600,000. 

The New York, New Haven and Hartford Railroad 
Company is the guarantor by endorsement of the 
Four Per Cent. Fifty-year Refunding Consolidated 
Mortgage Gold Bonds of the New Haven and North- 
ampton Company, dated June 1, 1906, to the amount 
of $2,400,000. 
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The New York. New Haven and Hartford Railroad 
Company guarantees the payment of principal and 
interest of the Four Per Cent. Fifty-year First and 
Refunding Gold Bonds of the New York and Stam- 
ford Railway Company, dated November 1, 1908. 
Temporary bonds, in the amount of $274,000, have 
been issued and are to be exchanged on presentation 
to the Trustees for definitive bonds. 

The New York, New Haven and Hartford Railroad 
Company guarantees the payment of principal and 
interest of the Four Per Cent. Thirty-year Second 
Mortgage Bonds of the Harlem River and Port 
Chester Railroad Company, dated June ist, 1881. 
The principal of these bonds, together with interest 
to maturity, has been deposited by the N. Y., N. H. 
& H. R. R. Co. with the Farmers’ Loan and Trust 
Co., Trustee. —_——- 

$381, 400,352.97 


THE NEW ENGLAND NAVIGATION COMPANY. 
INCOME ACCOUNT FOR YEAR ENDING JUNE 30, 1909. 











Gross Harnings from Operation. ......6%ccceccccsesecs $4,944,825.54 
oe ee re ree ee 4,054,380.61 
Re EP NNININ So oO ik wwe oinin 6 se wee wen eh oleh eS $890,444.93 
Ata income Trom- Other BOUroW. «oo .sk ccc csccccceeves 910,896.60 
PL OER Nba aan sa knee Aas a eS KUO Re ASIN w $1,801,341.53 
Deductions from Income: 

TR ERR ERE per er PR $55,824.89 

Interest on bonds, debentures and other 

BRM Ce Catch a eae Reh sa oe 1,048,690.52 

Total Wetactions From TWHCOME... 05.6 6c cs s:0.04 600 0000s: 1,104,515.41 
Pee IN nese pws inia ioe Aiea wah oo Se oe wks we ee $696,826.12 


*The Operating Expenses and Taxes were 83.12 per cent. of the 
Gross Earnings from Operation. 
CENTRAL NEW ENGLAND RAILWAY COMPANY. 


INCOME ACCOUNT FOR THE YEAR ENDING JUNB 30, 1909 


IEE oo as-aunvciaeseesnass05ase0as . ees $2,530,213.49 
REPRE RORIIOROOE isso 0a:6 040 Wa a % winae's 6 6 sw Kore oie 1,599,183.42 
Peet. SODPnse RAW HINO «60s o'xs ons oes 5 aS se ewe es $931,030.07 
EEN Bia catouhimnh sucks b's WN oda ds ase ula sae ee 77,016.95 
$854,013.12 
PROOEE TAM DIE BONNER... 66's s 6a Ssak eee acasesn a 56,848.93 
Rt MOND. cin oa chs mh eae os eRe aaah ee eas --. $910,862.05 
Deductions from Income: 
Rentais of Leased Times... ....0s0<ess $118, pay 71 
Interest on bonds and <a liabilities. ... 3 ,307.04 
ce ge NS arr re rrr ear 95, oe0. 20 
Total Deductions from Income............ 790,796.95 
WE IRIE hace rt rn, as sts Tee ww marl ow Aw Uh MA Tw Oo Salo $120,065.10 


* The Operating Expenses and Taxes were 66.25 per cent. of the 
Operating Revenue. 
STATEMENT OF EARNINGS AND OPERATING EXPENSES OF THE 
STEAM RAILROAD IN DETAIL. 
For THE TWELVE MONTHS ENDING JUNB 30, 1909. 





REVENUE. 
RMICTIMEE I COROOWAURINIES oo ssc annie bs. babde eee daw CoE Ie $26,595,969.67 
PASSENGER SERVICH TRAIN REVENUE: 
SR DIO MUIR 5s 415 v5 6 4/8000. 9'9'5S 6 $22,852,741.77 
Excess Baggage Revenue...........0. 167,320.65 
BREE RDONNUID ore ose ki06 4's 45.40 od ouaSS 741,150 17 
ee Oe ee een re . 2,337,943.42 
EE INI od on aca ow Gib a aie e's he OS 106,823.07 
Other Passenger Train Revenue....... 117,490.01 
26,323,469.09 
ALL OTHER REVENUB FROM TRANSPORTATION 243,140.14 
REVENUE FROM OPERATIONS OTHER THAN 
TRANGPORTARION .:5s saws wacnveeses 1,185,052.07 
PAG chet ae aaSh oe eae sakes $54,347,630.97 
OPERATING EXPENSES. 
MAINTENANCE OF WAY AND STRUCTURES : 
MONOTINTORGRROE 5... ssss's co 55 050080 $197,954.69 
— SEGe SR RE wie SER Se we oS hee 26,903.63 
Pee eee aes ein nus aot hei -+- 1,102,966.49 
BERNE oo cine Ruta bas ry Whe ese SS aD 74,107.49 
Other Track Material. nee aeee On 220,334.33 
Roadway and Track..... eeeee 2,089,990.34 
Removal of Snow, Sand and Tee. ein 67,769.82 
WODMIIN: ~ ns 56 sas eubesSes esos es KS55 2,545.73 
Bridges, Trestles and Culverts........ 415,735.96 
Over and Under Grade Crossings...... 67,738.67 
Grade Crossings, Fences, Cattle Guards 
UE GENIE oe oa ke in tbo ove lduaie vic oh 4% 108,895.40 
Snow, Sand Fences and Snow Sheds... 314.85 
Signal and Interlocking Plants....... 362,413.95 
Telegraph and Telephone Lines....... -¥ 049.24 
Electric Power Transmission......... Cr, 615.93 
Buildings, Fixtures and Grounds..... 44 176.03 
TOKE BRO WHATVOS «5c oo cc widees 90:05 198,280.29 
Roadway Tools and Supplies......... 53,955.52 
SUTACR “ANY COIN 4 nk 06 30 86 4 0 0's.0 13,361.10 
Stationery and Printing............. 4.301.75 
ee eae ao ee 107,895.65 
Maintaining Joint Tracks, Yards, etc...Dr. 559,502.34 
Maintaining Joint Tracks, Yards, ete...Cr. 4,970.88 
ToTAL MAINTENANCE OF WAY AND 
ey ee 6,130.606.4! 
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TRANSPORTATION EXPENSES: 














enon al revenue “(excluding mails, ex- 
Ba UG) aiisisnns'nr'oiaie oe ers are eee ROk we was ee oa 
‘age amount received from each passenger... 


$22,852,741.77 
.30 





Superintendence . ....ssesiccsee oes $270,656.81 
Dispatching Trains ....... BS eee 150,510.85 
Station Employes ..... atasalls 4,188,724.90 
Station Supplies and Expenses... ieee ate 0,611. 

Yard Masters and their Clerks.. aie 350,392.34 
yard Conductors and Brakemen. . econ 863,487.04 
Yard Switch and Signal Tenders..... 199,051.96 
Yard Supplies and Expenses..... aa a 21,369.59 
pee ee ae eee ee 478, "283. 57 
Enginehouse Expenses—Yard ....... 113,328.04 
Fuel for Yard Locomotives........... 724°166.01 
Water for Yard Locomotives......... 11,427.78 
Lubricants for Yard Locomotives..... 12,112.95 
Other Supplies for Yard Locomotives. . 10,192.61 
Operating Joint Yards and Terminals. .Dr. 731,577. te 
Operating Joint Yards and Terminals. .Cr. 40,132. 
Er ie ea a Aa ae en me SN 144,845. 98 
Rosd MAGINCMON .... ..ccvccccsvsecs 1,721,619.77 
Enginehouse Expenses—Road ........ 562,785.00 
Fuel for Road Locomotives..... eeeteverwe 4,455,557.97 
Water for Road Locomotives......... 282,868.10 
Lubricants for Road Locomotives..... 84,938.26 
Other Supplies for Road Locomotives. . 72,442.81 
Operating Power Plants..........00. 36,421.63 
Purchased Power .......... Ka diaates 176,293.35 
RoGd TRAIMMOD .ciccciccscsecses aia 2,284,483.33 
Train Supplies and Expenses......... 663,830.86 
Interlockers, Block and Other Signals— 

ORTON. iG wna fal g doa © ae ives 600,691.00 
Crossing Flagmen and Gatemen i caroca ; 371,327.60 
Drawbridge Operation ....... are 61,164.97 
CCIBRTERS “WOOHEN eo0-6.5:0:0 6 oa sisae os 40s 37,611.19 
Telegraph and Telephone—Operation. . 116,656.95 
Operating Floating Equipment........ 624,950.21 
Stationery and Printing......... arene 239,845.43 
ROUEN MORO oi a0. a ne 9a 650-5 Rol 11,878.73 
Loss and Damage—Frieght.......... = 343.07 
Loss and Damage—Baggage.......... 578.78 
Damage to Property.............. vee 105, BIT. 39 
Damage to Stock on Right of Way.... 912.48 
Tniuries TO PeTSORs.... ce cceswcaceces 502,178.31 
Operating Joint Tacks. «000s < 600s “Dr. 199,673.81 
Operating Joint Tracks..... arateneeree ea Cr. 3,161.86 

ToTAL TRANSPORTATION EXPENSBS. _ 22,491, 376.16 
MAINTENANCE OF EQUIPMENT: 

BUDEMINGOREGRGO: 6.66 sacs sass.iscecews - $151,278.46 
Steam Locomotives—Repairs ........ 1,888,891.94 
Steam Locomotives—Renewals ....... 2,414.58 
Steam Locomotives—Depreciation..... 35,209.74 
Electric Locomotives—Repairs ...... a 256,704.74 
Passenger Train Cars—Repairs....... 912,497.47 
Passenger Train Cars—Renewals...... 13,727.76 
Passenger Train Cars—Depreciation... 88,717.77 
Freight Train Cars—Repairs......... 1,107,435.62 
Freight Train Cars—Renewals........ 34,882.44 
Freight Train Cars—Depreciation..... 446,150.46 
Electric Equipment of Cars—Repairs.. 34,715.32 
Floating Equipment—Repairs ........ 293,877.03 
Floating Equipment—Renewals ...... 8,125.00 
Floating Equipment—Depreciation.... 71,554.18 
Work Equipment—Repairs ........... 19,238.46 
Work Equipment—Renewals ......... 15,719.71 
Work Equipment—Depreciation ...... 13,397.08 
Shop .Machinery and Tools........... 267,255.77 
Power Plant een. « RAP ene 33,330.44 
Injuries to Persons. a Kore esta aNOis eave 8,847.14 
Stationery and Pr inting. SRE Pee 1,518.53 
RDUROE SUMIINBINE, 5s c05 4: <6. wa04.0 000 454 8 203. 014.51 
Maintaining Joint Equipment at Ter- 

NOI vont sac sian sia iata teers a 6a oe Dr. 1,728.42 
Maintaining aane “Equipment at Ter- 

Mingig: ...... cane as waa ae Cr. 3,875.89 

TOTAL MAINTENANCE OF EQUIPMENT 5,906,356.68 
TRAFFIC EXPENSES: 
SMD OTINGRMMGROD 6:5 cis.se:'4 0.416) 9:6)6-4)0' - $133,393.60 
NORESIGS AGO COB: 66 scia ase 0.0. 6000-00000 57,630.39 
Advertising SN Pre Err ei 77,167.99 
Traffic Associations ....... sits aoure eos 7,041.71 
Stationery and Printing............. 33,671.93 
ERED GUNG NNGA oc oss gc os dione satires 94.11 
ToTaL TRAFFIC EXPENSBS........ 308,999.73 
GENERAL EXPENSES: 
Salaries and Expenses of General Officers $189,390.90 
Salaries and Expenses of Clerks eee 

AEUORMIBINON x isle asia 0s) caenie 477,079.33 

reneral Office Supplies and Expenses. . 38,944.90 
L OW SURO UO! 6 inde ae w'e Va Ban 8 8 205,511.13 
SRBUT AOR 4 cess, kc6crcra'avois ora e-8e Walavontaas 113,599.91 
De PU ee Onis palais Wate a aie-g tataemie « 102,592.26 

Stationery and Printing............. 37.488.82 
Other oe ee ee 60,160.08 
General Adm, Joint Tracks, Yards and 

rerminals Scanlan Wa wae erkn ate ‘ 18,200.18 

TOTAL GENERAL, EXPENSES....... 1,242,967.51 
foTAL OPPRATING EXPENSES...... $36,080,306.54 

OPERATING REVENUB.....ccccccses $18,267,324.43 

STATISTICS. 
GER TRAFFIC, 
‘ber of passengers carried earning revenue. 75,957,983 
mder of passenger carried one mile.......... 1,401,652,879 
ige distance carried . oe eee s MON 18.45 


086 
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Average receipts per passenger per mile ........ 
Total passenger service train revenue 


Passenger service train revenue per mile of road. 
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-01630 
$26,323,469.09 
12,887.30 












Passenger service train revenue per train mile.... 1.74728 
FREIGHT TRAFFIC. 
Number of tons carried of freight peer revenue 19,968,272 
Number of tons carried cne mile ............... 1,872,419,423 
Average distance haul of one ton........... "ag 93.77 
Total freight revenue (excluding miscellaneous)... $26,595,969.67 
Average amount received for each ton of freight.. 1.33191 
Average receipts per ton per mile ............. -01420 
Freight revenue per mile of road............4.. $13,020.70 
Freight revenue per train mile ................ 3.84623 
TOTAL TRAFFIC, 
CORR EREM ROUOUMON Ne 6s 6 6.400% 66360 coc a ccicas ++ $54,347,630.97 
Operating revenues per mile “of road aria aces Raiwe 26,607.21 
Operating revenues per train mile........... mane 2.4849 
Operating expenses, including Taxes............ $39,526,432.52 
Operating einen including Taxes, per mile of 
EEE ATO LE RITE oar eae 19,351.13 
ponte expenses, including Taxes, per train 
MEMEO a cin eniagatave. we IG A na rr 1.8072 
INGE GHCPOTINS TOVONNG © oii. cece ccs Kew cecsuwee - $18,267,324.43 
Net operating revenue per mile of road...... $8,943.22 
TRAIN MILEAGE—REVENUE SERVICE. 
Miles run by passenger trains...... ea: Gtacsl siaca «+. 14,908,123 
Miles run by freight trains ....... Whi add sae eos : 6,757,577 
Miles run by mixed trains ......csccscecsccece 157,240 
Miles run by special trains .........cccccccces 48,142 
Total revenue train miJeage ............ ‘i - 21,871,082 
Non-revenue service train miles ............6. F 3 
Grand total train mileage... ...6.ccceccsace 22,769,398 
CaR MILEAGE, Etc. 
Mileage of passenger Cars .......eeeeeere - 69,937,707 
Mileage of loaded freight cars—North or East. 80,440,958 
Mileage of loaded freight cars—South or West. 51,374,222 
Mileage of empty freight cars—North or East... 19,058,049 
Mileage of empty freight cars—South or West... 45, 735, 1619 
Average number of passengers per car mile...... 5.76 
Average number of passengers per train mile.... 3. 03 
Average number of passenger cars per train mile 4.61 
Average number of tons of freight end loaded 
CGP WANG. ¢-6c0 ceca veeaeceaeas 14.21 
Average number of tons of freight per train mile 270.78 
Average number of freight cars per train mile... 28.42 
Average number of loaded cars per train mile.... 19.05 
Average number of empty cars per train mile. 8.39 
Average mileage operated during year ........ 2,042.59 
IMPROVEMENTS AND BETTERMENTS. 
PROG) IGERIG. 65 oe kd se 6 cee ears it aan Qratanatee ar euaendis $152,977.45 
New Bridges: 
DRIES. Sp acc ks raneee ncodecies POE ree $33,167. ” 
REN ac a" exis ad Cee Ha selae priviaecacem mare 16,221.89 
A ER re ero rr rere Sean 13,148.84 
— Br crate loterea aN ie Ge CGIa Maes al Gant eas stants 
undr PN hii eoea we oeeneade = Pe ‘ . 6 
ai 83,367.76 
PPOWIGGHEO TUBE bincie caciesicscacedesdaiee 4 681,237.83 
Second Track, Western Division........ saravera 297,147.45 
Waterbury Improvements ........... x 560,907.42 
Middletown, Conn., Improvements ..... ; 34,652.37 
Electrification of New York Division ... S 193,679.16 
Power Plants and Power Transmission ....... 114,941.02 
Elimination Grade Crossings ........ waenearae 248,917.97 
New Staines ..cscccescws Sracata araiaaetdieie wieiaelend 17,058.16 
Sundry Improvements ............ : a a 422,428.35 
New Haven Cut Improvements ............6- 54,950.86 
$2,862,265.80 
Less : 
Real Estate Sold and Land Damages ......... $592,783.78 
Charged New Haven and Northampton Com 
pany account New Haven Cut........... 785,442.63 
—————— 1,378, 226.41 


New Equipment, consisting of 54 coaches, 30 com- 
posite cars, 12 baggage cars, 2 postal cars, 
5 horse and carriage cars, 5,179 box cars, 
16 coaches and box cars converted into 
work cars, 7 steel car floats, 1 tug 


Total Steam Hatlroad........civecese oaheniee 
Double Tracking Street Railways ... 
Betterment of Track, additional weight "of 

MEE ORO 6 x5 4:3 oo ne Oe Och on Cumenhe wae 
Track Extensions 
Additional Power 
Street Railway Viaduct, New Haven...... eeeea 
Sundry Improvements 


New Equipment, consisting of 2 double truck 
street railway flat cars with crane and 2 


street railway snow plOWS .........eeee0e 
Less : 
PIE IEE obvi 94 5.9 o oe econ nae octalelwe 
Adjustment of Improvements on Leased 
ee ER ae Orne baa ee CIO ee 


"Total Gteeet MOM WEFR es oie ci ve eaeees 
TOTAL 
These expenditures have been charged to: 


NG Ee oo Sole Che eae Herdas Cpa ane wee 


Equipment 


$1,484,039.39 


$7,186,812.63 


$8,670,852.02 
$42,660.69 


126,632.12 
813,805.70 
91,262.54 
102.152.00 
76,829.51 


$1,253,342.56 





24,441.79 
$1,277,784.35 


$28,279.47 
65,321.14 


93,600.61 


$1,184,183.74 
$9,855,035.76 


. «+ $2,672,060.81 
7,182,974.95 


$9,855,035.76 
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CHICAGO AND NORTH WESTERN RAILWAY COMPANY—FIFTIETH ANNUAL REPORT. 


The results of the operations of the Chicago and North Western 





Railway Company for the fiscal year ending June 30, 1909, were as 
follows: 
Average number of miles operated, 7,635.49. 
OPERATING REVENUES. 
Meeignt TEVORNO ...cds cscs es cce ss EB BIOON 27 
PRR TOURER... 5. <x 'k-s.0.« 0.0 w0)k' 0s 16,875,668 43 
Other Transportation Revenue........ 5,146,621 49 
Nontransportation Revenue .......... 337,089 84 
Total TOpeeatinw TOPPA OOS. 6 kc kas oe ons ssbesewas $65,978,471 03 
OPERATING EXPENSES (65.46 per cent. of Operating 
BOPOREPED. w55 50506555505 508 6b5bas be eb enced Cansawe 43,191,239 41 
GL SOREN MOND 0 a sash nie wsn Sew abn aw eee vena 62 
OUTSIDE OPERATIONS—Net Deficit.................-- 5,906 54 
2 On. < tcc ns eoweens out esos ee es : iaaee 


TAXES ACCRUED (4.11 per cent. of Operating Revenues). 2,714,631 79 





OTHER INCOME. 

















OT ge Oo ee ae re eae $65,180 75 
Dividends on Stocks Owned........... 1,886,192 00 
Interest on Funded Debt Owned....... 2,837 50 
Interest on Other Securities, Loans and 
2S a rea ee eee 549,421 42 
Miscellaneous Imcome ...............2. 50,429 83 
Re Rey REND SS Scns bac becca ws vice me eee 2,554,061 50 
PRES rs cece cabs cease > eke peas sekuwnte $22,610, 754 79 
DEDUCTIONS FROM GROSS INCOME. 
re eee $818, 848 13 
Interest Accrued on Funded Debt...... 7,603,025 00 
Coe ee a se 900 96 
RTE oon AG Seale bo we Ribs’ & 224,500 00 
ie ge a oe ee ei es 28,187 15 
Total Deductions from Gross Income............ 8,675,461 24 
TOE ck ccc leek e Rae es om's SSeS RS ORS AEE $13,935,295 55 
DIVIDENDS (8% on Preferred and 7% on Common 
MEMES, -tilacconeccas ce LEASES GSS SED EE ERE Se Mates © 8,764,503 00 
Ne OT es | ar ee $5,170,790 55 
The results as compared with the preceding fiscal year were as 
follows: 
Freight Revenue increased.............. $1,669,461 73 
Passenger Revenue increased........... 1,141,061 12 
Other Transportation Revenue increased.. 41,716 08 
$2,852,238 93 
Non transportation Revenue decreased.... 93,112 09 
Increase in Operating Revenues................. $2,759,126 84 
Operating Expenses increased........... $1,549,925 7 
Taxes Accrued increased............... 131.809 01 
Increase in Operating Expenses and 
le eS ee $1,681,734 79 
Net Deficit from Outside Operations de- 
IRN 55458 50 teh SS SEES bees be 23,092 06 
-——--—-—— 1,658,642 73 
Increase in Operating Income................... $1,100,484 11 


MILES OF RAILROAD. 


The total number of miles of railroad owned June 30, 


RON cis hs ons Sistas es PWS Rw RIK Obie bibs oO OA 7,515.05 miles. 
In addition to which the company operated: 
THROUGH OWNERSHIP OF ENTIRE CAPITAL STOCK— 
Princeton & Western Railway (Wye- 
wae £0 DOORERR., WES.) so ccseccscs 16.06 miles. 
Wolf River Valley Railway (Junction 
east of Elton to Van Ostrand, Wis.) 1.98 = 
—_——_ 18.04 
UNpDER LEASE— 
St. Paul, Eastern Grand Trunk Rail- 
way (Clintonville to Oconto, Wis., 
Se ee ree eee 60.02 os 
De Pue, Ladd & Eastern Railroad 
(Ladd to Seatonville, Ill.)........ 3.25 
——— 63.27 - 
UNDER TRACKAGE RIGHTS— 
Peoria & Pekin Union Railway (in the 
“1! fe tae |) San | | Ta eres 2.02 - 
Chicago, Indiana & 1 EESREE Railroad 
(Churchill to Ladd, | eee 2.80 Xi 
Union Pacific Railroad (Broadway Sta- 
tion, Council Bluffs, Iowa, to South 
[RR SD eae oe Sik Se bh) 6.5 o's 8.73 - 
Chicago, St. Paul, Minneapolis & 
Omaha Railway (Blair to Omaha, 
PD ccckp bees w ews e ee Geinbuws oss 24.70 
Missouri Valley & Blair Railway & 
Bridge Company’s track........... 3.36 <4 
41.61 a 
Total miles of railroad operated June 30, 1909.. 7,637.97 . 
The above mileage is located as follows: 
[PO oe eco kt peka hese he eee eos Sei Os wee e ee 685.02 miles 
ti cl et lk sebbe mine wre be Sak kee nee ® 1,976.85 
TCIM, ccs cen s Ohh ain ene ek ab ae Sons SOAs eS 519.88 = 
PT cc Cc e Sch S OAM OWE RASS AS RAMS ES ORGS S 1,579.71 mé 
RS ey ret een eer gen eee 650.30 = 
[PR PCOREMEOs . cota tw kines Giese ash 66 WSK KS 978.96 ia 
A CC Cac cas ew sah eek ea eee See Oss 14.28 és 
Cy Se a ee eer ees 1,102.51 * 
PTO. vcsh ocak ss eS nice See se ees cases 130.46 “ 
ORIN oe Sen NE ee ae GP te th NS a te ic 7,637.97 E 


FREIGHT TRAFFIC. 


The details of Freight Traffic for the year ending June 30, 19/9, 
compared with the preceding year, were as follows: 
r—— Increase 2 


or 
unt. Cent. 
FREIGHT REVENUE. .$41, 949, ve 54 $43, ein O01 27 $1, 669. 461 . 3.98 
ercent- 
age of in- 
erease or 
1908. 1909. decrease, 
TONS OF FREIGHT CARRIED..... 30,600,322 32,793,418 7.17 
TONS OF FREIGHT CARRIED ONE 
EGU Kao we uses pos ohawa es aie 4,837,041,063  4,863,589,654 55 
AVERAGE REVENUE RECEIVED PER 
MUON) sicthcuels panes kes ata oe $1.37 $1.33 2.92 
AVERAGE REVENUE RECEIVED PER 
AION SR DARI 6 0 a sé wie wens .87 of a cent 90 0facent 3.45 
AVERAGE DISTANCE Eacu TON 
WV AS ARUN 65 os oe 05 0b 55 158.07 miles 148.31 miles 6./7 
MILEAGE OF REVENUE FREIGHT 
AND MIxmp TRAINS......... 18,485,673 18,696,827 1.14 
AVERAGE NUMBER OF TONS OF 
REVENUE FREIGHT CARRIED 
POR TRAIN BIE 2.6 wc swees 261.66 260.13 08 
AVERAGE NUMBER OF TONS OF 
REVENUE FREIGHT CARRIED 
PER LOADED CAR MILE........ 14.86 14.60 1.75 
AVERAGE FREIGHT REVENUE PER 
PRS RNEME ica souk eee $2 27 $233 2.64 
NoTe.—Decreases shown in italics. 
PASSENGER TRAFFIC. 
The details of Passenger Traffic for the year ending June 30, 1509, 


compared with the preceding year, were as follows: 
r-——-Increase-— 
» 


1908 ount Cent. 
PASSENGER REVENUE. .$15,734,607.31 $16, 87s, 868. 43 $1, rth “061. ~ 7.25 
er- 
ome 
1908 1909 aie r neane 
PASSENGERS CARRIED ........0.00.% 25,994,182 26,951,319 3.68 
PASSENGERS CARRIED ONE MILB.... 869,455,637 932,232,161 7.22 
AVERAGE FARE PAID PER PASSENGER. 61 cents 63 cents 3.28 
AVERAGE RATE PAID PER PASSENGER 
PR EIES. o.S5 niin ek oe as be see 1.81 cents 1.81 cents 
AVERAGE DISTANCE TRAVELED PER 
er 33.45 miles 34.59 miles 3.41 
MILEAGE OF REVENUE PASSENGER 
AND DIESHD TRAING..2.006 005005 17,851,424 18,498,671 3.63 
AVERAGPR PASSENGER TRAIN REV- 
ENUE PER TRAIN MILB.........-. $1.11 $1.14 2.70 


MAINTENANCE OF WAY AND STRUCTURES. 


The total Operating Expenses of the Company for the year ending 
June 30, 1909, were $43,191,239.41; of this amount $8,422,265.28 was 
for expenditures pertaining to the Maintenance of Way and Structures. 
Included in these expenditures is a large part of the cost of 39,735 
tons of steel rails, the greater portion of which was laid in replacement 
of rails of lighter weight in 317.16 miles of track; also the cost of 
2,314,949 new ties. 

The expenditures for Maintenance of Way and Structures also in- 
clude a large portion of the cost of ballasting 24.41 miles of track 
with crushed stone, 157.63 miles with gravel, and 96.62 miles with 
cinders and slag; the erection, in place of wooden structures, of 34 
new steel bridges on masonry, and 8 on pile supports, aggregating 
4,712 feet in length and containing 2,776 tons of bridge metal: and 
the replacement of other wooden structures with masonry arch and 
box culverts and cast-iron pipes, the openings being filled with earth. 
The wooden structures replaced by permanent work aggregate 9,430 
feet in length. 


pri ates al 








The expenditures on account of Maintenance of Way and Structures | 
for the year ending June 30, 1909, compared with the preceding year, | 


were as follows: 














Increase 





ON AEE 


or 
RAILS LAID IN RENEWALS. 1908 1909 Decreasé 
New steel rails laid..... Tons 47,425 21,735 25,690 
Usable rails laid....... Tons 16,329 18,000 1,671 
Total tons 1aid......<.... 63,754 39,735 94,019 § 
TIES LAID IN RENEWALS. " 
PRUE Ss bvw el ean au se.neres 1,940,409 2,314,949 374,540 
Cost oF RAILS. 
New steel rails....... ..... $1,333.313.01 $616,709.10 $716,603.91 
USNS | aa or erm 381,510.19 435,690.67 54,180.48 
$1,714,823.20 $1,052,399.77 $662,428.48 
Less value of old rails and t | 
GTIBE TERIOR: S66 in sweass 1,327,924.12 716,150.91 611,778.41 
Net charge for rails.... $386,899.08 $336,248.86 $9 0 650.8 
COST OF TYBS. ... 0... 0000005 1,121.215.31 1,324,617.07 203.401. - 
Cost oF BALLAST............- 104,039.70 115,894.81 11.855. J : 
Cost oF OTHER TRACK MATERIAL 436,932.00 299,078.02 127,853. 
ROADWAY AND TRACK LABOR AND rr 
OTHER EXPENSES ......... 3,683,791.16 3,586,929.30 98,861. 
Total Charges for Roadway and i: f 
Track ” EL Gis ON a Swine $5,732,877.25 $5,662,768.06 $70.109.19 
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OcToBER 8, 1909. 


Other Expenses Aecount Main- 


tenance of Way and Struc- Increase or 


tures were as follows: 1908 1909 Decrease 
BripGES, TRESTLES AND CUL- 

GUT 6 ccarkig a Wares sia 608 ase 732,597.00 990,094.47 257,497.47 
RoaD CROSSINGS, FENCES, ETC. 183,695.30 248,587.27 64,891.97 
SIGNALS AND _ INTERLOCKING 

PERU gig:e cis arsicre's os ey ose. 148,392.60 155,602.05 7,209.45 
BUILDINGS, FIXTURES AND 

pe cre tee eae ee 577,667.36 708,235.05 130,567.69 
DocKS AND WHARVES........ 45,253.90 91,300.47 46,046.57 
SUPERINTENDENCE ........... 355,959.76 364,363.63 8,403.87 
ROADWAY TOOLS AND SUPPLIES. 48,412.22 76,188.60 27,776.38 
SuNDRY MISCELLANEOUS CHARGES 153,583.23 125,125.68 28,457.55 








Total Charges Account Mainte- 
nance of Way and Structures $7,978,438.62 $8,422,265.28 $443,826.66 


Decreases in Italice. 

The above expenditures for Maintenance of Way and Structures for 
the current year amount to 19.50 per cent. of the total Operating 
Expenses, as compared with 19.16 per cent. for the preceding fiscal year. 


MAINTENANCE OF EQUIPMENT. 
The expenditures on account of Maintenance of Equipment for the 
year ending June 30, 1909, compared with the preceding year, were 
as follows: 





Increase 

1908 1909 or Decrease 

TOCOMOWIVES. oss kc ks ces ces $2,917,287.50 $3,121,699.26 $204,411.76 

PASSENGER-TRAIN CARS ..... 358,680.03 702,134.68 43,454.65 

FREIGHT-TRAIN CARS ....... 2,780,562.57 3,519,113.05 738,550.48 

WorK EQUIPMENT ......... 64,334.55 115,293.01 50,958.46 

SHop MACHINERY AND TooLs 163,046.00 139,446.32 23,599.68 

SUPERINTENDENCR weees  =196,970.65 202,844.13 5,873.48 
Sunpry MISCELLANEOUS 

AORN 5 as eas enn ene'ers 58,359.91 45,438.10 12,921.81 
Total charges account Main- 

tenance of Equipment..... $6,839,241.21 $7,845,968.55 $1,006,727.34 


~ *Decreases in Jtalics. 
The above expenditures for Maintenance of Equipment for the cur- 


rent year amount to 18.17 per cent. of the total Operating Expenses, 
as compared with 16.42 per cent. for the preceding fiscal year. 


REPLACEMENT OF EQUIPMENT. 

At the close of the preceding fiscal year there was a 
balance to the credit of the Equipment Replacement Ac- 
RINNE D SAB coher asia 56 ATS reese Aes ONE aed AURA RIN SSS a oe OL ie 

During the year ending June 30, 1909, there was cred- 
ited to the Equipment Replacement Accounts on account 
of charges to Operating Hxpenses, and for salvage....... 


$859,501 01 


1,871,767 68 
$2,731,268 69 
And there has been charged during the year against the 


above amount the cost of Equipment acquired for Replace- 
ments and other items, as follows: 





Se Pree rT irre ee $697,597 10 
1300) Tee Trent CAP. 6 <iscen sc wees Sees’ 729,510 64 
ee CREE) OMI oo oreo 5 dns ois eae SS Sree ee 457,504 90 
BOO PUBCHOTM CAPM a ond ose tee sec wae eee 7,490 61 
Caen A anc ae oan ha Bah HORS QUO SR 606,616 94 
DE PEOINE, 6-65 esos aed 0 oS owe ee 4,000 00 
RON RNIN og ta-ase:ss 0 os er eereaa ae eee 66,828 86 


—— — 2,729,549 05 


Leaving a balance to the credit of the Equipment Re- 
placement Accounts on June 80, 1909, of...........2006- 
CAPITAL STOCK. 

During the year ending June 30, 1909, $6,600.00 Common Stock 
obtained by the purchase and conversion of scrip certificates was sold, 
and $100.00 Common Stock Scrip outstanding was purchased, resulting 
in a net increase of $6,500.00 in the amount of Common Stock and 
Scrip outstanding and a corresponding net decrease in the amount of 
such Stock and Scrip owned by the Company. 

There was no change in the Preferred Stock or Scrip. 

The Company’s authorized Capital Stock is Two Hundred Million 
Dollars ($200,000,000.00), of which the following has been issued to 
June 30, 1909: 


Preferred Stock and Scrip outstanding. .$22,395,120 00 
Preferred Stock and Scrip owned by the 


$1,719 64 





SOMNIINS ac oh oa ip an els wees ere iaNe 8,834 56 
Total Preferred Stock and Scrip............... 22,398,954 56 
Common Stock and Scrip outstanding. . .$99,618,838 82 
Common Stock and Scrip owned by the 
MORAROTN occas 4. era eis. Sra rae tase alee 2,333,892 15 
Total Common Stock and Scrip... i660... 066 101,952,730 97 


Total Capital Stock and Scrip, June 30, 1909. ..$124,351,685 53 
FUNDED DEBT. 
The changes in the Outstanding Bonds of the Company for the year 
ending June 80, 1909, were as follows: 
Mirurep Bonrs REDEEMED: 


M. L. S. & W. Ry. 20-Year Convertible 

Debentures of 1907, 5%........... $3,000 00 
Rochester & Northern Minnesota Ry. 

Witet: Mortgage: T90  o5.o.5.0 vse 2:2 ess0.0 © 200,000 00 
Viainview R. R. First Mortgage, 7%.. 100,000 00 
Minnesota Valley Ry. First Mortgage, 

ii PERRO ee OT errr a ee 150,000 00 
Ottumwa Cedar Falls & St. Paul Ry. 

Mirst Mortwaee, 59 sik ass sac once 1,600,000 00 
“edar Rapids & Missouri River R. R. 

Mortgage of 1664, T% c.cccccecnss 741,000 00 





$2,794,000 00 
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BONDS REDEEMED WITH SINKING FUND PAYMENTS: 
& N. W. Sinking Fund of 1879, 6%. $57,000 00 
C. & N. W. Ry. Sink. Fund of 1879, 5% 79,000 00 
136,000 00 
Ge). SIOUIGA TROUOCIIOE oie 5.5 abic 6550 bie ee eee $2,930,000 00 
BoNnpDs SOLD oR ASSUMED: 
. & N. W. Ry. General Mortgage Gold 
Bonds of 1987, 314 % sold to re-imburse 
the Company for past expenditures 
made in redeeming matured bonds... .$10,351,000 00 
Mortgage & State Line Ry. Co. First 
Mortgage, 344%, assumed.......... 2,500,000 00 
Manitowoc, Green Bay & North Western 
Ry. Co. First Mortgage, 314%, as- 
RUMI wo sicrod Ra conga uenis dawacevied< 3,750,000 00 
Total Bonds Sold and Assumed................. 16,601,000 00 
Net Increase in Outstanding Bonds............. $13,671,000.00 
BONDS IN TREASURY AND DUE FROM TRUSTEE. 
At the close of the preceding fiscal year the amount of 
the Company’s Bonds in its Treasury and due from 
SUMMER a cai cras i cracalia ater dial Sa eo date a shal aia ie queen ee ae $17,702,000 00 
The above amount of Bonds has been decreased dur- 
ing the year ending June 30, 1909, as follows: 
Cc. & N. W. Ry. Sinking Fund of 1879, 5%, 
MUNG aie caine 6 ewe oayeacé siaen ode ainlacd oie mie $1,000 00 
Cc. & N. W. Ry. General Mortgage Gold 
Bonds of 1987, 344%, sold to re-imburse 
the Company for past expenditures made 
in redeeming matured bonds........... 10,351,000 00 
10,352,000 00 
$7,350,000 00 
The Bonds on hand and due from Trustee have been 
increased during the year as fellows: 
BONDS REDEEMED AND Not RETIRED: 
M. L. S. & W. Ry. 20-Years Convertible 
debentures of 1907, 5%... ...c066cceces $3,000 00 
Cedar Rapids & Missouri River R. R. 
mortwage OF THG6. 1G. 6c ccc csi caes 741,000 00 
C.& N. W. Ry. Sinking Fund of 1879, 6%. 57,000 00 
Cc. & N. W. Ry. Sinking Fund of 1879, 5%. 77,000 00 
878,000 00 
C. & N. W. Ry. GENERAL MORTGAGE GOLD BONDS OF 1987, 
DUE FROM TRUSTEE IN EXCHANGE FOR BONDS RETIRED, VIZ. : 
Rochester & Northern Minnesota Ry. 
EP WPOE DEOPUNEEG, 6 Wc 646 5 oevccee cewes $200,000 00 
Plainview R. R. First Mortgage, T%.... 100,000 00 
Minnesota Valley Ry. First Mortgage, 
NER oie ee Oa Ae eee See eS Caled 150,000 00 
Ottumwa, Cedar Falls & St. Paul Ry. 
iret. MEOTtGage, OGG... ck os vse cae 1,600,000 00 
Cc. & N. W. Ry. Sinking Fund of 1879, 
RUM ce Win iciava ania: oretiapaies wi bianeielat alae eiecmcetesaa 3,000 00 
2,053,000 00 
Cc. & N. W. Ry. GENERAL MorTGAGE GOLD BONDS oF 1987, 
DUE FROM TRUSTEE ON ACCOUNT OF CONSTRUCTION EX- 
PENDITURES MADD DURING THE YEAR.......ccccscees 1,000,000 00 
Total Bonds in the Treasury and due from Trus- 
tee, June 30, 1909..... RE SINE OO $11,281,000 00 
Net Decrease during the year in Bonds in the 
Treasury and due from Trustee............... $6,.421.000 00 


CONSTRUCTION. 
The construction charges for the year ending June 30, 1909, were 
as follows : 
ON ACCOUNT OF ADDITIONAL MAIN TRACKS, VIZ. : 


Miles 
Third Track, Mayfair Cut-Off, Ill 2.84 $30,913 29 


Second Track, Sheboygan Cut-Off, 


oe Se arr 4.12 13,702 70 
Third and Fourth Tracks, Fulton 

Cat-Oe. THINGS... .... 250.006 4.95 158,460 29 

—_—_——_—_-- $203,076 28 

ON AccoUNT OF ELEVATING TRACKS, VIZ: 

Balmoral Avenue to Howard Avenue, 

CME a bc das wleurs ate Maha d ace $56,377 69 
In the City of Evanston, Ill........ 547,931 28 
North 46th Avenue to Austin Avenue, 

eee rrr 475,060 24 
Austin Avenue to Harlem Avenue, Oak 

[NS MEN oa a aire 0h ty 00 ae Cala Sues ews Von mera 291,565 15 
South Branch Track, 550 ft. east of 

Western Ave. to Canal St., Chicago, 

ia laieta ara raltecar tate ac glawliva sieleie-cvesdard 169,444 24 

In the City of Milwaukee, Wis. (Madi- 

Sm, TWIN oes ooo 6 a ind wiwesc wee aia 194,015 87 

—_—_——-- 1,734,394 47 

SUNDRY CONSTRUCTION : 

Right of Way and Additional Depot 

HDG Tard Grounds .< ..<iicancscecns $56,064 85 ° 
Buildings, Furniture and Fixtures.... 296,185 57 
DOCKS ANG “WHAFVER, 6.6 cc cccccccces 15.797 44 
Shop Machinery and Tools.......... $6,244 28 
Permanent Bridges (cost of new over 

QMOE) socie si tan date wicccinne chew eesecone 1,179,870 90 
Interlocking and Signal Apparatus.... 197,358 85 
New Sidings, Yard Tracks and Spurs 

to Industries (34.8 miles).......... 273,182 91 
Betterment of Roadway and Track.. 495.699 54 
St. Francis Cut-Off, Wisconsin........ 143.806 45 


Thatcher-Valentine Cut-Off, Nebraska. 
Account New Chicago Pass. Terminal. 
Miscellaneous Construction, including 

Road Crossings, Signs and other items 


82.708 36 
3,007,373 42 


114,159 48 
————__ 5,908,452 04 








676 


ADDITIONAL EQUIPMENT: 

1 Locomotive, 10 Chair Cars, 25 Ves- 
tibuled Coaches, 2 Composite Bag- 
gage-Buffet Cars, 4 Parlor Cars, 2 
Observation Parlor Cars, 1 Dining 
Car, 10 Mail and Baggage Cars, 10 
Baggage Cars, 500 Box Cars, 2 Steam 
Wreckers, 2 Steam Shovels and 1 


HO MRR ccc ccc eS Ces SE Rae eee Ge hu Seisinwm es 858,808 59 
$8,704,731 38 
Cost of Milwaukee and State Line Ry.............. 2,938,106 71 
Cost of Manitowoc, Green Bay and 
ee ee Pee a 3,866,961 29 
Total Charge to “Cost of Property” for the Year $15,509,799 38 
NEW PASSENGER TERMINAL IN THE CITY OF CHICAGO. 


Satisfactory progress has been made during the year in the con- 
struction of the Company’s new Passenger Terminal and approaches 
in the City of Chicago. In the Terminal Section, between Lake, Madi- 
son, Clinton and Canal Streets, the caisson foundations for the new 
station building have been completed and the granite and structural 
steel is in place to and including the second story; the foundations 
for the train shed and track structure, south of Lake Street, are prac- 
tically completed; the retaining walls and abutments between Mil- 
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waukee Avenue and Jefferson Street are completed, and the stee’? 
work is being erected. On the West Approach, from near Ashland 
Avenue to Jefferson Street, the retaining walls, abutments, steel via- 
ducts, and sand filling for the roadway embankment have been sub- 
stantially completed, and the track laying and ballasting are in prog- 
ress. On the North Approach, from near Carpenter Street to Jeffersor 
Street, the retaining walls and abutments are nearly completed and the 
erection of the steel viaducts and the sand filling for the roadway 
embankment are well advanced. 


TRACK ELEVATION IN THE CITY OF CHICAGO AND VICINITY. 
The elevation of the Company’s South Branch tracks, parallel to 
Sixteenth Street, from near Western Avenue to South Canal Street, 
in the City of Chicago, a distance of 2.86 miles, to which reference 
was made in the Jast annual report, has been substantially completed. 
Pursuant to an ordinance adopted by the City Council of Evanston, 
Illinois, the Company has undertaken the continuation of the elevation 
of the main tracks on its Milwaukee line through that city, a distance 
of 3.95 miles, and also the elevation of the main tracks on its Mayfair 
Cut-Off in that city for a distance of one mile. On the Milwaukee line 
the work includes the elevation of three tracks to a maximum height 
of 16 feet, the construction of 6200 feet of retaining wall, 18 subways, 
5 depots and 1 freight house. On the Mayfair Cut-Off the two main 





GENERAL BALANCE SHEET, JUNE 30, 1909. 


(7,515.05 


DR. 
Cost OF PROPERTY: 
Balance to Debit of this Account, 
PSS OE | eens $245,556,388 71 
Add Sundry Construction and Equip- 
ment Expenditures for the year 





ending June 30, 1909, as see 
statement elsewhere herein...... 8,704,731 38 

“Cost of Milwaukee & State Line 
ee ee ae 2,938,106 71 

“ Cost of Manitowoc, Green Bay & 
North Western Railway......... 3,866,961 29 
$261,066,188 09 

Less Credit account eet of 
Sinking Fund Bonds of 1879. . 136,000 00 


$260,930,188 09 





TRUSTER OF SINKING FUNDS.* 
Farmers’ Loan and Trust Co., Trustee.............. 
GENERAL ASSETS. 
$10,000 C. & N. W. Ry. 25-Years De- 


6,391,671 14 


bentures of 1909 on hand. $10,000 00 
40,000 M. L. & W. Ry. Ext. & 

Imp. Sinking Fund Mort- 

gage Bonds on hand.. 40,000 00 
431,000 Southern Iowa Ry. First 

Mortgage Bonds on hand. 431,000 00 


1,835,000 C. & N. W. Ry. 3% % Gen- 
eral Mortgage Gold Bonds 
3 1987 OF BORE... 
& W. Ry. 20-Years 
Cuneentibla Debentures of 
1907 on hand 
Cedar Rapids & Missouri 
River R. R. Mortgage 
Bontis on BANG... +... 
134,000 C. & N. W. Ry. Sinking 
Fund Bonds of 1879 on 
ae ease er 

8,087,000 C. & N. W. Ry. General 
Mortgage Gold Bonds of 

1987, due from Trustee in 

Bonds _re- 


1,835,000 00 
3,000 M. 


3,000 00 


741,000 
741,000 00 


134,000 00 


exchange for 

tired 

Balance Cost of Securities and Ad- 
vances on account of Sundry Pro- 
prietary C ompanies. . ° 
Real Estate in Suspense and Advances 
on account of the New Chicago Pas- 
cee eagle LC) a rr Se 
147,000 Shares of Capital Stock of the 
Chicago, St. Paul, Minneapolis & 
USE Ae eee ar ere 
41,715 Shares of Preferred Stock of 


8,087,000 00 
11,607,206 56 
11,032,991 80 


10,000,000 00 











the Union Pacific Railroad Co...... 3,910,575 93 
Common Stock and Scrip, C. & N. W. 
Ry. Co., in hands of Treasurer. 2,333,892 15 
Preferred Stock and Scrip, C. & N. W. 
Ry. Co., in hands of Treasurer..... 3,834 56 
EN Oe ne seg ss 6,000 00 
50,175,501 06 
OPERATING ASSETS. 
Material, Steel Rails, Ties, Fuel, etc., 
SS ee oe ee $5,829,863 36 
Due from Agents and Conductors (in- 
cluding Working Funds and Station 
ee ee eee eee ee 2,816,881 47 
Due from United States Government.. 231,834 57 
Due from Various Persons.......... 279,664 45 
SSS i i ee 2,185 35 
RCE chek techs csc se ees eee bee 18,389,358 01 
27,549,787 21 
$345,047,147 44 





*These accounts include only live securities and cash held by Trustee 
on account of Sinking Funds. Heretofore they also included payments 


made for Sinking Fund Bonds taken up and cancelled. Such payments 
have been eliminated from both sides of above Balance Sheet. 


Miles) 


CAPITAL STOCK. 


Common Stock and Scrip, C. & N. W 
Ly. 9o0,, DUUNUAMOINE .s-6 62509542 % 
Preferred Stock and Scrip. C. & N. W. 
Ry. Co., outstanding ..........0.- 


Comme Stock and Scrip, C. & N. W. 
Co., owned by Company....... 

me Stock and Scrip, C. & N. W. 
Ry. Co., owned by Company....... 


$99,618,838 82 
22,395,120 00 





$122,013,958 82 
$2,333,892 15 


3,834 56 
2,337,726 71 


$124,351,685 53 








ore NW nes SO ere rr $146,556,500 00 
be inking Fund Deben- 
case of 1923, outstanding, issued 
for purchase of Stock of sp le ess 
M ROD: aca5 se sabe we wis 9,695,000 00 
$156,251,500 00 
Bonds held by Trustee of Sinking 
Ree eae ee 4,640,500 00 
Bonds owned by the Company and due 
Pn BRMNROD Sinso0s beeen S ash eos 11,281,000 00 
—_—___—_———— 172,173,000 00 
SINKING FUND AND ACCRETIONS.* 
Sinking Fund on Madison Extension 
DEE CO eee eran $1,767,343 57 
Sinking I ine on Menominee Extension 
OT OOS RS rs Se ye 1,536,465 97 
Sinking and on North Western Union 
fe Cle OSS Seon. 1,237,771 82 
Sinking Fund on W. «& St. P. R.R. Ex- 
tension Sold Bonds. . .....05 00% 1,848,668 64 
Sinking Fund on C. & N. W. Ry. Sink- 
ing Fund Bonds of 1879 ........ 1,421 14 


6,391,671 14 


EQUIPMENT REPLACEMENT ACCOUNTS............006- 1,719 64 


CURRENT LIABILITIES. 


Material, Fuel and Miscellaneous Bilis $1,629,691 37 





Current Pay Rolls, payable in July, 
BOLO vais 6 iw n'y istes ta 6 asa bie sia hw 2,530,601 32 
Drafts Drawn by Agents, outstanding 191,213 43 
Due Transportation and Telegraph 
[MORE ccawanawse ae nice se san ss 942,277 15 
ae Coupons and Old Divi- 
Ge Sas eis wea ae he ake kes & 114,732 77 
Bonded Interest due July 1 and 15, 
SS ae eee 299,885 00 
R... nag interest on B onds, “due after 
Rate. BOOP sos sncn soe so beenaswe 1,666,970 03 
Dividends Declared, payable July 1, 
Dice cechnen cue ences ees eens 3,934,467 00 
POROUS: 666545 sean se eee cee ee 147,073 84 
11,456,911 91 
PROFIT AND LOSS........... a Ser 30,672,159 22 
$345,047,147 44 














; 
i 








OcTOBER 8, 1909. 


acks will be elevated to a maximum height of 1414 feet, and six 
ubways will be constructed. 

The elevation of the main tracks of the Galena Division from North 
Sth Avenue to the western limits of the City of Chicago at Austin 
‘venue. a distance of 1.77 miles, to which reference was made in the 
st annual report, has been substantially completed. An ordinance 
adopted by the Village of Oak Park requires the continuation of this 
elevation through that Village from Austin Avenue to Harlem Avenue, 
qa distance of 1.55 miles. During the year covered by this report, 4 
tracks have been elevated to a maximum height of 12% feet, and car- 
ried over street crossings on temporary bridges from Austin Avenue to 
Oak Park Avenue, a distance of one mile, the retaining wall on the 
north side of the elevation has been constructed for the entire distance 
between Austin Avenue and Harlem Avenue and three depots have been 
nearly completed. There remain to be completed between Austin Ave- 
nue and Oak Park Avenue 8 permanent subways, the laying of two 
additional main tracks and the construction of a retaining wall on the 
south side of the elevation. 


TRACK ELEVATION IN THE CITY OF MILWAUKEE. 


In compliance with an ordinance adopted by the City Council of 
Milwaukee, Wisconsin, the Company has inaugurated the work of 
elevating its Madison Division tracks in that City from a point near 
Chicago Avenue to Greenfield Avenue, a distance of 1.62 miles, in- 
cluding the elevation of its Barclay Street and Chase Yards, containing 
6.55 miles of track, the reconstruction of the Kinnickinnie River Draw 
Bridge, the construction of subways at Kinnickinnic Avenue, Becher 
Street, Lincoln Avenue and Chicago Avenue, and the construction of a 
prick freight station and team yard at Lincoln Avenue. 


SUNDRY CONSTRUCTION, 


Among the more important sundry betterments and additions to the 
property of the Company during the fiscal year are the following: 

An aggregate of 34.48 miles of sidings, yard tracks, and spurs has 
been added to serve industries and develop traffic. 

A third track on the Mayfair Cut-Off from Foster Street, Evanston, 
to Weber Station, a distance of 2.84 miles, is nearing completion. 

At Racine, Wisconsin, a second main track has been constructed 
between Tenth and Maple Streets, and the bridges over Ninth Street, 
the Root River, and Sixth Street have been reconstructed as double 
track bridges. 

The second main track between Janesville and South Janesville, Wis- 
consin, constructed during the preceding year, has been extended 
through the City of Janesville, a distance of .99 miles. 

Third and Fourth main tracks, 4.95 miles in length, are being con- 
structed from a connection with the main line of the Galena Division 
at a point about three miles east of Fulton, Illinois, to the east end 
of the Company’s new bridge across the Missisippi River between East 
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from Manitowoc to Eland Junction, Wisconsin, and from Pulaski to 
Gillett, Wisconsin, in all 123.20 miles. 

The Milwaukee & State Line Railway (double track), extending from 
near Lake Bluff, Illinois, to near St. Francis, Wisconsin, a distance of 
50.24 miles. 

The cost of constructing these railways was included in the General 
Balance Sheet of June 30, 1908, in the account “Balance Cost of 
Securities and Advances on account of Sundry Proprietary Companies,” 
and has now been transferred to ‘‘Cost of Property.” 


LANDS. 

The sale of the timber lands in the Company’s Wisconsin and Michi- 
gan Land Grants has been discontinued for the purpose of re-examina- 
tion and re-appraisement. The total number of acres remaining in the 
several Grants June 30, 1909, amounted to 377,282.92 acres, of which 
4,877.73 acres were under contract for sale, leaving unsold 372,405.19 
acres. 

Appended hereto may be found statements, accounts and statistics 
relating to the business of the fiscal year, and the condition of the 
Company’s affairs on June 380, 1909. 

MARVIN HUGHITT, 
President. 


COMPARATIVE STATEMENT OF INCOME ACCOUNT. 
OPERATING REVENUES. 
Year Ending Year Ending 
June 30, 1908 June 30, 1909 


Average Average Increase or 








Mileage Mileage Decrease 
Operated Operated 
7,630.84 7,635.49 
Freight Revenue........ $41,949,629 54 $43,619,091 27 $1,669,461 73 
Passenger Revenue...... 15,734,607 31 16,875,668 43 1,141,061 12 
Other Transportation Rev. 5,104,905 41 5,146,621 49 41,716 08 
Nontransportation Rev.. 430,201 93 337,089 84 $93,112 09 
Total Operating Revs.$63,219,344 19 $65,978,471 03 $2,759,126 84 
OPERATING EXPENSES.... 41,641,313 63 43,191,23941 1,549,925 78 
Net Operating Rev..... $21,578,030 56 $22,787,231 62 $1,209,201 06 
OUTSIDE OPERATIONS-—Net 
WON od se aicda awa clelaacs 38,998 60 15,906 54 23,092 06 





Total Net Revenue. ...$21,539,031 96 $22,771,325 08 $1,232,293 12 
8 





TASES ACCRUED. .42.0%6. 2,582,822 7 2,714,631 79 131,809 01 
Operating Income..... $18,956,209 18 $20,056,693 29 $1,100,484 11 

OTHER INCOME. 

Rents—Credits .......... 63,825 08 65,180 75 1,355 67 














Clinton, Illinois, and Clinton, Iowa. The construction of these tracks Dividends on Stocks Owned 1,903,51000 1,886,192 00 17,318 00 
will serve as a cut-off and result in a saving in distance of 1.19 miles terest on Funded Debt 
and a material reduction in curvature as compared with the Company’s Owned .....-+s++e0e. 3,150 00 2,837 50 $12 50 
present line between these points. Interest on Other Securities, 

The main line of the Nebraska and Wyoming Division between Loans and Accounts. . 881,962 78 549,421 42 332,541 36 
Thatcher and Valentine, Nebraska, is being revised and a cut-off, 5.73 Miscellaneous Income 46,828 37 50,429 83 3,601 46 
miles in length, located south of the present main line, is being con- : 
structed between these points. This work involves the construction Total Other Income..... $2,899,276 23 $2,554,061 50 $345,214 78 
of a new bridge 1300 feet in length across the Niobrara River, and will CR eae tee eee 
result in a material reduction in grades at this point. Gross Income ......... $21,855,485 41 $22,610,754 79 $755,269 38 

A double track (cut-off) railroad, 2.38 miles in length, connecting DEDUCTIONS FRoM Gross IN- 
the Wisconsin and Madison Divisions and located just south of the City COME. : 
of Milwaukee, has been completed. Rents—Debits ......... $460,159 39 $818,84813 $358,688 74 

The installation of automatic signals on the Company’s main line Interest Accrued on 
between Chidonge and Oussha has becu completed. Funded Debt ........ 7,502,172 00  7,603,02500 100,853 00 

The new double track bridge across the Mississippi River between Other Interest.......... 3,012 46 900 96 2,111 50 
East Clinton, Illinois, and Clinton, Iowa, referred to in the last annual Sinking Funds ......... 225,500 00 224,500 00 1,000 00 
report was completed, and fully opened to traffic on April 11, 1909. Other Deductions ...... 25,990 09 28,187 15 2,237 06 

The double track, single leaf, bascule bridge and approach across Me Le ae Cee a oe 
the North Branch of the Chicago River near the Wells Street Passen- Total Deductions from 
ger Depot, Chicago, and important changes in the track system at this Gross Income ..... $8,216,793 94 $8,675,461 24 $458,667 30 
point have been completed. PRPS ee ee Ee a 

Net IMCOME «..... ceva $13,638,691 47 $13,935,293 55 $296,602 08 
NEW RAILWAYS AND EXTENSIONS. DIVIDENDS ON STOCK...... 8,764,272 00 8,764,503 00 231 00 

‘| Company has acquired by purchase during the year the follow- Balance Income for the 
ing railways, which were constructed in its interest and formerly year, carried to Profit 
operated by it under lease: ONG TOES occa aces $4,874,419 47 $5,170,790 55 "$296,371 Os 

The Manitowoe, Green Bay and North Western Railway, extending Decreases in italics. 

DR. PROFIT AND LOSS ACCOUNT, JUNE 30, 1909 cr. 
Bala ce fro "e i > “ties . . ¢ ane 

ies Sane eee ee = kant = anid incl yee eanist 2 PSRIGMCO DUNGNOG TOGO cars ce wcrc ce sha aseslou wines $26,632,454 73 
Adj ments in sundry accounts due to operations of Balance Income for Year ending June 30, 1909, brought 
PTEVIOME, PORN ASCE) o:6 i400 3260404.8 6 malas ate a VSS Sig Soas8le 309,606 43 forward from Income Account... ....scccsccaces 5,170,790 55 
Uneoeetible Items written off the books............ 196 00 sth 
Discount on Securities sold (net)..........ceeeeeee 815,133 70 Accounts payable written off the books.............. 19,007 36 
Balance Credit, June 30, 1909, carried to Balance Sheet 30,672,159 22 





$31,822,252 64 








$31,822,252 64 
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LEHIGH VALLEY RAILROAD COMPANY—FIFTY-FIFTH ANNUAL REPORT. 


PHILADELPHIA, September 29, 1909. 
To the Stockholders of the 
LEHIGH VALLEY RAILROAD COMPANY: 
The Board of Directors herewith submit 
report of the business of your Company for 
June 30, 1909. 


the fifty-fifth annual 
the fiscal year ended 


"MILEAGE. 
The mileage of railroads owned and operated by the Lehigh Valley 
Railroad Company, the main line of which is double track, extending 


from Jersey City, N. J., to Buffalo and Suspension Bridge, N. Y., is as 
follows: 

MILES. 
Owned, or controlled by ownership of entire capital stock. 1,209.19 


Controlled by ownership of majority of capital stock....... 157.21 
SUNONE  ERON Soe. kG Chobe secs saustece eo ue se 27.88 


Total mileage operated (owned and controlled).......... 1,394.28 
Trackage rights over railroads owned by other companies. . 47.03 


EE ee eer Pe er 1,441.31 
—of which 588.06 miles, or 40.80 per cent., have oom track, 60.16 
miles have third track and 24.17 miles have fourth track. There are 
also 1,127.78 miles of yard tracks and sidings on the system. 

No important changes have been made in the mileage of the system 
during the year. The increase of 17.17 miles of yard tracks and sid- 
ings is occasioned by transferring to that item 4.26 miles of breaker 
branches heretofore included under first track mileage, the enlarge- 
ment of certain yards, and the construction or extension of sidings 
to various industries. 


REVENUES AND EXPENSES. 

The following statement shows the gross revenues, expenses and 
net revenue from the operation of the entire system for the fiscal 
year, not including other income, compared with similar figures for 
the fiscal year 1908. 

The Interstate Commerce Commission having ordered further 
changes in the method of accounting, effective with the beginning of 
the fiscal year, certain of the 1908 figures have been restated and 
will, therefore, be found not to agree with those published in the 
last annual report. The same is also true of the statistics based 
thereon. 





GROSS OPERATING REVENUES. 

Increase 
or Decrease. 
$1,343,609 16 


FROM 


1908 
Oe CS aes $14,831,670 78 $16,175,279 94 


$ 
Merchandise freight ..... 13,291,830 90 14,011,301 78 719,470 88 
SOO cn nin och pie ee 3,905,062 74 4,159,890 47 254,827 78 
| OO ey PR RRR eS acre 209,899 01 209,072 78 826 23 
oT Seer eee 406,225 72 383,558 16 22,667 56 
Other transportation 307,725 75 290,232 18 17.493 57 
Miscellaneous ........... 185,417 31 280,818 91 95,401 60 





Total operating revenues$33,137,832 21 $35,510,154 22 
OPERATING EXPENSES. 


$2,372,822 01 











Increase 
1909 1908 or Decrease. 
Maintenance of way and 
SIPMCIMTES oe s0cn nes $3,273,339 47 $3,398,642 07 $125,302 60 
Maintenance of equipment 5,832,430 15 6, ay 874 30 321,444 15 
Traffic expenses ........ 810,293 00 78,652 95 31,640 05 
Transportation Sapeenes. 9,949,909 59 11, 342/927 13 =: 1,893,017 54 
General expenses 709,764 09 637,940 04 71,824 05 
Total operating expenses$20,575,736 80 $22,312,036 49 $1,736,300 19 
Ner OPERATING REVENUE.. $12 2,562,095 91 $13,198,117 73 $636,021 82 
Ratio of operating ex- 
penses to operating 
NE c:, ‘otk ssn 62.09% 62.83% 74% 
Decreases shown in italics. 
REVENUES. 


COAL FREIGHT 

The transportation of coal, including coke, produced a revenue of 
$14,831,670.78, a decrease of $1,343,609.16, or 8.31 per cent., as 
compared with the preceding year. This decrease is occasioned by the 
reduced tonnage of anthracite coal as a result of the mild winter 
and depressed commercial conditions. 

The Lehigh Valley Coal Company and affiliated companies mined 
and purchased during the year 83.2 per cent. of the anthracite coal 
transported by the Lehigh Valley Railroad Company. 

The percentage of coal freight revenue to total operating revenues 
was 44.76 per cent., a decrease of .79 per cent. 

The coal and coke tonnage transported, not including supply coal, 
amounted to 13,273,136 tons, a decrease of 1,249,126 tons, or’ 8.60 
per cent. 

The number of tons moved one mile amounted to 2,017,613,649, a 
decrease of 204,338,134 ton miles, or 9.20 per cent. 

The average haul decreased from 153.00 to 152.01 miles, a decrease 
of .99 mile, or .65 per cent. 

The coal tonnage was 53.39 per cent. of the total tonnage hauled 
during the year, as compared with 54.84 per cent. for the previous 
year, being a decrease of 1.45 per cent. 

MERCHANDISE FREIGHT 
The revenue derived from the transportation of merchandise freight 


amounted to $13,291,830.90, a decrease of $719,470.88, or 5.13 per 
cent., as compared with the previous twelve months. The falling off 
in this class of traffic is due to the smaller volume of freight available 
for movement generally. Of this decrease but $126,571.52 is in the 
local traffic, the greatér portion being in the traffic received from or 
delivered to other railroads. 

The percentage of revenue derived from the transportation of mer- 
chandise freight to total operating revenues was 40.11 per cent., an 
increase of .65 per cent. 

The tonnage moved, exclusive of Company’s material, was 11,586,069 
tons, a decrease of 371,830 tons, or 3.11 per cent. 

The number of tons carried one mile amounted to 2,380,195,688, a 
decrease of 192,890,046 ton miles, or 7.50 per cent. 

The average haul decreased from 215.17 to 205.44 miles, a decrease 
of 9.73 miles, or 4.52 per cent. 

Company’s material amounting to 364,378 tons was transported 
during the year, being a decrease of 67,767 tons, or 15.68 per cent. 
GENERAL FREIGHT 

The total revenue from both coal and merchandise freight was 
$28,123,501.68, a decrease of $2,063,080.04, or 6.83 per cent., as 
compared with the preceding year. 

The entire freight traffic amounted to 24,859,205 tons, being a de- 
crease of 1,620,956 tons, or 6.12 per cent. 

The number of tons carried one mile was 4,397,809,337, a decrease 
of 397,228,180 ton miles, or 8.28 per cent. 

The average distance carried was 176.91 miles, a decrease of 4.17 
miles, or 2.30 per cent. 

The average revenue per ton was 113.13 cents, as against 114.00 
cents last year, being a decrease of .87 cent, or .76 per cent. 

Company’s freight, not included in the above, amounted to 2,238,- 
955 tons, a decrease of 398,137 tons, or 15.10 per cent. 

The total freight train mileage was 8,216,419 miles, a decrease of 
822,758 miles, or 9.10 per cent. 

Revenue received per freight train mile was $3.42, as compared 
with $3.34, being an increase of $.08, or 2.40 per cent. 

The average train load of revenue freight was 535.25 tons, an in- 
crease of 4.78 tons, or .90 per cent. Including Company’s freight, 
the average train load was 553.13 tons, as against 550.34 last year, 
an increase of 2.79 tons, or .51 per cent. 

The average number of tons of revenue freight in each loaded car 
was 22.85 tons, a decrease of .55 ton, or 2.35 per cent. Including 
Company’s freight, the average carload was 23.62 tons, a decrease of 
-66 ton, or 2.72 per cent. 

PASSENGER 

The receipts from passenger traffic amounted to $3,905,062.74, a 
decrease of $254,827.73, or 6.13 per cent., as compared with the 
previous twelve months. This decrease is due principally to the fall- 
ing off in through business interchanged with foreign lines. Your 
Company has been unable as yet to obtain any relief from the law 
enacted by the State of Pennsylvania, reducing the rates of fare to 
a maximum of two cents per mile, although every effort to that end 
is being made, which, if successful, will increase the revenue on 
passenger business in that state. 

The total number of passengers carried was 4,876,801, a decrease 
of 49,403, or 1.00 per cent. 

The number of passengers carried one mile decreased 23,728,297, or 
9.61 per cent. 

The average revenue per passenger was 80.07 cents, a decrease of 
4.37 cents, or 5.18 per cent. 

The average revenue per passenger per mile was 1.749 cents, an 
increase of .065 cent, or 3.86 per cent. 

The average distance travelled by each passenger was 45.79 miles, 
a decrease of 4.36 miles, or 8.69 per cent. 

Passenger train mileage was 4,014,782, an increase of 40,256 miles, 
or 1.01 per cent. 

The revenue from passengers per passenger train mile was 97.27 
cents, a decrease of 7.39 cents, or 7.06 per cent. The average number 
of passengers per train was 55.62, a decrease of 6.53, or 10.51 per 
cent., and the average number of passengers per car was 16.61, a 
decrease of 1.40, or 7.77 per cent. 

MAIL 

The transportation of United States mails produced a revenue of 
$209,899.01, an increase of $826.23. 
EXPRESS 

The express revenue amounted to $406,225.72, an increase of $22.- 
667.56. 

OTHER TRANSPORTATION 

The revenue derived from transportation other than that shown 
under the preceding headings was $307,725.75, an increase of $17,- 
493.57. 

MISCELLANEOUS 
Miscellaneous revenue amounted to $185,417.31, a decrease of $9/,- 
401.60. 
EXPENSES. 
MAINTENANCE OF WAY 
The total expense for maintenance of way and structures wis 
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-$3.278,339.47, a decrease or $125,302.60, or 3.69 per cent., as com- 


pared with the preceding year. Notwithstanding this reduction, the 
expenditures have been ample, in view of the lighter volume of busi- 
ness, to fully maintain the track, bridges, and all property used in con- 
nection therewith. 

During the year one wooden and two iron bridges were constructed. 
Twenty-one steel bridges, replacing old wooden or light iron bridges, 
and seven steel or concrete bridges, replacing light iron bridges, 
were built. Three iron bridges were replaced by pipe culverts, and two 
wooden bridges were abandoned and the openings filled. 

72,811 feet, or 13.79 miles, of Company’s sidings and 17,846 feet, 


or 3.38 miles, of industrial sidings were constructed. 


15,442 tons of new 90-pound rail, together with necessary frogs, 
switches, etc., were placed in the track. 

274,429 tie plates were used. 

618,593 cross ties, 2,014,752 feet B. M. switch ties, 696,888 feet B. M. 
bridge ties and lumber amounting to 2,365,262 feet B. M. were used 


during the year. 


17.40 miles of telegraph and telephone pole line were rebuilt and 
123.45 miles reset. 

190.50 miles of new copper, 82.25 miles of new iron, and 25.35 
miles of second-hand iron wire were used in extending telephone, tele- 
graph and signal wires. 38.10 miles of iron wire and 84.75 miles 
of copper wire were used in replacing worn-out wires in the same 
service. 


MAINTENANCE OF EQUIPMENT 

The sum of $5,832,430.15 was expended for the maintenance of 
equipment during the year, a decrease of $321,444.15, or 5.22 per cent., 
as compared with the previous twelve months. This decrease is the 
natural result of the smaller amount of equipment in actual service, 
owing to the restricted business, and was not brought about by any 
impairment of the physical condition of the same, which has been 
fully maintained. 

In compliance with the order, effective July 1, 1907, issued by the 
Interstate Commerce Commission, requiring a monthly charge to ex- 
penses for the depreciation of equipment, the sum of $991,267.87 was 
charged to maintenance during the year and credited to Equipment 
Replacement Reserve. After adding this sum to the balance result- 
ing from similar charges made during the previous year, and deduct- 
ing therefrom the cost of additional equipment and other charges, 
the balance to the credit of that reserve account, including the de- 
preciation of floating equipment, on June 30th, was $1,382,511.78, an 
increase of $803,848.58. 

Four hundred 100,000-pounds capacity drop-end steel gondola cars 
and fifteen 8,000 gallon capacity tenders were purchased and charged 
to Equipment Replacement Reserve. Twelve steel underframe caboose 
ears were built and the cost also charged to the same account. Six 
locomotive cranes were purchased and charged to Additions and 
Betterments. 

To reduce the future cost of maintenance and prolong the life of 
the large capacity wooden freight cars, it has been decided to equip 
the same with steel underframes as fast as such cars are received in 
the shops for heavy repairs. For this purpose 832 underframes 
were purchased and used. 

Fourteen locomotives, unfit for further service and of an age and 
design that did not warrant rebuilding, were sold and their book 
value, less proceeds of sale, charged to Operating Expenses. 

Fifty-six new fire boxes, twenty new tender frames and twenty-one 
new cisterns were applied. One 4.500 and three 8,000-gallons capacity 
tenders were constructed. 725 locomotives received heavy and gen- 
eral repairs. 

Six passenger coaches, three combination passenger and baggage 
cars, one baggage and mail car, 824 freight equipment cars and sev- 
enty-two road service cars were condemned and destroyed during the 
year and the value thereof, less salvage, charged to operating ex- 
penses. 

One baggage and mail car was rebuilt in order to provide mail 
compartments to conform to Government requirements. 318 pas- 
Senger equipment cars were painted and varnished, nine equipped with 
wide vestibules and seven with standard steel platforms. Seventy- 
seven passenger cars were equipped with new standard steps and ten 
milk cars with new steel trucks. 

The total number of freight equipment cars at the end of the year 
was 42,376, having a capacity of 1,505,795 tons, a decrease of 425 
ears and an increase of 1,155 tons. The total number of locomotives 
was 8738, having a tractive power of 23,703,050 pounds, a decrease 
0! twelve locomotives and 184,986 tractive pounds. 

It has been the policy of your Company during recent years to con- 
demn and dispose of all light locomotives and small capacity cars of 
©>solete type whenever their condition requires heavy repairs and to 
replace with equipment of larger capacity and modern design. Such 
policy tends to greater economy, partially offsets the constantly 
‘creasing cost of railroad operation, increases as well the factor 
0” safety and improves the efficiency of the service. Much has been 
accomplished in this direction. In 1906 the average capacity of box 
cars was 59,500 pounds, whereas on June 30, 1909, the average 
capacity had been raised to 68,780 pounds, and coal cars from 
©°,820 pounds to 79,920 pounds. During the same period the average 


‘ 
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tractive power of locomotives increased from 25,798 pounds to 
27,151 pounds. 
TRAFFIC EXPENSES 

This class of expenses amounted to $810,293.00, an increase of 
$31,640.05 over the preceding year. ‘he increased expense for filing 
tariffs as required by various laws more than offsets the reduction 
made in other expenses under this heading. 

TRANSPORTATION EXPENSES 

The total cost of conducting transportation was $9,949,909.59, a 
decrease of $1,393,017.54, or 12.28 per cent., as compared with the 
previous twelve months. The ratio of transportation expenses to 
total operating revenues was 30.03 per cent., as against 31.94 per 
cent last year, a decrease of 1.91 per cent. 

GENERAL EXPENSES 

The expenditures under this heading amounted to $709,764.09, an 
increase, as compared with the preceding fiscal year, of $71,824.05, or 
11.26 per cent. The expense of employing counsel to defend the 
Company in the many suits brought by national and state bodies 
and others, as well as the necessity of legal advice on matters growing 
out of recent enactments, was very heavy, having increased materially 
during the last year. The increase in legal expenses alone more than 
accounts for the total increase shown above, the other items included 
under this heading having decreased as compared with the previous 
year. 

TAXES 

During the year the taxes levied on your property and business 
amounted to $1,079,376.23, or 3.26 per cent. of the Company's rev- 
enues, an increase of .10 per cent. 

FLOATING EQUIPMENT. 

Ample expenditures were made for maintaining the floating equip- 
ment of the Company. Eight 1,620-tons capacity steel coal barges 
and one steel tug were purchased during the year and charged to 
Equipment Replacement or other reserves. One small wooden tug 
and two barges, covered by insurance, were lost at sea. One cattle 
float was sold and one barge condemned. 

The floating equipment in New York Harbor or engaged in coast- 
wise business at the close of the year was as follows: 

20 tugs 3 eattle floats 196 barges 
25 car floats 6 steam lighters 1 hoisting boat 
3 work boats 1 wrecking boat 

The vessels comprising the fleet on the Great Lakes have been fully 

maintained and remain the same as during the previous year, viz. : 


NAME CAPACITY 
PME glo acral ed were Gucaaceie a Kimrelere eelale 6,000 tons 
A ala Ss | GRC ae 6,000 * 
pee I ean’ chore olgioianm a aaere. basa eiacere nian 3,000 “ 
PNININ sc. 7ao bt niente ere al of die ore Sia gies 6. ure ave. were aie 3,000 
PAAMIMMINSNESD oc: 60h phe. chacatiave. aise evecre: Sieh ewe oneal edelsiele 3,000 
PMN Si ena kt 4 as sn erwie Scare) eraid lar scarce ereie ae 3,000 * 


FINANCIAL, 

To provide cash to carry on certain improvements to the property, 
which it is deemed advisable to prosecute during the coming fiscal 
year, and to retire several mortgages on real estate, $3,000,000 of 
General Consolidated Mortgage four per cent. Bonds were sold, leav- 
ing in the treasury $38,000,000 of similar bonds available for future 
requirements. The proceeds from the sale of these bonds, less the 
principal of certain of the mortgages already matured and paid off, 
have been set aside as a special deposit reserved for the expenditures 
contemplated. 

Payments amounting to $2,752,000 were made for the retirement 
of outstanding obligations as provided in the respective mortgages 
or deeds of trust, and represent the matured principal of $1,000,000 
Collateral Trust four per cent. Bonds, and Equipment Trusts Series 
C, D, E, F, G, H, I and J. In these payments are included the final 
installments due on Equipment Trust Series C, E and F, which 
matured during the year. Those trust agreements were cancelled and 
the title to the equipment pledged thereunder, consisting of one 
thousand 100,000-pounds capacity coal cars, one thousand 80,000- 
pounds capacity coal cars, four hundred 80,000-pounds capacity box 
cars, twenty combination passenger and baggage cars and one hundred 
and sixteen locomotives, has been vested in your Company. At the 
close of the year the total outstanding Equipment Trust obligations 
in the hands of the public were $4,750,000. Equipment Trust Certifi- 
cates Series H and I, amounting to a total of $3,560,000, are in the 
treasury. 

The Lehigh Valley Rail Way Company, which is the owner of the 
more important lines in New York State, issued $202,000 of its cap- 
ital stock to your Company to reimburse the latter for advances made 
during the last two years on account of the construction of the 
Lehigh and Lake Erie Branch and for yard and terminal facilities at 
Buffalo. This stock has been deposited as additional collateral security 
under the General Consolidated Mortgage of the Lehigh Valley Rail- 
road Company as required thereby. 

Your Company received and placed in its treasury $10,000 of First 
Mortgage five per cent. Bonds of the Hazléton Water Company in 
settlement of advances made to the latter for the purpose of carrying 
on certain improvements to its plant. 
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For the protection of the future water supply in Luzerne County, Pa., 
the capital stocks of The Denison Township Water Company and the 
Wyoming Valley Water Supply Company were purchased, those com- 
panies having valuable charter rights. 

The property of the Glen Summit Hotel & Land Company, one of 
your subsidiary companies, which has been bankrupt for many years, 
was sold under judgment and purchased in the interest of your Com- 
pany. The value of the property so acquired has been added to Real 
Estate Account. As the Glen Summit Company was, therefore, left 
without any property or assets, the stocks and bonds of that Com- 
pany were written off and accordingly disappear from the table of 
Securities Owned. 

The smal] interest held by your Company in the securities of the 
Mansion IHlouse Hotel Company, consisting of $7,000 bonds and $10,000 
stock, was sold during the year. 

The reduction in Other Income is due principally to the decreased 
rental received from other railroad companies for the hire of equip- 
ment, as a result of the large number of idle cars. The changes in 
classification as prescribed by the Interstate Commerce Commission 
have also affected several of the items included in the heading re- 
ferred to and have caused certain apparent decreases, particularly in 
the case of the water lines. 

The operation of the Lehigh and New York Railroad during the 
year resulted in a loss of $88,028.68. This property has been operated 
by your Company since 1895 under lease and, notwithstanding the 
most rigid economies, has generally proved unprofitable. The matter 
is one now occupying the attention of your management. 

The small decrease in Equipment Account, as shown in the general 
balance sheet, is caused by the credits to that account of the book 
value of certain small capacity cars which were disposed of in 
accordance with authority granted by your Board in 1907. No equip- 
ment was charged to Capital Account during the year. 

The increase in Real Estate Account is occasioned by the payment of 
several purchase money mortgages on sundry tracts of land and mis- 
cellaneous purchases of real estate. 

The book value of the Coxe properties has been reduced by $1,000,- 
000, a like amount of the reserve for depreciation of the Coxe mines 
and properties having been appropriated for this purpose. That 
reserve has been closed by transferring the small remaining balance 
to General Reserve Fund. Since the Coxe properties decrease in value 
as the coal is mined therefrom, it has been deemed advisable for 
the past two years to write down the book value as mentioned. 

The value of materials and supplies on hand at the close of the 
year amounted to $2,084,199.51, a decrease of $19,997.21. 

Current Assets are $14,054,177.74 in excess of Current Liabilities, 
an increase of $3,715,358.76 as compared with the previous year. 

The outstanding capital indebtedness of the Company increased 
$248,000, due to the issuance of $3,000,000 General Consolidated Mort- 
gage Bonds previously mentioned, less $1,000,000 Collateral Trust 
Bonds and $1,752,000 Equipment Trust obligations which matured 
during the year. 7 

The amount of capital stock issued remains unchanged. 

A semi-annual dividend of five per cent. on the preferred capital 
stock, and a semi-annual dividend of two per cent., with an extra 
dividend of one per cent., on the common capital stock of the Com- 
pany, were declared by your Board of Directors on December 16, 1908, 
and paid January 9, 1909. Similar dividends were declared on June 
16, 1909, and paid July 10, 1909. 

The general balance sheet and various statements appended show 
the financial condition of the Company at the close of the fiscal 
year. 

The accounts of the Company for the fiscal 
amined and the cash and 
accountants. 

The annual 


year have been ex- 
securities verified by certified public 
report of the mining operations conducted by The 
Lehigh Valley Coal Company and other companies in which it and the 
Lehigh Valley Railroad Company are interested, through owner- 
ship of stock, has been published concurrently with this report. The 
net income of The Lehigh Valley Coal Company was $375,452.16, a 


decrease of 


$13,155.95. as compared with the preceding fiscal year. 
GENERAL REMARKS. 
The year generally has brought about no changes of importance in 


the affairs or property of your Company. ‘The decrease in the Com- 
pany’s revenues needs no explanation, the business depression extend- 
ing over the country at large being responsible therefor. A consid- 
erable reduction was made in the expense of operation to offset the 
reduced revenues, but this reduction caused no impairment of the 
physical condition of the property, which remains at its usual high 
standard. Ample expenditures were made for maintenance, those 
accounts showing but s!ight changes as compared with the previous 
year. The bulk of the decrease is in the expense of transportation. 

Owing to the falling off in business and the consequent reduction in 
revenue, no extensive additions and betterments were made to the 
property other than those required in the immediate conduct of the 
business, with the exception of certain preliminary work in the nature 
of grading, track layout, ete., that will be necessary in furthering the 
Company's policy of reducing grades, improving alinement and extend- 
ing third and fourth tracks. 

Since the close of the fiscal year, however, your Board has deemed 
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it advisable to authorize expenditures of approximately $2,000,000 
for additional betterments and improvements to the property, con- 
sisting of extensions of third and fourth tracks, new freight and 
passenger facilities, the enlargement of terminals and for other 
improvements which will tend either to a reduction in the expense of 
operation or provide for increased business. A large portion of these 
expenditures will be charged to Capital Account and the balance to 
Additions or Expenses, as may be proper. It should be observed in 
this connection, that the line of the Lehigh Valley Railroad Company 
is located only within the State of Pennsylvania, the lines in New 
York and New Jersey being in the names of subsidiary companies, 
and that such capital expenditures as are made for account of the 
same are not reflected in the item, Cost of Road, on the condensed 
balance sheet, but in the item, Securities Owned. The latter item, 
as will be noted by reference to previous annual reports, has increased 
materially during the last few years. 

The compliance by your Company for another year with the orders 
issued by the Interstate Commerce Commission, prescribing certain 
monthly charges to Maintenance Account for depreciation of equip- 
ment, and which has resulted in a balance of $1,882,511.78 at the 
close of the year, notwithstanding replacements charged thereto, has 
further convinced your management of the utter impracticability of 
such a system. Basing, as it does, charges upon theory and not upon 
facts, charges which are as great when equipment is idle as when in 
contant service, it produces confusion in arriving at the actual cost 
of operation. It is hoped, in this connection, that the Commission will 
at an early date so modify its order that charges will be based upon 
actual conditions and not upon an arbitrary or theoretical rate of de- 
preciation which may or may not exist. 

It is gratifying to note that the past year has witnessed no addi- 
tional violent or radical legislation affecting railroads, either by 
Congress or the various states in which the Company’s property is 
located, and, in this connection, it may be observed that there is 
some revival in business activity which, if unhampered by adverse 
legislation, should result in a speedy return to normal prosperity. 

The work of providing for a permanent embankment and viaduct 
on a revised line and grade at Greenville, as mentioned in the last 
annual report, was continued, the grading being entirely completed. 
The amount charged to this account during the year was $99,311, 
making a total expenditure to date of $176,565. 

The east and westbound yards at Manchester were enlarged at a 
cost of $77,370, by the addition of 8.73 miles of track, to enable the 
classification and consolidation into through trains of the cars to and 
from frontier connections, thus greatly reducing switching and conse- 
quent delay in intermediate yards. 

A staff system, as an auxiliary to the automatic block signal pro- 
tection on the single track mountain grade between Fairview and 
Conway, a distance of 11.2 miles, together with an interlocking plant 
at Conway, is being installed. The placing of automatic signals 
on the Niagara Falls Branch was completed during the year at an 
expense of $21,143. 

Sidings to the extent of 7,450 feet were constructed at Lehighton for 
the storage of cars, which will facilitate the making of repairs at 
Packerton Shop as well as avoid blocking the running tracks. Addi- 
tional eastbound receiving tracks for the relief of Coxton Yard were 
also constructed. 

In order to comply with the requirements of the New York State 
3oard of Health, extensive improvements and repairs were made to 
various milk shipping stations on the system. a 

During the year expenditures approximating $42,815 were incurred 
at South Bethlehem in connection with the construction of new yard 
tracks and the proposed change of alinement. 

Six locomotive cranes were provided at various points on the line 
for more economical fueling of locomotives and handling of ashes, at 
an expense of $36,105. 

Improvements were made to the water supply system at South 
Easton by the installation of an additional high pressure main and 
two new 35,000-gallons capacity tanks with 12-inch standpipes; at 
Shields by the construction of an additional tank of 60,000-gallons 
capacity, and at Lodi by replacing a 4-inch line from the reservoir 
by an 8-inch line. A 12-inch standpipe was also installed at Coxton 
and 10-inch standpipes at Manchester and Lumber Yard. 

A new bulkhead and steel shed were constructed at Pier 66, New 
York City, the total cost being $10,401. 

Extensive repairs were made to bulkheads at the Jersey City Ter- 
minal, the east and westbound freight houses and coal shipping trestle 
at Tifft Farm, as well as to the coal trestles at North Fair Haven 
and Canastota. 

A twenty-ton electrically operated freight handling crane was 
erected at Allentown, displacing a hand crane of small capacity 
which was transferred to Phillipsburg. A 100-ton track scale was 
installed at Geneva. 

A new freight station was erected at Hamburg Place, Newark, and 
the driveways at the Easton freight station were paved with stone 
blocks. 

On March 19th, Pier B, Jersey City, was entirely destroyed by fire, 
except a small fueling plant on the extreme river end. The property 
was fully covered by insurance and plans have been prepared for 
the restoration of the pier. 
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rhe year’s business was conducted without any fatalities occurring 


he 4,876,801 passengers carried. ‘The number of accidents to 
emvloyes shows a very gratifying decrease as compared with the 
previous twelve months. This does not appear to be due in any way 
to the regulations prescribed by the various Railroad Commissions 


for conducting the business of common carriers, nor to the applica- 
tion of any of the safety appliance laws, but rather to the opportunity 
to secure and maintain greater efficiency among its employes by rea- 
son of the large number of men seeking work and the desire of those 
already employed to retain their positions, as well as to the relaxation 
of the strain under which their duties were performed during the 
previous few years, when the volume of business was exceptionally 
heavy. 

53.28 per cent. of the total operating expenses, including 
operations, or $12,297,919.51, was paid direct to labor, being dis- 
tributed among an average of 20,731 employes during the year. The 
Company’s employes generaliy are receiving rates of wages as high as 
those paid during the time of the Company’s greatest prosperity. 

Mr. Hamilton McK. Twombly resigned as a Director, and Mr. P. A. 
B. Widener was elected to fill the vacancy. 

Mr. W. C. Alderson, after a service of 39 years with the Com- 
pany, resigned as Treasurer, and Mr. J. M. Baxter was promoted from 
the office of Assistant Treasurer to fill the vacancy. Mr. H. J. Me- 
Quale was elected Assistant Treasurer. 

The Board expresses its appreciation of the loyal and faithful serv- 
ices rendered by the officers and employes of the Company during 
the year. 

By order of the Board of Directors, 


outside 


E. B. THOMAS, President. 


The Lehigh Valley Coal Company. 


The net income from the operations conducted by The Lehigh Valley 
Coal Company during the fiscal year ended June 30, 1909, amounted 
to $375,452.16, a decrease of $13,153.95, as compared with the previ- 
ous twelve months. 

The total production of anthracite coal from the lands owned and 
controlled by The Lehigh Valley Coal Company and affiliated com- 
panies was 7,734,078 gross tons, a decrease of 1,529,821 tons, or 16.51 
per cent., as compared with the preceding year. 

The proportion of sizes above pea produced from the mines was 
62.94 per cent., an increase of 2.45 per cent. 

The total number of breaker hours worked was 36,893, as compared 
with 46,891 for the preceding year, a decrease of 21.32 per cent. 

During the year 288,457 gross tons of bituminous coal were mined 
from the Snow Shoe property, an increase of 12,303 tons. 

The conditions surrounding the anthracite coal industry during the 
year under review have been far from satisfactory. As a result of 
the two unusually mild winters and the general curtailment of com- 
mercial activity, the demand for coal fell off considerably. This 
occasioned irregular working of the colliers, which necessarily in- 
creased the cost of mining. The drought in the coal fields during the 
summer and fall of 1908 made it exceedingly difficult and expensive 
to obtain the requisite amount of water to conduct some of the opera- 
tions and enforced the suspension of mining at certain collieries at 
a time when they could have been worked most advantageously. Then, 
too, the uncertainty in the labor situation made it advisable to stock 


large quantities of coal in order to insure a steady supply to the 
public in the event of a general suspension of mining. This further 


increased the expense of operation during the year. 
tion was finally adjusted by extending the award of the Anthracite 
Strike Commission for a period of three years from April 1, 1909, 
upon the same general terms and conditions. 

The expenditures during the year were ample for the maintenance 
of the property and, in addition, such improvements and betterments 
were made as will tend to lessen the cost of operation or provide for 
an increased output of coal in the future. The total expenditures for 
additions and betterments amounted to $487,178.19, a decrease of 
$267,951.21 as compared with the previous year. 

It is only by the continuance of the Company’s policy of concen- 
trating its breaker operations as much as possible, installing improved 
Machinery for the purpose of reducing the labor cost and increasing 
the percentages of prepared sizes, centralizing power and pumping 
Plants and constructing tunnels for natural drainage wherever oppor- 
tunity affords, that the cost of mining can be kept within reasonable 
lim ss The cost of producing coal is each year showing a serious 
Mcrease, owing to the gradual exhaustion of the thicker and more 
chesply mined veins near the surface, making it necessary to work 
thinner veins at greater depths and longer distances from the open- 


The labor situa- 


ings. This increases the cost of the underground operations and of 
Puping and ventilating, which latter are continuing items of ex- 
Pelive, as great when the mines are idle as when in operation. 

‘ie new breaker plant at Spring Mountain, the construction of 
whi was referred to in the last annual report, has been completed 
anv “s now in operation. The total cost of the same was $374,160, of 


wh $207,049 was expended during the fiscal year. In addition to 
thi reparation of coal from new fields, this breaker is, with but little 
adi’ ional expense, handling the coal from Oneida and Spring Brook 
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Collieries, which has enabled the abandonment of the breakers at 
those two points with the attendant expense of operation. 

In furtherance of this policy of concentration, the old breaker at 
Hazleton Shaft Colliery is being enlarged and rebuilt on a basis that 
will permit of preparing not only the tonnage of that colliery, but 
also of Stockton and Deringer, with practically no increase in the 
operating cost. The expenditures for this work during the year 
were $102,451. 

A tunnel is being constructed at Blackwood Colliery for the purpose 
of providing an adequate and permanent supply of water, the breaker 
at that point having been obliged to suspend operations during the 
greater part of the year because of the inability to obtain sufficient 
water from the sources previously available. 

The several small pumping plants at Packer No. 5 were concen- 
trated to form one large plant and a complete electric haulage plant 
installed. At Dorrance the ventilating system was improved, the 
aggregate cost of the work at both collieries being $144,783, of which 
$59,843 was expended during the year. 

A new washery was erected at Leviston and placed in operation, for 
the purpose of reclaiming the old culm banks on the Beaver Meadow 
property of the Company, and has produced very satisfactory results. 

All of the outstanding bonds of the Wyoming Valley Coal Company 


issued under its First Mortgage of May 1, 1882, have, through the 
operation of its sinking fund, been paid off, and the mortgage, cover- 


ing originally an issue of bonds to the amount of $500,000, has been 
satisfied and discharged of record. 

The sinking funds of the several mortgages have been fully main- 
tained, the payments for this purpose during the year amounting to 
$180,028. 

Notwithstanding the restricted operations, mining was so conducted 
from those lands held under lease as to cause no increase in the Ad- 
vance Royalty Account, the same showing a slight reduction at the 
close of the year. 

Current Assets are $4,948,150.63 in excess of Current Liabilities. 

The accompanying tables indicate the financial condition of the 
Company and its funded indebtedness. 

The accounts for the fiscal year, as well as the cash and securities 
of the Company, have been verified by certified public accountants, 
whose certificate appears hereafter. 

Respectfully submitted, 


E. B. THOMAS, President. 


COMPARATIVE INCOME ACCOUNT OF THE RAILROAD COMPANY 


FOR THE YEARS ENDED JUNE 380, 1909, AND 1908. 
Increase 
REVENUP FROM OPERATION : 1909 1908 or Decrease, 
Coal freight revenue. ..$14,831,670 78 $16,175,279 94 $1,343,609 16 
Merchandise fr’t revenue 13,291,880 90 14,011,301 78 719.470 88 
Passenger revenue ..... 38,905,062 74 4.159.890 47 254,227 78 
Mail revenue ........:; 209,899 O01 209,072 78 826 23 
Express revenue ...... 406,225 72 383,558 16 22,567 56 
Other transportation 
ce ae ee 307,725 75 290,232 18 17,493 57 
Miscellaneous revenue 185, 417 31 280,818 91 95.401 60 





$35,510,154 22 $2,372,822 O2 





~) 
_ 


Total operat’g revenues$33,137,832 2 
OPERATING EXPENSES: 
Maintenance of way and 


structures $3,273,339 47 $125,802 60 


$38,398,642 07 


Maintenance of equip 
Rs oti weeks 5,832,430 15 6,153,874 30 $21,444 15 
Traffic expenses ...... 810,293 00 778,652 95 31,640 05 


9,949,909 59 11,342,927 13 
709,764 09 637,940 04 


$22,312,036 49 $1 


1,393,017 5h 
71,824 05 


$1,736,300 00 19 


Transportation enemas 
General expeuses ake 
expenses$20,575, 736 30 
operating ex- 
operating 





Total operat’g 
Ratio of 
penses to 
FOVOCRUCE wc ce vecesue 
NET OPERATING REVENUF.. 
TAXES 
OPERATING 


62.09% 
$12,562,095 91 $1 
1,079,376 23 
1,482,719 68 12, 


62.83% 4% 
3 $636, 021 8 

43,491 Fr 
592,530 66 


INCOMD ...... 
OTHER INCOME: 
Outside operations : 








Water lines ........ *1 50,019 20 213,916 76 363,935 96 
Other operations. . 3,268 838 2,672 86 5,941 68 
Investments: 
Dividends on stock .. 436.772 56 555,840 13 119,067 57 
Interest on bonds.... 42,814 48 48,944 75 6,130 27 
Interest on real estate 
mortgages 15,604 13 17,034 12 1,429 99 
Miscellaneous ........ 362,677 20 790,941 03 428,263 83 
Total other income. $704,580 34 $1,629,349 59 $924,769 25 
TOTAL INCOMB........ $12, 187, 300 ( 02 $13," 3,704, 599 9 93 $1,517,299 91 


DEDUCTIONS FROM INCOME: 
Interest on funded debt 
Interest on equipment 

trust obligations 


8,544,060 00 8,536,060 00 $8,000 00 


245,902 50 209,067 50 36,835 00 








Rentals of leased lines 
and guaranties B 2,316,473 00 2,316,473 00 Be 
Miscellaneous deductions 237,061 31 272,425 09 35,363 78 
Additions & betterments 582,643 22 1,775,264 26 1,192,621 04 
Total deductions from 
MONEE. koa oes RS we $6,926,140 03 $8,109,289 85 $1,183,149 82 
NET INCOMB ....ccccccce $5,261,159 99 $5,595,310 O8 $334,150 09° 


* Deficit. 


Norr.—Decreases shown in italics. 
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PERE MARQUETTE RAILROAD COMPANY—ANNUAL REPORT. 


Detroit, Mich., September 10, 1909. 
‘J'o the Stockholders: 
The Board of Directors respectfully submit herewith their Report of 
‘the operations and affairs of the Pere Marquette Railroad Company 
for the fiscal year ended June 30th, 1909. 





Mileage. 
June 30, 1909. June 30, 1908. Decrease. 
Miles of Road Owned........... 1815.37 1818. 35 2.98 
Miles of Road Controlled....... 256.94 256.94 
MERI WRRINUNRIE © 6 cis Gia ino bb oS 246.40 256.43 10.03 
2318. 71 2331.72 13.01 
Less South Haven and Lawton 
Branch leased to Kalamazoo 
Lake Shore & Chicago Ry..... 33.82 33.82 
TOTAL MILEAGE OPERATED....... 2284.89 2297.90 13.01 


The decrease of 13.01 miles, as compared with June 30th, 1908, is 
made up as follows: 
Decrease in Miles of Road Owned: 


Warner Branch—Raisin to Warner—taken up......... 2.98 
Decrease in Miles of Trackage Rights: 
Michigan Central R. R. 
St. Clair Junction to St. Thomas—Discontinued..... 3.97 


Lake Shore & Michigan Southern Ry. ‘ 
Pine, Ind., to Porter, Ind.—Change in Maine Line... 0.03 
Chicago Terminal Transfer R. 


Pine, Ind.—account change PO a | es | 0.34 
Toledo Terminal Railroad Co. 

Pie eae IENN, SoG 6s case cso kos oo bade SOS w ws 4.31 
Grand Trunk Railway. 

een nn = ORIEN oo cs a G wis nthe love ee wo ee wd wid oe 0.60 
Canadian Pacific Ry. 

SUA —AODTPRTO <p k5 6 56a Sos Kb od esendccedses 0.78 10. 03 

Total Decrease in Mileage Operated................... 13. 01 


The statistics and tables shown throughout this report include the 
‘operations over, 
Pere Marquette Railroad, 
The Lake Erie & Detroit River Railway, 
The London & Port Stanley Railway. 
REVENUES AND EXPENSES. 





ee a ae | are $14,629,827.3 
eS ee eee $10,581,580. +4 ; 
DEE Chacha eceeenb ae bah bese ee ee me 576, 892.9 11,158,473.11 
$ 3.471, 354. 20 
Tee ee ee eerie we ee! 
IEE aie ccin cbse ek bee ees ewes eels 699,065.90 3. 668,912.41 
197, 558. 21 
ae CO a ee ae nee ee eee 238,209.14 
Sur plus, $ 40,650.93 


COMPARATIVE STATEMENT OF REVENUES AND EXPENSES 
For the Fiscal Year ended June 30, 1999, and June 30, 1908. 
Increase or 









1909 1908 Decrease 
Operating Revenues .......$14,629,827.31 $13.753,982.39 $875,844.92 
Operating Expenses ....... 10,581,580.14  10,545,987.90 35,592.24 
Net Operating Revenues.... 4,048,247.17 3, 207, 994. 49 840,252.68 
BRO 6G cab cubisboeehaes wicks 576,892.97 553,239.03 23,653.94 
Net Operating Income...... 3,471,354.20 2,654.755.46 816,598.74 
Cher GGOMeG os .ccc sc csnes 238,209.14 502,873.14 264,164.00 
Total Net Income......... 3,.709,563.34 3,157,128. 60 552,434.74 
POE cw base sense nee 2,969,846.51 2,876, 362 3 60 
EEE Ab Soh ee hose eke ee 699,065.90 674,432.87 24.65 03 , 
Total Interest and Rentals.  3,668,912.41 3,550, 795. 47 “418.1 16.94 
DINE. Ch ks xuneo ane ews $40,650.93  *$393,666.87 $434,317.80 
ecw. | ow Ce fo) |, SS Soe et Le eee ye See ae 
1909 1908 Deercase 
Percentage of Expenses to Operating Revenues 72.33 76.68 4.35 
Percentage of Taxes to Operating Revenues. . 3.94 4.02 98 
PRL cabs bad os PhS a ne eae pe his eee wee ais 76.27% 80.70% 4.48% 
* Deficit. 
NOTE-—The Revenues and Expenses covering Outside Operations are 


included in the figures shown above. 

Operating Revenues, Operating Expenses and Other Income for 1908 
have been restated in order to place them on the same basis as 1909 
figures which have been comp led in accordance with requirements of 
the Interstate Commerce Commission. The recent changes made by 
the Inierstate Commerce Commission related particularly to “Outside 
Operations” and to “Equipment Borrowed and Loaned.” 

CAPITAL STOCK AND BONDED DEBT. 

During the fiscal year ended June 30, 1909, there was no increase in 
the Capital Stock of the Pere Marquette Railroad Company, but the 
bonded debt was decreased $51,282.50 as follows: 

PP. M. Refunding 4 
December 1908 Issued account G. h 
Ik. Ist Mortgage 5% Bonds $112,000.00 

Issued pecount Western 

Equipment Co., Ltd., 6% 


9 sSonds: 
t kK. & S. 
ra) 


oN er eres Poe 1,000.00 
Issued account F. & P.M. 

“Series BY’ 5% Bonds 24,000.00 
Issued = account Marquette 


Equipment Co., Ltd., 
Bonds 


110,000.00 


Issued account of L. E. & 
D. R. Ry. Equipment 5% 


OME suas uses eeu as ce 16,000.00 
Issued account of Robt. 
Winthrop & Co. Equip- 
ment 44% Notes...... 88,000.00 
April 1909 Issued account Eastern 


650,000.00 $1,001,000.00 


Equipment Co. 5% Bonds 





The following bonds were retired: 
September 1908 Morley & Potter “Series B”’ 





5% Equipment Bonds... $6,000.00 
March 1909 Western Equipment Co. 6% 

OS eer er 13,000.00 
September 1908 Marquette Equipment Co. 

i Bonds . - 100,000.00 
August 1908 L. KE. & D. R. Ry. ‘Equipment 

. a eee 8,000.00 

February 1909 L. Te, & D. R. Ry. Equipment 

05> ORGS... «25.055 8,000.00 
September 1908 R. Winthrop & Co. 414 9 Yo 

Equipment Notes ....... 76,000.00 
March 1909 R. Winthrop & Co. 4%% 

Equipment Notes ....... 76,000.00 
February 1909 P. M. R. R. 6% Equipment 

Roi TOO soak 500 650,000.00 
August 1908 American Car & F oundry Co. 

6% Equipment Notes. 25,353.84 
September 1908 American Car & Foundry C€ ‘0. 

6% Equipment Notes. 49,646.16 
March 1909 American Car & Foundry Co. 

6% Equipment Notes.... 40,000.00 
June 1909 C hicago & West Michigan 

Ry. (Coupon Scrip)..... 282. 50 1,052,282.50 

RORTIRRNE Soe ccm's Riels $51,282.50 


RECEIVER’S CERTIFICATES. 
During the fiscal year ended June 30, 1909, the amount of Receiver’s 
Certificates was decreased $420,000.00, as per statement shown below: 


Amount Outstanding June 30, 1908....... $600,000.00 
Less amounts paid as follows: 
BE, AO waive Gae-base nei aa esas Sale 230,000.00 
SRRONSE” MOOD oc oso Gena eases shoes 190,000.00 $420,000.00 
Total Receiver’s Certificates  out- 
standing June 30, 1909.......... $180,000.00 


NOTE—The $180,000.00 Receiver’s Certificates shown as outstand- 
ing June 30, 1909, were paid August Ist, 1909. 
CAPITAL EXPENDITURES. 
Payments have been made during the year on account of New 
Equipment, Additions and Betterments and to retire maturing equip- 
ment obligations, as follows: 


Amount paid Receiver of The Cincinnati, Hamilton and 
Dayton Railway Company on account of Kleybolte 
Equipment purchased by that Company during period 
of lease of Pere Marquette lines and turned over to the 
Pere Marquette Railroad, the payment being in accor- 


Gance with award of OTbltrAtors... . 2. scsesciccccecn ss $68,743.54 
Amount paid Chicago Railway Euipment Co. for ma- 
terial turnished American Car and Foundry Company 
for 750 Gondola Cars purchased during the previous 
SRN ORE ch eee se ae we Se bs oe Oem ween 34,706.00 
Amounts paid to retire Sundry Equipment Trust Bonds: 
Morley & Potter “Series RB” 5% Bonds $6,000.00 
Western Equipment Co. Ltd. 6% wonds 13.000.00 
Marquette Equipment Co. Ltd. 45% Bonds 100,000.00 
L. E. & D. R. Ry. Equipment 5% Bonds 16,000.00 
R. Winthrop & Co.,414% Equipment Notes 152,000.00 
Pp. M. R. R. 6% Equipment Gold Notes... 650,000.00 
American Car & Foundry Co. 6% Equip- 
IRRNT TMGRER oicwis'c on ows aw wa since 5 65 89,646.16  1,026,646.16 
For Additions and Bettermenis to the prop- 
IG Sepa wins co bo ww how Nin se ele a 131,326.48 
$1,261,422.18 


ROADWAY AND TRACK. 

During the year there were 11.46 miles of side and yard tracks built, 
and 25.45 taken up—a net decrease of 13.99 miles. 

There were 507,367 cross ties used during the year—384,203 being 
put in the main track renewals, 100,774 in side track renewals and 
22.390 for new work. 

131,493 tie plates were put in. 

496 sets of switch ties were used, 444 sets being placed in main 
line and side track renewals and 52 sets were used for new work. 


73 miles of track were ballasted with gravel and cinders. 
STEEL RAIL. 
During the year there were 5760 (track) ft. 
line as follows: 


85 Ib. rail laid on main 


tre Oe bi ne ee a a 2,640 track feet. 

SCUICUA SOIWEMION 64:4 6 66a ew hh xe 1,800 * 

Grand Rapids Division ............. 1,320 - as 
5.760 a - 


The relaying of the above mileage with 85 Ib. steel rail released 
70 Ib. rail which with 5260 ft. 70 Ib. rail on hand on the Detroit 
District was relaid as follows: 


SSTITRNIS PION gate nin cs + o'n dei bisiatae 5.760 track feet. 
Grand Rapids Division «.. .. 6:64... 2 620 sg 
(CICK FOTIRIO: Scarce rks baas ss 2.640 a as 


11,020 - We 
rail on the Harbor Beach 


o~ 


In addition to this 8.18 miles of 35 Ib. 








——EEE 























OcToBER 8, 1909. 


Branch was replaced with 60 and 56 Ib. rail taken out of unused side 
tracks. 
BRIDGES AND CULVERTS. 

New steel bridges on concrete abutments and piers replacing wooden 
structures have been constructed at Waverly, Zeeland, Comstock Park, 
—two bridges at Sparta,—Unionville, Wayne, Grand Ledge, Port Stan- 
ley, Mooretown, Clay Creek, Pigeon, East Saugatuck and Baldwin. 

Concrete box culverts replacing wooden box culverts were built as 
follows: Grand Ledge, Paquette, Arner, Piggotts, Ennetts, Williams- 
ton, Webberville, North Bradley, Warden, Blackmar, Monroe, Avoca, 
Tappan (2), Mosley, Comfort, Phelps, Leamington, Dix and Fennville. 

Concrete abutments and new deck on bridge at Island Lake and new 
wings on stone arch at Portland. Tunnel at Whitehall was recon- 
structed with concrete. 188 Cast Iron pipe Culverts were put in 
during the year. 

BUILDINGS, FUEL AND WATER STATIONS. 

New station buildings were erected at Orleans, Pigeon, Greenville, 
Clyde, Gilford, Bravo, South Lyons, Brannin and Comstock Park. 

Extensive repairs were made to dock at Sarnia. 225 feet of new 
dock constructed and 128 feet now in progress. 

Extensive changes were made in slip dock at Port Stanley and heavy 
repairs to breakwater. 

FENCES. 

During the year there were 24.7 miles of new fence built, 69.5 
rebuilt, and 198.3 repaired. 

INTERLOCKING PLANTS. 

Interlocking plants were built at Annpere, Kalkaska, Blenheim and 
Chatham Junction. 

ADDITIONS AND BETTERMENTS. 

During the year $131,326.48 has been charged to Additions and 
Betterments as shown below: 


Debits. Credits. Net. 

iene Ol WAT Gained ss ec cut $2,973.97 $643.00 $2,3¢ 30.97 
Rent) TOGTRES iis cae. www iawn eines 575.72Cr. 1,140.00 t, 715. 72Cr. 
Roadway and Track ....... SOOUUO nw tsa 3,651.06 
New Side Tracks .......... 68,873.45 116,798.75 47,925.30Cr. 
New Bridges and Culverts.. 141,634.99 25,883.52 115,751.47 
Rails, Fastenings, etc....... bbe Ss i | 12,347.97 
WOW FUGNOOE? iso 95 uisis 6 05,0180 po: Sie 735.01 
New Crossings, Cattle Guards 

cc go” re ere DUOI40T 89 vs wees 11,814.07 
New Interlocking or Signal 

ADTROROND: os «ovis 8%400 08 6 7,984.24 1,100.00 884.24 
New Buildings for Transporta- 

MOR OGRE, x ess caac sis 6s 16,603.72 6,267.30 10,336.42 
New Buildings: for Road De- 

ARANETA ceeeGiicea ates) 8... sieelaun 1,436.00 1,436.00Cr. 
New Roundhouses and Shops. 27,812.20 10,750.00 17,062.20 
New Shop Tools and Machin’ry GORGE 66 seen 6,919.67 
New Fuel and Water Stations 8,640.28 7,081.37 1,608.91 
New Grain Elevators, Coal 

Bunkers and Stock Yards.. 456.90 1,000.00 543.10Cr. 


New Docks, Wharves, Land- 


ings and IMCUMES.......46 00 yh e ff (ee 4,801.77 
New Electric Light Plants... 259. 19 1,500.00 1,240.21Cr. 
New Miscellaneous Buildings. . Stkive 12,168.16 10,056.95Cr. 





MOR sara slavelat cieu einen esaiesay $317,044.58 $185,718.10 $121, 34 26. 48 

During the year the total charges to Additions and Betterments 
were $317,044.58. The Credits, amounting to $185,718.10, represent 
tracks or property removed or sold, making a net charge of $131,326.48, 
which represents the actual addition to the property account. 

For the first time we have a twelve months showing under the 
Michigan two cent fare law (effective September 28, 1907) and the 
result indicates very plainly that in sparsely settled communities, 
such as served by your company, the two cent fare does not stimulate 
travel. The comparative figures for passengers carried from 1900 to 
1908 show the average increase per year for the eight years to be 
6.85 per cent., while the increase for the year ended June 30, 1909, 
was but 6.44 per cent. 





Average 
Increase Reve- 
Number over previous nue per 
of Passengers =——~—-year —~  Passen- 
Year ended Passengers Carried Passengers Per ger 
Carried. one Mile. one mile. Cent. per mile. 
Dec. 81, 1900....2,853,495 105,760,878 ......... seen OO229 
* $31, 1901....3,382,443 123,739,849 17,979,471 17.00 0.0201 
1, 1902 38,598,454  130,049.3884 6,309,535 5.10 0.0204 


31) 1903... /3.688150 129;643,693 


* 405,691 *.31 0.0217 
June 30, 1904... 


-4,192,.950 141,621,934 11,978,241 9.24 0.02147 
. .4,034,683 145,810,035 4,188,101 2.96 0.02141 
. -4,866,048 157,485,507 11,675,472 8.01 0.02057 
: «0+ 24,009,279 167,061,923 9,576,416 6.08 0.01972 

30, 1908....4.964.247 178,248,126 11,186,203 6.70 0.01849 
30, 1909....5,267,714 189,727,627 11,479,501 6.44 0.01774 





*Decrease. 

If we could have applied our 1907 average passenger rate of .01972 
fo the 1909 passengers carried, it would have added nearly $375,000 to 
net earnings. 

The very gratifying results in freight traffic for the fiscal year 
ended June 30, 1909, compared with 1908, indicates an excellent stand- 
ing of the property in local, and also in competitive territory outside 
of Michigan. It also indicates the growing importance and value of 
the territory covered by your railroad, and recognition of the road as 
an intermediate line between east and west, and north-west and south- 
east. 

The property has responded, and will produce improved results 
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through continuation of the same policy, and increasing facilities to- 
meet requirements of the property. The relation of the road to its 
connections at all its termini is excellent, and the standing of the 
property in that regard is second to no railroad in the country. This 
feature is an important asset in connection with revenue and I bespeak 
for your company continued satisfactory results as the business con- 
ditions of the country improve. 
By order of the Board of Directors. 
WILLIAM COTTER, 
President 
GENERAL BALANCE SHEET, JUNE 30, 1909. 
ASSETS. 
L 
33.07 


Franchises and Property including Leasehold = monn é 
94.80: 


New Equipment, July 1, 1908, to June 30, 19 
Additions and Betterments, July 1. 1908, to pn 30, 


TOTA 
nies 1 
8 


0 ee reer ee ee re Tee eee ee ee ee I ee 131,326.48 
Stocks and Bonds Owned and Pledged..............- 8,941,961.47 
Stocks and Bonds Owned and Held in Treasury...... 7 38,885.48: 
COEMOe TAMCHUINOUNE ck ccc cece cere ewes eseeee se aus 325,034.50 
WERTOCIAE AUG UDDUGS, 66x 0 one codices ee Knw ene eoeens 708 490.76 
CMPOPMRNG MORE 55 6: ane:5.c:ea 6 oa acelsie a-s aioe aera slaie oie ne 6 @ 2,938,893.54 

CR OM ENOUEN 65105) ce cece ace deeena's — 584.58 

Marketable Securities ... 6.0060 s0s ss 38,000.00 

Awents and Com@uctOrs .....<ceccccns 612 2,178.81 

Bettie “COVCCCIIIGS 65 ciecessic < Gia cae neces were 441,464.71 

Dil TROCOIVRIIG 6 nck sc ce eeesae ces 12,810.00 

Post Office Departments ............. 25,770.34 

Hxpress COMPSRICR 6.5 ck see ck ccs ae 67,765.67 


Deposits to pay Unpaid Matured Inter- 
CSt BOG PaWienGee « 6k6 5 bees 5s ess 
sJalance due from Sundry Persons.... 


832,914.60 
138,404.88 


EO SNNDE 6 coi Sch a. a 375-45 Wale Siw ele ele a dene oe a mies aha 525,495.66 
Protit and Loss, June SO, 1900. 2.065 cee wecis ceca 1,094,426.05 
$108, 175, 541, 81 
LIABILITIES 
TOTAL 
ITO COO cieras iota ca ain chia at oo cla miauaie sncielal’s alaleisna $28,500.000.00 
P. M. R. R. First Preferred..........$11,157,100.00 
P. M. R. R. Second Preferred........ 749,100.00 
P. ME oe OR... COmmeec.. < cckc ceca ete 4,588,900.00 
Outstanding Capital Stock of Con- 
SCiMeMt CORMIBINGH isc ces ecto 12,0: 054, 900. 00 
Capital Stock (L. BE. & D. R. Ry. Common). Beane er exedea's 1,400,000.00° 


Funded Debt (including Leased and Auxiliary Lines) . 60,874,000.00 
Equipment Obligations (including Leased 
and Auxiliaty EAMeSs) « ..60 6 sts $6,874,363.96 
Less—-Unearned Interest 
MOM eo a rata a rasican aia iailx, sitar aval aratianace Slors 291,518.82 6,582,845.1% 


Cc. H. & D. Ry. Co.—Kleybolte Equipment............ 481,204.78 


TIGEGEVOI RR COPUINCOEOR 6 oss via 005 6060 0c ace eieneine 180,000.00- 
Ce reNe) TEA NONE G acseie isn Sa oe 2.0 he Cale asieg a eeeaie alors 3,295,528.67 
Unpaid Vouchers «2.222. ccc ccececas $943,952.08 
TU WMG oe 6 oka 5 aie ee dee cic 448,266.52 
aU IO is ak oo os he twee wees 864,300.00 
Unpaid Matured Interest and _ Divi- 
RNR rc ta odg apelin crag ad sacks. eee ee 834,501. 55 
Open ACCOGNES 2.2... cececerescces 204, 508.5 52 
‘Tasos. Aeeriod COE DUG). << oc ce ccc ew eee dt slenieeimee 289,086.17 
Interest Accrued (Not Due) «....508 cc ceccewesccces 373,109.00 
WiGeORTGe “TAMEIOIOR) sic 6c eee ca mined gate weve ns otras 476,170.07 
Equipment Replacement Accounts.............0e00- 723,597.98- 


$108,175,541.81 








INCOME ACCOUNT FOR FISCAL YEAR ENDED JUNE 30, 1909. 





OPERATING EXPENSES. 

Maintenance of Way and Structures..... $1,669,220.35 

Maintenance of Equipment............. 2,018,493.89 

"Tratiie TOSMOBRCH os occ ce eas te tie wes 349,971.25 

Transportation Expenses .........+.-e.- D, 712, 492.69 

General EXPeOnNses 2... cic cccceceves 357, 017 a -43 
Total Operating Expenses—Rail................. $10, 107,195.61 
Total Operating Expenses—Outside Operations. 474,384.53. 
$10,581,580.14 

FIXED CHARGES. 

WPMD opis dia aia ete d aren Ei ake Gee ecese anaes $576,892.97 

Interest on Funded Debt ..... 2.2.0.0. 2,941,150.66 

Interest on Bilis Payable. «........sccees 11,690.15 

Interest on Receiver’s Certificates........ 17,005.70 

UMMEMUE? 4c are srcrercvarcienlelesinisGace aaaie anes « 699,065.90 
"etek IMC CUAUNGH 6.5. ia ois dace cdakisiere. oie ersiniene sees 4,245,805.38- 

Balance—Surplus carried to Credit of Profit and Loss 
pf RE ae Sete DERRY Se Rare ee ears aera seer reer ae 40,650.93. 


$14,8 868, 036. 45 


REVENUE ACCOUNTS. ; 
BEGiGht TOGOMUEE ko. o.oo cece csicbin da Ke oe se sie Staines $9,705,564.64 
Passenger HeEvente ...cc ccc cece ereeeew eres esons 3,366,466.37 
ne err rere ree ee ete re a 251,871.29 
PerGGs TGVGRUG: <x 5 oc ccc ec cece nse recesses cs ewes 326,633.81 
Excess Baggage Revenue .........+.+-. $49,765.47 
Parlor and Chair Car Revenue....... 47,193.55 
Milk Revenue (on Passenger Trains)... 31,381.08 
Other Passenger Train Revenue....... 6,114.69 
Switching Revenue .....sccscccccvcss 202,227.93 
Special Service Train Revenue........ 10,570.50 
Miscellaneous Transportation Revenue. 12, 514. 54 
Total Other Revenue from Transportation............ 359,767.76: 
Station and Train Privileges.......... $5,438.28 
Parcel Room Receipts .......cccscccees 1,200.96 

















7 
684 RAILROAD AGE GAZETTE. Vor. XLVII., No. 15. 
ce gee rr $3,944.33 stroyed, removed or sold. (The original 
Storage eS ee er ee ee 917.09 cost of the Equipment has been credited 
NE on ss nin ck olsen he ake wb ece 55,452.28 to appropriate Replacement Accounts, 
TO SEWED: oo. s so ee ok Wao Ses Ee 11,813.88 and the original cost of the Tracks and 
Rents of Buildings and other Property. 29) 083.64 Structures has been deducted from Ad- 
er eet 51,410.48 ditions and Betterments Account during 
T I f isporta- ag ted $91,149.05 
Tota! Revenue from Operation other than “'Transporta- ETA ssn Sv ww 4.6460 a 8005's 5 6 2 149.05 : 
[OR locetaueseactaRikh See cab ebanen bee h ss ee b eee 6 $159,260.94 TRACKS BNA BtrUchUPes 2. wccccsvess 57,532.03 148,681.08 
Total Operating Revenue—Rail.................-. $14,169,564.81 Legal and other expenses in connection 
Total Operating Revenue—Outside Operations..... 460,262.50 with the Reorganization of the Pere : 7 
—— ee, eae Ge ore 363,261.07 
$14,629,827. 31 Sundry uncollectible bills and other items 
Hire of Equipment—Dr............... $10,464.72 PMR Oo cc Sue ou how cites nies 6,868.68 
Miscellar PR ins paimioce sews Ss 2 73. c 
iscellaneous Income : 248,673 86 $1,161,730.77 
DI OLE EMNRD. 26 coke nds x cteu es cakes bes kuoweek 238,209.14 Balance from Income Account June 30, 1909......... $40,650.98 
—_—_—_—— Value of Rail and other material loaned to various par- em 
$14,868,036.45 ties in 1902 and now returned ........eeeeeeeeeees 26,371.29 


PROFIT AND LOSS ACCOUNT, JUNE 30, 1909. 

Balance brought forward from June 30, 
SS. <cccccsk cei wccsds ase bed cee ene 
Depreciation prior to July 1, 1907, on 
Equipment, Tracks and Structures De- 


$642,919.94 


Chicago and West Michigan Ry. Coupon Scrip, issued 
during period 1894 to 1898 and not presented for 
payment 

Balance Carried to General Balance Sheet..........--- 


282.50 


1,094,426.05 
$1, 161,730.77 





ATCHISON, TOPEKA & SANTA FE—FOURTEENTH ANNUAL REPORT. 


OFFICE OF 
ATCHISON, ‘TOPEKA & SANTA FE RAILWAY 
No. 5 Nassau Street, New York City. 
SEPTEMBER 9, 1909. 


THE SYSTEM, 


To the Stockholders: 
Your Directors submit the following report for the fiscal 
July 1, 1908, to June 30, 1909, inclusive. ‘ 
The Lines comprising the Atchison System, the operations of which 
are embraced in the following statements, are as follows: 
June 30,1909. June 30, 1908. 


Topeka & Santa Fe eenwey ee 4 miles. veh - miles. 
Paso Railroad. 


year 


Atchison, 
Rio Grande & El 


‘Gulf, Colorado & Santa Fe Railway. 1,518.18 ss 1518, ‘18 - 
Eastern Railway of New Mexico.... 227.29 ig 221.47 *g 
Pecos & Northern Texas Railway.... 151.82 “ 152.59 ii 
Pecos Biver Baelroad. .....<6+000% 54.27 = 54.27 a 
Santa Fe, Prescott & Phoenix Railway 257.40 = 257.40 5 
Southern Kansas Railway of Texas.. 125.07 F 125.07 a 
BUN: cab acudaneeseeun ace acne 9,792.50 miles. 9,430.60 miles. 


Increase during the year 361.90 miles. 

The average mileage operated during the fiscal year ending June 
30, 1909, was 9,794.86 miles, being an increase of 379.85 miles as 
compared with the average mileage operated during the preceding 
fiscal year. 

In addition to lines covered by this report there were completed 
on June 30, 1909, 28.15 miles of additional line of which 21.31 miles 
were ready for operation on July 1, 1909. 

The Company also controls, through ownership of stock and bonds, 
other lines aggregating 249.41 miles and is interested jointly with 
other companies in 558.20 miles. 


INCOME 


The following is a summary of the transactions of the System for 
the years ending June 30, 1908 and 1909: 


STATEMENT. 





1908. 1909. 

Total operating revenues............ $90,617,796 38 $94,265,716 87 
Income from other sources.......... 671,974 23 1,158,375 02 

Income from all sources........... $91,289,770 61 95,424, 091 89 
Expenses, including taxes, rentals and 

Pe ON Rbk cecuae sens eee eyes 65,031,582 67 61,458,019 13 

$26,258,187 94 $33,966,072 76 

Fixed charges, including accrued in- 

terest on Adjustment Bonds....... 12,579,301 77 13,548,081 93 

Balance steseeeseeceeeseeseees «$18,678 ,886 17 $20,417,990 83 

From the net income for the year “the following 
sums have been deducted: 
DIVIDENDS ON PREFERRED STOocK— 

No. 21 (2%4%) paid Feb. 1, 1909.. $2,854,345 00 

No. 22 (2%%) paid Aug. 2, 1909.. 


2'854,345 00 


DIVIDENDS ON COMMON StrocK-—— 
No. 16 (2%% paid Dec. 1, 1908.. $2. 


2,573, 8 
1909.. 2,578,6: 











No. 17 (2%%) paid June 1, 
eee $5,152,550 00 
Appropriation for Fuel Reserve Fund.. 158,230 11 
APPROPRIATED FOR ADDITIONS AND BET- 
TERMENTS— 
Expended during year............. $4,000,000 00 
Reserved for future expenditures... $5,000,000 00 
$9,000,000 00 
: $20,019,470 11 
Surplus carried to Profit and Loss................. $ 398,520 72 
Surplus to credit of Profit and Loss 
Pe (BBs cn ckenw sae eke h one $20,352,865 50 
Amount written off property accounts 


in respect of expenses and discount 
| lS eee ee eee 
‘Grade Revision Work—Abandoned Line 


$1,487,500 00 
541,888 56 





$2,029 


388 56 


Additions to Profit and Loss Account 
—net. 


99,253 08 
"$1,930,135 48 


re 





$18,422,730 02 


Surplus to credit of Profit and Loss, June 30, 1909... .$18,821,250 74 





Income from sources other than earnings from operation consisted 
of interest on cash in banks and sums collected as interest and divi- 
dends upon bonds and stocks of companies, the operations of which 
are not included in the System accounts. 

During the fiscal year the sum of $216,384.00 representing $56,- 
067.91 cash received from and $160,316.09 balances due on land 
sales contracts covering lands embraced in the Santa Fe Pacific 
Land Grant was directly written off the book value of Railroads, 
Franchises and Other Property, and the transaction does not appear 
in the Income Account. 

For many years it has been the Company's policy to make out of 
income large expenditures for additions and betterments. At times 
such expenditures have been made without the books showing any 
addition on that account to the cost of property, such expenditures 
being “written off.” Rules promulgated by the Interstate Commerce 
Commission require that for the ensuing fiscal year such expenditures 
out of income shall not be “written off,’ but shall be added to the 
cost of property, and that appropriate entries shall be made on the 
liability side of the Balance Sheet to show such expenditures and 
to show also any unexpended appropriations from income set aside 
for such expenditures in the future. Your Board has concluded that 
it is wise for the fiscal year just closed to adopt a similar method. 
Therefore the sum of $9,000,000 of the income for the year has been 
appropriated for additions and betterments, $4,000,000 being ex- 
pended during the year, and the remaining $5,000,000 being reserved 
to be expended in the future. 

CAPITAL STOCK AND FUNDED DEBT. 
June 30, 1908, consisted of: 


The outstanding Capital Stock (deducting stock in treasury) on 


ON cae nch manda cases Sorbo ea skeeee $102,956,500 
PEO eek SAS eS wies Sa eeasecs cua s ouwe 114,173,730 
"=~. 217,180,230 
Issued during the year: 
Common Stock issued in exchange for 
Convertible Bonds retired............ 18,603,000 
Capital Stock outstanding June 30, 1909: 
ee a aa per ee $121,559,500 


Preferred 730 
————-- $235,733,230 


TERE REPEPLeLeELurreyrur@eer sy? fy 


The outstanding Funded Debt of the System (deducting bonds in 
treasury) amounted on June 30, 1908, to $315,454,420. 

The following changes in the Funded Debt occurred 
during the year: 
Obligations ‘issued: 


Transcontinental Short Line First 
Mortgage €2, THORGE... 66s cscs cance es $17,000,000 
Obligations Purchased or Retired: ; 
Serial Debenture 4% Bonds, Series G.. $2,499,000 
Serial Debenture 4% Bonds, Series H.... 100,000 
ee De rr 14,647,000 
ORR VEETIID ep BSODOSs 6 i646 6:4'2.5 oye s we ws 3,956,000 
Miscellaneous Divisional Bonds.......... 33,600 ’ 
—-——_——__ 21,235,600 
Rare Te CO BORNE s 6.66 ns oes SEG meedwaiean awe $4,235,600 


Total System Funded Debt outstanding June 30, 1909. ..$311,218,820 


Interest charges for the year ending June 30, 1910 (includirg 
interest on $28,258,000 of this Company’s Convertible 4% Bonds 
of 1909 issued after June 30, 1909) will be approximately $13,742,218 
or an average monthly charge of about $1,145,185. 


CAPITAL EXPENDITURES AND REDUCTION OF BOOK VALUES. 


The expenditures during the fiscal year chargeable to Capital Ac- 
count for the construction and acquisition of additional railways, 























OcTOBER 8, 1909. 


eonipment and other properties and for additions and betterments, 
imounted in the aggregate to $5,855,483.51. 
These expenditures may be summarized as follows: 


Construction and acquisition of new mileage, including the acquisition 
of bonds and stocks of other railway companies: 


Masterp: Ty. Of DIGW MERIC. oc icc ei ce6 465 050 0 $ 591,304 18 

CR ON BEE oi oa eras 4 Sa Gis) ho OSS. CIS 840.8 0 2'954 01 

Jasper & Kastern Ry.......... aselaverinrata tare << aie: 6 18,817 17 

Re | I Ew arg chic aaediale etna aaveea &% 4 was 124,742 80 

A SON BAN 6 5% % 6-66-6466 we eke WS ES.6S 0-0 307,334 32 
Pos kw Os TORR AAC O KWo $1,040,152 “48 

DEDUCTIONS. 

Atchison, Topeka & Santa Fe Ry.... $14,085 91 ° 

Arizona & California NS a cslace Wace aseeese 1,625 91 

Gulf, Beaumont & Kansas City Ry.... 843 75 


16,555 57 


~ $1,023,596 91 
339,949 78 


Right of Way, Station Grounds and Real Estate.. 
Widening Cuts and Fills, including Protection of 


Re ae ee ee ne ee ra ree 195,668 49 
Grade Revisions and Changes of Line............ 618,137 81 
Brien, TROGCIGN BRE CHlyertBe.c. .6ckccsccs-csccee 419,907 06 
Ballast, including cost of spreading and putting 

RNNAUEN EN wag acy evans he ee nee ee ees) ew 8 327,185 35 
AaGiignel DERI “UPROMES |. os i ecses cate Sw bawevs ees 802,023 81 
Migines BG HOUT TACKS. 6.5 <k.o.5esie Kees waereceee's 586,171 80 
SE I SR Ure TR cece ee ee ee 579,235 81 
Track Elevation, Elimination of Grade Crossings 

and Improvements of Over and Under Grade 

NORMPMOR IRIE caraiy ny cuca ha vaceva icra naau nce re Sea ae enei eee ales 6: 87,048 73 
Interlocking, Block and Other Signal Apparatus... 90,851 89 
Buildings and Shops....... Feat PORTO ee 899,446 95 
Shop Machinery Qnd T00lS: .. caccccsasececsewes 24,808 08 
IIR ate aa adi a ae 90415 Sw SRA We COO OS es 1,826,012 70 
BCtIErMents tO HGUIOMONE.. <2. cc cece seseeee 757,098 94 
Other Additions and Betterments................- 167,568 50 
PN PINON go tate oalie ie avec are 9 ole a la Sita sie Si wl eae esa we wi 933,500 00 
MASCCTIAMCOUS: TEODIE o.56 oo soe aes chee Se oes os 121,087 54 

$5,855,483 51 
DEDUCTION. 
Santa Fe Pacific BUM NRN IR a o fala arenas we siare eval eae ace 216,384 00 


Net Increase in Capital Account during the year.. $5,639,099 51 
The credit of $1,826,012 
as follows: 
During the year equipment formerly purchased and 
charged to Additions and Betterments was credited to 
Additions and Betterments and charged to Equipment 
Replacement Reserve, to the amount 6f.............. $2,278,192 37 


.70, on account of equipment, is explained 


There were charges to Additions and GBetterments on ac- 
count of additional equipment purchased during the 
year and payments made for equipment received during 
prior years as follows: 





DAVODRADRNOB. 5. o5ara Sicacereielee-< cals $ 111 34 

5 Passenger-train cars.......... 85,631 61 

250 Preight-traim Cars... oe. ssccces 354,697 68 
1 Miscellaneous car............ 11,739 04 452,179 67 

Net credit to Additions and Betterments with respect to 
ee Serna er ern a $1,826,012 70 





Credits in italics. 
MAINTENANCE OF EQUIPMENT, 


The following statement shows the sums charged to Operating 


Expenses for Maintenance of Equipment during each year since 
July 1, 1896: 
Average Operated Expenditure 
: : Mileage. Per Mile. 
Year Ending June 30. Total Expenditure. 
|) ee arene 6,443.81 $3,443,884 82 $534 45 
RES? icauoniiesediesw ait 6,936.02 4,659,277 99 671 75 
BN cue sara ranancoarace's 7,032.62 4,810,795 64 684 07 
MR oe Cidamncniteer 7,341.34 5,267,832 40 717 56 
RMN rs ete hse 6 oe 7,807.31 6,257,456 57 801 49 
Mee. ck Saawe Gans 7,855.38 nr 25 1,001 22 
| SR ee ea aa 7,965.13 8,510,543 09 1,068 48 
Lt REAR Rer Seas haya 8,179.59 10.0086. 135 41 1,223 31 
1) SR ae Se 5,305.40 10.914,864 47 1,314 19 
MOS oes atatcRen 2 8,433.99 10,720,040 43 1,271 05 
DOMED Ben erate Ws GG tals 9,273.15 11,779,846 64 1,270 $2 
LE) ES Aes Sager ear ees 9,415.01 14,246,621 44 1,513 18 
BRR war, obs os ec 9,794.86 13,903,897 37 1,419 51 
lor the year ending June 30, 1909, maintenance charges, including 
renewals and depreciation, averaged as follows: 
NGAI $3,132.76 
: RMN RDREN ool a: ssl din! < Gt aniaia’a Uae ped alu a oa elb-s aca t05 
Pe ocomotive car, including mail and express.......... 1,134.00 
Sr SN SE Ts ed gta areliy eaaeidd a 6¥ ache 00s 0 
Pt  ciice nes civ sve bawdas ied idtedks seen 4 120.41 
Ber SEGMENT MID Csi s5 os ae ohare orang anaes Senida salen .0111 
foregoing average maintenance charges include a _ proportion 


of mlocated expenditures for Maintenance of Equipment charged to 
Su intendence, Shop Machinery and Tools, Injuries to Persons, 
Sta’ onery and Printing, Other Expenses and Maintaining Joint Equip- 
mé at Terminals. 

amount to the credit of the Equipment Keplace- 


me} Reserve June 30, 1908, as shown in the last 


BENG) aban MM Ne ing a Geen Or eee to haere Ah $234,066 01 


RAILROAD AGE GAZETTE. 


OSD 


The following sums were credited to the reserve 
during the year: 

Estimated depreciation accrued....... $2,214,243 70 

RUCNGWR! CHATOES . in bck ce eeeeceetsce 279,212 13 

PUM OND cea ers ease eit oar) ds Sata wader ed whic anions 202,403 59 
Cash collected for equipment sold and 

equipment destroyed and foreign lines 

including insurance collections...... 130,530 00 


Making a total reserve available for the acquisition 
OF HOW GOUIDINOOE. cc hi cee ces cew eee iqwtess 
The following equipment was acquired during the 
year by the use of this replacement reserve: 
GOL Freight-traitk CATs. ccc a eens $600,303 00 
1 Miscellaneous Cee eo cravarecdraiemus ties 3 342 61 
Add cost of equipment purchased and 


$3,060,455 43 


charged to Additions and Betterments 
during prior years, now applied in re- 
duction of the replacement reserve : 
Oe MOURN COS, © seo 5: dare 8) eo kiee! + Miers 582,847 29 
Looe BYCIsne-trait COPS. 6. isc ice ees 1,695,845 OS 


—- 2878,837 98 


Leaving unexpended balance to the credit of the Equip- 


ment Replacement Reserve June 30, 1909.......... $181,617 45 
MAINTENANCE OF WAY AND STRUCTURES. 
The following statement shows the sums charged to Operating 


Expenses for Maintenance of Way and Structures during each year 


since July 1, 1896: 


Average Operated Expenditure 





Mileage. Per Mile. 
Year Ending June 30. Total E xpenditure. 
MBENED os chavaxéia aera acevo tes 6,443.81 $6, 282,923 15 $975 03 
PE a itecicc ead 6,936.02 8,281,: 397 S88 1,193 97 
RIE oi olap sane esnratanara 7,032.62 7,672,107 62 1,090 93 
RIE sk aoe a Ne Oe T,541.0 6,354,372 10 865 56 
00 Se eee 7,807.31 6.433,840 36 824 08 
RIND Soars Sacer eee 7,855.38 6,141,466 3s 781 82 
cL) aan Ae rae 7,965.13 9,304,892 04 1,168 20 
WO sg csce'e 2 ce Sasol 8,179.59 9,170,234 07 1,121 11 
rr 8,305.40 11,385, 418 33 1,370 85 
fo | Earn Perera 8,433.99 12,475,407 97 1,479 18 
ck: ener arena 9,273.15 15, 286, 062 66 1,648 42 
TRIS oe sie evela ee ens 9,415.01 14,120,828 02 1.499 82 
TOMS oicicdaeata eae 9,794.86 12,884,406 81 1,315 43 


The following is a*statement of revenues and expenses of the System 
ior the fiscal year ending June 30, 1909, in comparison with the 
previous year: 

COMPARISON OF OPERATING RESULTS. 
Year-Ending Year Ending 
June 30, 1909. June 30, 1908. 


Increase or 
Decrease. 
OPERATING REVENUES: 






DIONNE ok ok cdcs oo ce ore - $64, 212, 638 10 $61,848,638 51 $2,363,999.59 
i 22 DOF 21,643,427 49 1,091,077 83 
Mail, Express and Miscel. 7 "318,573 45 7.125.730 38 192,843 07 


$90,617,796 38 $3,647,9 


Total Operat’g Revenues. $94,265, 716 87 20 49 





OPERATING EXPENSES: 
Maintenance of Way and 


Structures ...........$12,884,406 81 $14,120,828 02 $1,236,421 21 
Maintenance of Equipt. 13,903,897 37 14,246,621 44 342,724 O07 
Traffic Expenses........ 1,904,822 11 1,796,263 88 108,558 23 
Transportation Expenses 26,674,863 88 28,395,589 60 1,720,725 77 
General Expenses....... 2,127,205 07 2,070,612 27 56,592 80 





Total Operat’'g Expenses. $57,495,195 19 $60,629,915 21 $3,134,720 02 
36,770,521 68 $29,987,881 17 $6,782,640 51 
60.99 66.91 5.92 








Net Operating Revenue...$ 
tatio of Operat’'g Expenses 
to Operating Revenues. . 





The Operating Expense figures for the fiscal year ending June 30, 
1908, used for comparative purposes, are not the same as shown in 
the last Annual Report but are revised in accordance with the Sup- 
plement to the Third Revised Classification of Operating Expenses as 
prescribed by the Interstate Commerce Commission, effective July 
1, 1908. 





Nots—Decreases in italics. 

The average tons of freight per 
18.68 to 18.35, or 1.77 per cent. 

The average tons of freight carried per freight-train mile increased 
from 354.97 to 366.06, or 3.12 per cent. 

The average freight revenue per freight-train mile increased from 
$2.84 to $3.05, or 7.89 per cent. 

The average passenger revenue per passenger-train mile increased 
from $1.17 to $1.21, or 3.42 per cent. 

The average passenger-train revenue per passenger-train 
creased from $1.46 to $1.52, or 4.11 per cent. 

The tons of freight carried one mile (revenue and company) de- 
creased 31,591,997, or .41 per cent., while freight-car mileage (loaded 
and empty) increased 8,747,465, or 1.50 per cent., and freight-train 
mileage (freight and mixed) decreased 746,430, or 3.42 per cent. 


loaded car mile decreased from 


mile in- 


The number of passengers carried one mile increased 79,224,429, 
or 7.70 per cent., while passenger-car mileage increased 2,949,215, 


or 2.66 per cent., and the passenger-train mileage (passenger and 








mixed) increased 197,041, or 1.06 per cent. 

The following statement shows the development of the freight and 
passenger revenues of the System since July 1, 1896: 

Year ending June 50. Freight Revenue. Pa roe Bevonte 

CMAN Mes a gis: yield ates ferarae drelare amare $22,067,686 77 : 
POEOED Gigs ce alene aateia $15) Sel aio'arela es 28,588,716 76 
11 Ee Sa ar eee see cerer yc igor ear 29,492,586 65 
MIPS oe tlasraclonsnlsiancieiste maishae 33,729,332 83 
EE, ic hoe + a ae aes okie ee aa owe RD 39 ,052,557 46 
ere siarcic pee 0 sla) eo mia) a aoe see ws 41.815.607 05 
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Year ending June 30. Freight Revenue. Passenger Revenue. 


ec 40 ks Als oid Keke $44,622,438 71 $13,469,985 78 
ean yi ona phaece 47,762,653 23 15,433,773 63 
| ane tenc geen 47,408,982 36 16,045,380 27 
ek ion Sa heey homes 54,598,902 82 18,013,988 56 
NC: Sct aueweaaranas eaten 65,500,309 42 21,171,629 08 
aah pepipeeain cance epieaepetanesi: 61,848,638 51 21,643,427 49 
ME casehondewerwer sees ... 64,212,688 10 92,734,505 32 


TREASURY. 

Neither this Company nor any of its auxiliaries has any notes or 
bills outstanding. 

The Company held in its treasury on June 30, 1909, $30,036,504.83 
cash, and had available over $3,765,000 General Mortgage Bonds, in- 
cluding bonds not yet certified by the Trustee. The Company also 
has in the treasury unpledged a large amount of stocks and bonds 
of other companies of which part are carried in the balance sheet 
as Investments and part are included under Railroads, Franchises 
aad Other Property. 

In addition to the cash in the treasury at the close of the year 
it was evident that further large sums would be required for the 
extensions and improvements contemplated in the near future; there- 
fore your Directors voted on June 2, 1909, to offer to stockholders the 
right to subscribe to Four Ver Cent. Convertible Gold Bonds, Issue 
of 1909, at 104 and interest, to the amount of 12 per cent. of their 
holdings. Not only did practically all the stockholders exercise their 
right, but many outstanding Convertible Bonds were exchanged for 
stock for the purpose of acquiring subscription rights. These ex- 
changes of bonds have changed the complexion of your capital obli- 
vations by extinguishing a large amount of the Convertible Bonds 
theretofore outstanding and correspondingly increasing the outstand- 
ing common stock. 

The Convertible Bonds of the new issue subscribed and to be de- 
livered under terms outlined above, amount to $28,258,000. 

FUEL RESERVE FUND. 

The Fund has been increased by, profits derived from certain fuel 
properties. 

Amount to credit of Fund June 30, 1908.............. $155,426 90 
Added during the year 158,249 95 


3,676 85 


In Fund June 50, 





On June 30, 1909, there remained in the treasury of the Cherokee 


& Pittsburg Coal and Mining Company an unexpended surplus amount- ° 


ing to $259,202.89, so that the total amount available for replace- 
ment of fuel properties in which your Company is interested is 


$572,879.74. 
NEW CONSTRUCTION. 

In the last report it was indicated that while public opinion seemed 
to be changing, and there was reason to hope that the harassing of 
railroads had reached its climax, your Directors did not deem it wise 
to proceed to further development of the territory tributary to your 
lines until the reaction should become more apparent. The State 
most in need of development was Texas, and with but one exception 
its laws and the administration thereof have been the most severe 
and unjust: but in the last two years there has been a marked 
change in sentiment, evidenced by the fact that the last session of 
the Texas legislature resisted practically all efforts to commit the 
State in further radical legislation. There are still laws affecting 
railroads on the statute books of Texas which are not good for either 
the State or the railroads, but it is hoped that these laws will 
gradually disappear as their unfairness and injurious character be- 
come increasingly apparent. Acting on this hope, and in view of 
the crying needs of West Texas, your Directors have authorized the 
expenditure necessary to construct a main line connecting the Gulf, 
Colorado & Santa Fe Railway at Coleman with the Eastern Railway 
of New Mexico at Texico, with sundry branches—a total of about 
500 miles—and have thus arranged to supply the needs of a vast 
territory which has been heretofore isolated and which will be 
enormously benefited by this investment. In taking this action, your 
Directors are relying on the ultimate good sense of the people of 
Texas and believe that it is reasonable to expect that the people 
whose property is enormously benefited, and whose convenience is 
greatly promoted by this investment, will exert every effort to see 
that it receives fair treatment at the hands of their lawmakers. 

ARIZONA & CALIFORNIA RAILWAY. 

This road, extending from Wickenburg, Arizona, to Parker, Arizona, 
a point on the Colorado River, has been completed, including the 
bridge over the river, and was opened for traffic on February 1, 1909, 
and the completion of this line from the west bank of the Colorado 
River to a junction with the main line at or near Bengal, California, 
has been authorized by your Directors. 

SUNSET WESTERN RAILWAY. 

An extension of the Sunset Railroad from Pentland to Fellow, Kern 
County, California, to reach the Midway Oil Field has been con- 
structed jointly with the Southern Pacific Company under the char- 
ter of the Sunset Western Railway Company. The extension is 14.9 
miles in length and was completed and opened for traffic January 
1, 1909. 

TEXAS & GULF RAILWAY. 

The extension of this line from Zuber, Texas, to a connection with 

the Gulf, Beaumont & Great Northern Railway at Center, Texas, a 
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distance of 21.31 miles, has been completed, and there is now (in con- 
uection with the Gulf & Interstate Railway) a continuous line in. 
East Texas between Galveston and Longview. It had been the in- 
tention to extend this line to the Red River and through Oklahoma 
to a connection with your existing lines in that State, but this plan 
cannot be carried out at this time because such railroad constructicn 
in the State of Oklahoma is rendered impossible by the present laws 
of that State. 
TRANSCONTINENTAL SHORT LINE. 

As stated in the last Annual Report, the line of The Eastern Rail- 
way Company of New Mexico from Rio Puerco to Texico, New Mexico, 
forming a new low-grade transcontinental line was opened for trafic 
on July 1, 1908. 

The work of reducing grades and curvature of your Company's 
lines between Texico, New Mexico, and Mulvane, Kansas, used in con- 
nection with the new Transcontinental Short Line has been continued 
throughout the year, and had progressed to an extent which war- 
ranted transferring to the new line practically the entire transcon- 
(inental freight traffic in March last, greatly to the relief of the 
New Mexico, Arkansas River and Western divisions, resulting in 
ability to make better time on all classes of traffic. There remains 
to be done a considerable amount of ballasting on both the new and 
reconstructed lines, which is in active progress. 

ADDITIONAL MAIN-TRACK MILEAGE, 

Second track work on the Tllinois and Missouri Divisions is also in 

progress as follows: 


iteintein, Tl.. to Knox, Th. .... csc cce ce 34.4 miles. 
Surrey, Ill., to Smithshire, Tll............ 18.0 is 
Wyaconda, Mo., to Bucklin, Mo........... 69.3 
Rothville, Mo., to Carrollton, Mo........ 31.7 - 
Pe Ns oo ok wis SS Sa oe Nace sls RASS 3.3 s 
SR weer ore onic sis has Ns 156.7 miles. 


The mileage of second track in operation at close of fiscal year 
was 492.80 miles; under construction, nearly completed, 36.20 miles, 
so that by January 1st next the total will ve 529.00 miles. 

BUSINESS AND EARNINGS. 

During the year covered by this report we have largely recovered 
from the depression which overtook all forms of industry in the fall 
of 1907 and continued for nearly a year. As stated herein, our 
gross operating revenues were $3,647.920.49 in excess of those of the 
previous year and only $77,590.63 less than those of the banner year 
ending June 30, 1907, as revised, while operating income was the 
largest in our history. Owing to improved working conditions due to 
the liberal expenditures made on your property it has been possible 
to make large reductions in operating without allowing the 
road or equipment to deteriorate in the least; and the condition of 
the System as a machine capable of turning ont large quantities of 
transportation has steadily improved. 

LITIGATION. 

During the year it was found necessary to appeal to the Courts 
against the attempt of the State of Missouri to enforce a rate of 
iwo cents per mile for passenger fares: the appeal was successful and 
the old rates are substantially restored in that State. In Kansas and 
Oklahoma the two cent rate is still in effect, but hopes are enter- 
tained that the Courts will afford us the same protection when the 


costs 


cases are tried. It is unfortunate that in such cases the railroad 
companies are sometimes forced to accept rates that are non-com- 


pensatory pending the long process necessary to a fair hearing in the 
Courts. There is no railroad in the West the passenger traflic of 
which approximates paying its proper share of the fixed charges and 
operating expenses of the road even on a maximum rate of three 
cents per mile; and this can be conclusively shown to the satisfaction 
of the Courts. 

It has also been necessary to appeal to the Courts in the matter 
of taxes in Oklahoma, where an endeavor has been made to increase 
the taxes on your property to a point beyond reason as compared 
to other property in the State. Injunctions have also been obtained 
as to two orders of the Interstate Commerce Commission, and the 
cases are now being tried. It is the desire of your Board to comply 
with the requirements of State and Federal authorities whenever 
possible, but cases arise where the injury resulting from such com- 
pliance is too serious to be submitted to without recourse to legal 
remedies, 

It is with profound sorrow that your Directors have to record the 
death on May 19, 1909, of Mr. Henry H. Rogers, who had served as 
a member of the Board of Directors and Executive Committee since 
February 8, 1905. 

During that period this Company had the benefit of his wise and 
loyal counsel and his faithful participation in its affairs. His death 
has deprived the Company of services which were especially valuable 
because of his wide experience, sound judgment and attentive applica- 
tion to business. 

Your Directors believe it fitting that this record be made of their 
appreciation of his efforts in behalf of the Company. 

Your Directors take pleasure in acknowledging the 
efficient efforts of the officers and employes of the Company. 

EDWARD P. RIPLEY, 
President. 
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